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Following action increasing wages of non-operat- 
ing rail workers a few months ago, the railroads 
ifiled an amendment to their petition in Ex Parte 166 
increasing further the rate raises sought originally in 
at petition. A fortnight ago, at the fortieth anniver- 
sary meeting of the National Industrial Traffic League, 
in Chicago, John S. Burchmore, speaking as counsel 
ior the League, said that wage increases and working 
rules modifications granted to the trainmen and con- 
ductors, and inevitably to be granted to the other three 
operating brotherhoods, would be followed by a similar 
petition, raising the increase “two, three or five points.” 
| He made the statement merely to urge the League 
ot to join in probable attempts to prolong the hearings 
fin Ex Parte 166 should such an amendment be filed, 
mot as a prophet. Nevertheless, it was good forecasting. 
‘This week such a petition was filed, raising the increases 
sought by three per cent—from 28 to 31 per cent in 
ithe south and west, and from 38 to 41 in Official Terri- 
tory and interterritorially. That made it certain that 
still a third amendment would be filed when the other 
hree brotherhoods get their awards. | 

Whatever the feeling may be as to closing the hear- 
ings in Ex Parte 166 without affording shippers an op- 
portunity to enter added evidence bearing on alterations 
conditions caused by the amendments, the fact that 

ey were and are to be filed ought to cause no more 
astonishment among shippers generally than it did to 
Mr. Burchmore. Events merely prove that the in- 
evitable round of wage and rate increases is beginning 
0 take on some of the mathematical certainty of the 
Newtonian law that “to every action there is an equal 
land opposing reaction.” 

In that respect, the recent history of costs and 
prices in transportation is merely a segment of what is 
going on in our general economy. Inflation is an insid- 
ious thing. We have been issuing warnings against it 
ior so long that few of us realize that it has crept up 
on us and is now in full force. Those of us who still had 
any doubts about that had them dissipated last Tuesday 
evening, when Philip Murray, head of the C. I. O., issued 


a Statement to the effect that his organization stood. 


eady to support such of its constituent unions as might 
See fit to demand new wage increases when.their pres- 
ent contracts expired. 

Such demands, he insisted, were justified by the 
ontinued rise in living costs since -the last round of 
age increases and by the apparent unwillingness or 
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inability on the part of the “reactionaries” to do any- 
thing about it. * 

Undoubtedly, if and when new wage increases are 
granted by the large industries, or when they are ex- 
tracted from those industries by a new series of strikes 
and strike threats, the pseudo-economists in the unions 
and in government will again insist that they can be 
paid without price increases to the consumer. It is just 
as certain that industry will point out that such price 
increases must be made and that it will make them. 
These will raise living costs to still higher levels and 
furnish grounds for further wage increase demands 
next year or the year after. 


F COURSE, this “cause and effect” piling up of 
wages and costs cannot go on indefinitely. If in- 
dustry and labor continue their “action and reaction” 
the day will come when our whole economic structure 
will collapse. We will then have to face the enormous 
task of rebuilding it, perhaps in an entirely different 
pattern from that which has worked so successfully for 
generations. The task may take a century. It is not 
impossible that the civilization we know may collapse 
with our economy, in which case humanity will face 
a job in which the centuries will have to be considered 
in multiples. 

Sometime one or the other of the contending 
groups will have to come to such a deep appreciation 
of the danger ahead—perhaps immediately ahead—that 
it will bring the ominous procession to a sudden halt by 
its own action. 

There seems little hope that industry, on the one 
hand, and organized labor, on the other, will act co- 
operatively to bring that about. The course of events 
in recent years has driven the two groups further apart 
on fundamentals than they were a decade ago. The 
widening gap is not merely the result of unwise use by 
organized labor of its new power and the increasing tend- 
ency of politicians to worry about the labor vote; it is 
almost equally the responsibility of leaders on both 
sides who persist in disseminating extreme views that 
are hastening the disaster. 

There are still industrialists who look forward to 
the “good old days” when they could deal individually 
with their workers and who insist, like the late Andrew 
Carnegie, that labor is a commodity to be bought at the 
lowest and sold at the highest possible price in the inter- 
ests of profit. There are today many others, not di- 
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‘rectly connected with labor—some industrialists, many 
educators and economists, and even some churchmen— 
whose published arguments can hardly be discerned 
from those of avowed communists, who persist in laying 
all of the ills of the day to the “greedy capitalists,” and 
who will not admit that there is a business man ahy- 
where who has the interests of his workers at heart. 
Between them, these two groups have made concerted 
effort to stop the inflationary spiral an impossibility. 


/ 


HE QUESTION then arises as to which of the two 
groups—industry or labor—is in a better position to 
take individual preventative action. 


Our own feeling is that it can only be done by labor 
—and our reason for feeling that way is because labor 
presents the only solid, homogenous group able to take 
such action. 

With the help of the labor propagandist we have 
fallen into the error of speaking of industry as being 
run by “capitalists.” As a matter of fact, it isn’t run by 
capitalists at all, but by capital. And capital is not a 
thing one can lay before oneself for dissection. It is not 
a solid; it is not even a group or class. It is more like 
the ball of quicksilver that scatters in all directions 
when it comes under the pressure of the thumb. It is 
here when there is prospect of profit; it is gone when 
the prospect disappears. 


Suppose, then, industry were to agree that it would 
grant wage increases and forsake profits for a period in 
the interest of stopping the expanding inflation. As 
soon as it adopted that course as a matter of immediate 
principle, its fountain of credit—that is, its source of 
capital— would dry up. Those who have some money to 
invest would have little interest in putting it into indus- 
try without assurance of some return—or rather in face 
of conditions which assured no return. Without a source 
of new capital, industry would dry up. The kind of 
depression that comes from over-production—the kind 
we had in the ’thirties—would be a calm and unimpor- 
tant affair compared to what would happen then. The 
only possible result would be the operation of industry 
by government—the death of private industry as we 
know it. 


It might be said that labor, should it altruistically 
assume the task of putting an end to inflation by fore- 








Swearing demands for wage increases for a period, 


would be just as certainly killing collective bargaining. 
We do not believe it would, because there is a factor 
inherent in inflation that the wage earner could remove 
tomorrow—if he put his will to it—the removal of 
which would bring living costs tumbling almost imme- 
diately to a point where the wages he is now receiving 
would be higher, comparatively, than any to which he 
aspires. That factor is the determination not to go into 
the market to bid competitively for scarce goods. 
Everyone has to eat and must have clothes: and a 
roof over his head and those of the members of his 
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family. Prices of these are high and will remain high 
as long as we continue a foreign policy which sends so 
much of necessary commodities abroad that they re- 
main scarce in this country. 

But there are still inexpensive commodities and 
the spectacular effects of inflation are apparent exactly 
in those things that are not necessities at all—certainly 
not essentials. 


Look for a moment at the used automobile market. 
Leaving out the conscienceless manipulators and dealers 
—the kind we will always have with us even should we 
reach something like the collectivists’ Utopia — the 
prices of used cars are the direct result of what amounts 
to competitive bidding for a scarce article by buyers. 
If everyone in this country who could do without an 
automobile without serious inconvenience were imme- 
diately to resolve to go back to sole-leather and the 
street cars, those prices would drop to a point where 
the manipulator would be caught in his own snare. 

The same situation obtains with many other things 
—some of which we may still consider essential to 
decent living, but which we could learn to dispense with 
without too much inconvenience or discomfort. What- 
ever that inconvenience or discomfort might be, it 
would be insignificant compared to what we are heading 
toward. : 

Does all this sound like advocacy of a buyers’ 
strike? Maybe; but we don’t see it that way. Money in 
the pay envelope has two uses: what it can do for us 
when converted into goods and commodities, and what 
it can do for us as money. We have come to regard the 
first as its only function and are rushing to the market 
place with our added dollar struggling with our neigh- 
bors to convert it into something we want but may not 
need. And, in a sense, we are justified in our view; be- 
cause, as the wage-profit wheel has been turning, there 
seems at present little prospect of our extra dollar doing 
us much good as a dollar—that is, as an investment. 


WwW HEN THE LARGEST segment of our industry— 


the railroads—is able under the largest volume of 
business in its history to return only around three 
per cent on its capital, with a good chance that it will 
return nothing and watch that capital disappear in reor- 
ganizations, one can hardly be blamed for feeling that 
our extra dollar had better be put into an automobile 
or something else from which we are assured at least a 
return in comfort and pleasure. 


Let the wage earner, then, lay off the competitive 
buying for a while. The result will be a drop in the cost . 
of living, something nearer to certainty in profits by 
industry, and finally, there will be a place for his extra 
dollar where that dollar will earn something for him, 
too. We will then be back in the days of our youth, 
when the worker who saved a little and invested it 
wisely one day woke up and found he was also a pru- 
dent capitalist. 


1632 


Additional Increase of About 3 
Per Cent Asked in Ex Parte 166 


Railroads in petition filed with Commission late 
December 3 say further increase is necessary to meet 
payroll increases. Subject to exceptions increase 
asked in east jumped from 38 to 41 per cent and in 
western and southern territories from 28 to 31 per cent. 
Such percentages, said the railroads, would be re- 
duced by the exceptions and make the average for all 
commodities and for the country as a whole below 
30 per cent 


Railroad petitioners in Ex Parte No. 166, Increased Freight 
Rates, 1947, the afternoon of December 3 filed another petition 
with the Commission seeking an additional freight rate increase 
estimated by them to be about 3 per cent above the increases 
already sought in that proceeding. A summary of the petition 
issued by the carriers follows: 


To offset rising costs resulting from higher wages and rules changes 
for railroad operating employes, a freight rate increase of about three 
per cent in addition to that already being sought by the railroads was 
asked in a supplemental petition filed today with the Interstate Com- 
merce Commission. This petition amends those filed with the Commis- 
sion last July 3 and September 5. 

The additional increase requested brings the total increase in 
freight rates proposed by the railroads to an average of nearly 30 per 
cent, the railroads pointed out. In the western and southern territories 
and on movements between them, the increase asked would go up from 
28 to 31 per cent, and in the eastern territory and on movements in- 
volving the east, from 38 to 41 per cent. These percentages would be 
reduced, however, by limitations of increases on a number of important 
commodities to specific maxima, bringing the average for all com- 
modities and for the country as a whole below 30 per cent. 

Commodities on which the increases are limited to maximum 
amounts include coal, coke and iron ore, on which the increases pro- 
posed are five cents a ton above the increases requested in the petition 
filed on September 5. 

According to the petition, the railroads estimate that the additional 
increase m freight rates on the basis of the expected 1948 traffic would 
yield sufficient revenue to cover the $164,700,000 annual increased oper- 
ating costs resulting from the raise of 15% cents an-hour in the rates 
of pay of employes who are members of the conductors’ and trainmen’s 
brotherhoods, with certain changes in the rules governing their em- 
ployment, and the approximate annual costs if a similar increase in 
wages is granted the other three brotherhoods of operating employes, 
together with comparable operating rules changes. 


Complete Text of Petition 


The complete text of the petition, including the appendix 
carrying the specific proposals of the carriers, described by 
them as “petition by railroads further to supplement and 
amend their original petition herein, as supplemented and 
amended,” follows: 


Now come the railroads parties to the original petition herein, as 
supplemented and amended, and respectfully ask leave further to sup- 
plement and amend said petition in the manner hereinafter set forth. 
In support whereof Petitioners respectfully show: 


That the original petition herein, dated July 3, 1947, was predi- 
cated upon the revenue needs of Petitioners based upon the wages then 
in effect and upon the prices of railway fuel and other supplies and 
materials as in effect in June, 1947, the latest date for which informa- 
tion as to such prices was then available. It was stated in paragraph 
IX of the petition: 

“These estimates of operating expenses are based upon current 
costs of operation. If present operating expenses should increase sub- 
sequent to the filing of this petition, whether due to increased costs 
of fuel, materials and supplies, or to increased wages, it will be neces- 
sary to bring the changed situation to the attention of the Commission 
by a supplemental petition.’’ 


That, because of substantial increases in their costs of operation 
occurring subsequent to June, 1947, amounting to approximately 
$625,000,000 per annum for Class I railroads due to increases in the 
prices of railway fuel and other supplies and materials and a wage 

, increase of 15% cents per hour for nonoperating employes, effective 
September 1, 1947, Petitioners, on September 5, 1947, petitioned your 
Commission for leave to supplement and amend their original petition 
herein, as amended, by substituting for the proposed increases in rates 
and charges set forth in Section 1, 2 and 3 of Appendix II of their 
original petition, the proposals set forth in Appendix II of their peti- 
tion of September 5, 1947. 


That, since the filing of their supplemental petition on September 
5, 1947, Petitioners have incurred further substantial increases in their 
operating expenses, due to an increase of 15% cents per hour in the 
rates of pay of employes who are members of the conductors’ and 
trainmen’s brotherhoods, with certain changes in the rules governing 
the employment of such employes, effective November 1, 1947, which 
will increase the costs of operation for Class I railroads by approxi- 
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mately $96,350,000 per annum, including payroll taxes. Proceedings 
under the Railway Labor Act regarding the demands for increased wages 
and rule changes by the other three brotherhoods of operating em. 
Pployes, locomotive engineers, firemen and switchmen, are pending, and 
if such employes obtain increases in wages of 15% cents per hour, the 
amount offered in settlement by railroad management together with 
certain changes in operating rules comparable to those made effective 
in respect of conductors and trainmen, the resulting increase in oper. 
ating costs, including payroll taxes, will approximate $68,350,000 per 
annum for Class I railroads. Petitioners have been unable and wil) 
continue to be unable to any substantial extent to effect.economies or 
savings to offset such increased operating costs approximating 
$164,700,000. : 

; IV. 

That the increases proposed herein follow the same pattern and are 
only slightly in excess of those set forth in Petitioners’ supplemental 
petition of September 5, 1947, and, therefore, the evidence received to 
date at the hearings assigned in this proceeding may properly be con- 
sidered as applying equally to the supplemental and amended proposal 
set forth herein. That Petitioners’ proposal herein is designed for the 
same purpose as that in their original petition of July 3, 1947, i.e., to 
produce revenues sufficient to cover their increased costs of operation 
and to enable them to continue to provide adequate and efficient trans- 
portation services as contemplated by the National Transportation 
Policy and the provisions of the interstate commerce act. 


Vv. 


For the reasons herein set forth, Petitioners respectfully ask leave 
further to supplement and amend their original petition herein, as sup- 
plemented and amended, in the following particulars: 

(a) By incorporating therein the averments contained in para- 
graphs II to IV hereof, inclusive; 

(b) By substituting for the proposals contained in Appendix II of 
the supplemental petition of September 5, 1947, the proposals set forth 
in Appendix II hereof. 

Wherefore, Petitioners pray that they be granted leave further to 
supplement and amend their said petition in the manner hereinbefore 
stated, and that this petition be treated as effecting such supplementa- 
tion and amendment. Respectfully submitted, 

H. C. Barron, H. E. Boe, R. R. Bongartz, H. D. Boynton, S. R. 
Brittingham, Jr., E. H. Burgess, Charles Clark, Elmer B. Collins, 
R. L. Davis, Jr., John J. Fitzpatrick, Frank W. Gwathmey, T. P. 
Healy, George W. Holmes, Edwin C. Matthias, Walter McFarland, C. A. 
Miller, George H. Muckley, H. M. Mulloy, W. A. Northcutt, Gregory S. 
Prince, M. C. Smith, Jr., J. M. Souby, Carson L. Taylor, H. L. 
Walker, Erle J. Zoll, Jr., and Jacob Aronson, attorneys for petitioners. 


APPENDIX II 
Petitioners’ Proposals 


SECTION 1 

Except as hereinafter specifically stated, all freight rates and charges 
will be increased as follows: 

(a) Within Eastern Territory (see Note 1) 41 per cent. 

(b) Within Southern Territory (see Note 2) 31 per cent. 

(c) Within Western Territory (see Note 3) 31 per cent. 

(d) Interterritorially between Southern and Western territories, 
as defined in (b) and (c) on the one hand and Eastern Territory as 
defined in (a) on the other hand 41 per cent. 

(e) Interterritorially between Southern Territory as defined in (b) 
and Western Territory as defined in (c) 31 per cent. 

Note 1—Eastern Territory referred to herein is that territory de 
fined in Note 4 of Tariff of Increased Rates and Charges No. X-162-A, 
as amended, Agent B. T. Jones’ I. C. C. No. 4109 and the I. C. C.,, 
M. F., C. T. C. and State Commission numbers shown on the title page 
thereof. 


Note 2—Southern Territory comprises points in Alabama, Arkansas 
(Helena and West Helena only), Florida, Georgia, Kentucky (except 
twhere interstate line-haul class rates are governed by the Official 
Classification), Louisiana (on and east of the east bank of the Mis- 
sissippi River, also on carload traffic to and from points in the New 
Orleans, La., switching district), Mississippi, North Carolina, South 
Carolina, Tennessee and Virginia (points not listed in Note 4 of Tariff 
No. X-162-A, as amended), also between points as described in Excep- 
‘tion 2 to Table of Tariff No. X-162-A, as aimended. 


Note 3—Western Territory comprises: Points in Iowa, Michigan, 
Missouri and Wisconsin not listed in Note 4 of Tariff No. X-162-A, as 
amended. Also: Points in Arizona, Arkansas, California, Colorado, Ida- 
ho, Kansas, Louisiana (on and west of the west bank of the Mississippl 
River, except on carload traffic to and from points in the New Orleans, 
La., switching district), Minnesota, Monitana, Nebraska, New Mexico, 
Nevada, North Dakota, Oklahoma, Oregon, South Dakota, Texas, Utah, 
Washington and Wyoming, also between points as described in Ex- 
ception 1 to Table 2 of Tariff No. X-162-A, as amended. 


SECTION 2 


Line-haul carload freight rates on the commodities specified in this 
section. will be increased in the amoun't and in the manner set forth 
as to each commodity group. Commodity groupings and proposed de 
scriptions are those provided in the corresponding item numbers of 
Tariff No. X-162-A, as amended. 

Item 71—Cotton, in bales. As provided in Section 1, maximum 11 
cents per 100 pounds, applied in the manner set forth in this item. 

Item 125—Fruits, fresh (not cold-pack nor frozen). As provided in 
Section 1, maximum 22 cents per 100 pounds. 

Item 285—Vegetables, fresh or green (not cold-pack nor frozen). 
As provided in Section 1, maximum 22 cents per 100 pounds. 

Item 183—Oil, fish or sea animal, not edible nor medicinal. AS 
provided in Section 1, maximum 20 cents per 100 pounds. 

Item 184—Oil Foots or Sediment. As provided in Section 1, max!- 
mum 20 cents per 100 pounds. 
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Item 185—Vegetable and Nut Oils. As provided in Section 1, maxi- 
mum 20 cents per 100 pounds. 

Item 247-B—Sand (foundry, glass, molding, etc.). 
Section 1, maximum 66 cents per net ton, but not less than 33 cents 
per net ton. 

(New)—Cinders, slate. 

Item 58—Cinders, clay or shale (Haydite). 

Item 59-A—Coal Ashes and Coal Cinders. 

Item 155—Limestone, agricultural. 

Item 157-B—Limestone, broken, crushed, ground or pulverized. 

Item 1744%4—Marl, agricultural. Marl, ground or unground. 

Item 228-A—Pumice, crude. Pumice Waste. Pumice Aggregate. 
Dirty Pumice. As provided in Section 1, maximum 33 cents per net ton. 

Item 230-A—Quartzite rock. Ganister rock. Silica rock. 

Items 245 and 246-A—Sand and Gravel, NOIBN. As provided in 
Section 1, maximum 33 cents per net :ton. 


Item 101-A—Dolomite, crude, not roasted. As provided in Section 
1, maximum 33 cents per ton, net or gross as rated. 

(New)—Perlite Rock, crude, broken, crushed or ground. 

* Item 250—Shells, oyster, clam or ‘mussel. Coquina Shells. 

Shell Lime, unburnt. 

{tem 2514%4—Slag, expanded. 

Items 258-A and 259-A—Stone, Marble or Granite, broken, crushed 
or ground. 

Item 270—Tailings, iron ore. 

Item 288—Volcanic Scoria. As provided in Section 1, maximum 33 
cents per net ton. 

Item 251—Slag, furnace, other than ground open-hearth basic slag. 

Item 261—Stone, fluxing. As provided in Section 1, maximum 33 
cents per ton, net or gross as rated. 

(New)—Dolomite, roasted. As provided in Section 1, maximum 
83 cents per ton, net or gross as rated. 

Item 25—Asphalt, natural, by-product or petroleum, in tank cars. 

Item 203-B—Petroleum and Petroleum Products, in tank cars. 

Item 275—Pitch and Tar, in tank cars. As provided in Section 1, 
maximum 10 cents per 100 pounds. 

Ttem 241—Salt. As provided in Section 1, maximum 3 cents per 
100 pounds. 

(New)—Sulphur (Brimstone), crude. 

Item 165—Logs. 

Item 227—Pulpwood. 

Item 295—Wood, fuel. 
per 100 pounds. 


Item 43—Box, Crate or Cooperage Materials, wooden. 

Item 49-A—Building Woodwork and Millwork. 

Item 167—Lumber and articles taking same rates. 

Item 221—Posts, Poles and Piling, wooden. 

Item 277—Ties, mine or railroad, wooden. 

Item 287—Veneer and Built-Up Wood. 

Item 297—Woodpulp. As provided in Section 1, maximum 20 cents 
per 100 pounds. 

Item 27—Axles, railway car or locomotive. 
i a 139—Iron and Steel Articles, manufactured, as described in 
Note 8. 

Item 141—Iron and Steel, as described in Note 9. 

Item 143—Iron or Steel Scrap and articles taking same rates. 

Item 181—Nails; spikes and staples. 

Item 209—Pig iron. 

Item 233—Rails and railway track materials, iron or steel. 

Item 278—Tin or terne plate, scrap; tin mill black plate, scrap. 

Item 283—Trucks (without motors or generators), truck frames, 
railway car or locomotive. 


Item 293—Wire, iron or steel, not woven. As provided in Section 1, 


maximum 11 cents per 100 pounds but not in excess of $2.20 per ton, 
net or gross as rated. 


Item 53—Cement. 

Item 153—Lime. 

Item 215—Plaster, stucco or wall. 
mum 10 cents per 100 pounds. 

Item 263-B—Sugar. As provided in Section 1, maximum 20 cents 
per 100 pounds. 

New Item—Paving blocks, granite; curbing, granite. As provided 
in Section 1, maximum 50 cents per net ton. 
" Item 307—Bituminous coal. Increase, except as provided below: 
30 cents per net ton, or *34 cents per gross ton, as rated. 


Tidewater 


Tidewater coal originating at mines on and after the date of the 
increase which moves by rail from New England ports to destinations 
in Connecticut, Maine, Massachusetts, New Hampshire, Rhode Island 
and Vermont, total: increase for the movement to the tidewater port 
and from the New England port. Increase: *30 cents per net ton, or 
*34 cents per gross ton, as rated. 

**Tidewater coal for transshipment as cargo destined to foreign 
countries, except Canada and Mexico, and as bunker coal destined to 
foreign countries, except Canada, and as cargo and bunker coal destined 
to Panama Canal Zone, Cuba and Insular Possessions of the United 
States (Porto Rico, Hawaiian Islands and Virgin Islands). Increase: 
*40 cents per net ton, or *45 cents per gross ton, as rated. 


Rail-Lake-Rail 


Large cargo coal originating at mines on and after the date of the 
Increase which moves by rail as road-haul freight from docks in the 
United States on Lake Superior and west bank of Lake Michigan (either 
aS coal or as coal briquettes produced from such coal at the docks), 


———_. 


*To accrue to rail lines. 

**Except in Tidewater export rates as described in this entry to 
certain ports which were increased by 10 cents per net ton or 11 cents 
Per gross ton effective September 15, 1947, the increase here proposed 

ill be 30 cents per net ton or 34 cents per gross ton. 


Oyster 


1% cents per 100 pounds. 


As provided in Section 1, maximum 13 cents 


As provided in Section 1, maxi- 


As provided in 
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total increase for the movement to the lake port and from the docks in 
the United States on Lake Superior or west bank of Lake Michigan. 
Increase: *30 cents per net ton, or *34 cents per gross ton, as rated. 


Rail-River-Rail 


Coal transshipped at river ports, originating at mines on and after 
the date of the increase and which moves by rail as road-haul revenue 
freight from river ports to interior destinations, total increase for the 
movement to the river port and from the river port. Increase: *30 cents 
per net ton, or *34 cents per gross ton, as rated. 


Rail-River 
Coal transshipped at river ports, originating at mines on and after 
the date of the increase, which does not move by rail as road-haul 


revenue freight from river ports to interior destinations. Increase: *30 
cents per net ton, or *34 cents per gross ton, as rated. 


‘River-Rail 


Coal transshipped at river ports, which has not had a prior rail- 
haul. Increase: *30 cents per net ton, or *34 cents ‘per gross ton, as 
rated. ° 


Item 307—Anthracite Coal: 


Except Tidewater Anthracite Moving Rail-Water-Rail to New England 
Destinations and Rail-Lake-Rail Anthracite, as Provided in 
Notes 1 and 2 below: 


Rates to and including 75 cents per net ton or 84 cents per gross 
ton. Increase: *30 cents per net ton, or *22 cents per gross ton, as rated. 

Rates 76 cents per net ton or 85 cents per gross ton to and includ- 
ing $1.50 per net ton or $1.68 per gross ton. Increase: *35 cents per net 
ton, or *39 cents per gross ton, as rated. 

Rates over $1.50 per net ton or $1.68 per gross ton. Increase: *50 
cents per net ton, or *56 cents per gross ton, as rated. 


Note 1—Tidewater Anthracite Moving Rail-Water-Rail 
to New England Destinations 


Tidewater anthracite originating at mines on and after the date of 
the increase which moves by rail from New England Ports to destina- 
tions in Connecticut, Maine, Massachusetts, New Hampshire, Rhode 
Island and Vermont, total increase for the movement to the tidewater 
port and from the New England Port. Increase: *50 cents per net ton, 
or *56 cents per gross ton, as rated. 


Note 2—Rail-Lake-Rail 


Lake cargo anthracite originating at mines on and after the date 
of the increase, which moves by rail as road-haul revenue freight from 
docks in the United States on Lake Superior or west bank of Lake Michi- 
gan (either as coal or as coal briquettes produced from such coal at 
the docks), total increase for the movement to the Lake Port and from 
the docks in the United States on Lake Superior or west bank of Lake 
Michigan. Increase: *50 cents per net ton, or *56 cents per gross ton, 
as rated. 

Item 307—Coke: 

Rates to and including 75 cents per ton. Increase: 20 cents per 
net ton. 

Rates 76 cents per ton to and including $1.50 per ton. Increase: 
35 cents per net ton. 

Rates over $1.50 per ton. Increase: 50 cents per net ton. 


Item 305—Lignite Coal or Lignite Coal Briquettes. Increase: 30 cents 
per net ton. 


Item 187—Iron Ore. Increase: 


30 cents per ton, net or gross as 
rated, applied to each rate. 


Section 3 
Milk and Cream in Passenger and Freight Service 


Line-haul carload, less-carload and any-quantity rates on milk and 
cream in passenger or freight service, including commodities listed in 
the milk and cream tariffs, will be increased as provided in Section 1. 

Protective Service 
Rates and charges for protective services published in Perishable 


Protective Tariff No. 14, Agent Quinn’s I. C. C. No. 25, will be increased 
41 per cent. F 


Collection-on-Delivery Service 


" Charges for collection-on-delivery services will be increased 41 
per cent. 


Switching 

Except at points in the territory described in Note 4 of Tariff No. 
X-162-A, as amended, rates and charges for switching will be increased 
31 per cent. 

At points in the territory described in Note 4 of Tariff No. X~162-A, 
as amended, rates and charges for switching will be increased 41 per 
cent, except that rates and charges for switching anthracite coal, bitu- 
minous coal, coke and iron ore which are subject to absorption, in 
whole or in part, by line-haul carriers will be increased 18 per cent, 
and such absorption by line-haul carriers will be limited to an increase 
of 18 per cent. 

Trap and Ferry Cars 


Except at points in the territory described in Note 4 of Tariff No. 
X-162-A, as amended, rates and charges for trap and ferry car services 
will be increased 31 per cent. 

At points in the territory described in Note 4 of Tariff No. X-162-A, 
as amended, rates and charges for trap and ferry car services will be 
increased 41 per cent. 

Crane Service 


Except at points in the territory described in Note 4 of Tariff No. 
X-162-A, as amended, rates and charges for crane services will be 
increased 31 per cent. 

At points in the territory described in Note 4 of Tariff No. X-162-A, 


as amended, rates and charges for crane services will be increased 41 
per cent. ; 


*To accrue to rail lines. 
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Minimum Charges 

Minimum charges as described in Item 7 of Tariff No. X-162-‘A, as 
amended, will be increased as follows: Paragraph (a)—Increase to 
$1.50; Paragraph (b)—Increase to $30.00; Paragraph (c)—Increase as 
provided in Section 1. 

Minimum or Net Line-Haul Revenue 

Minimum or net line-haul revenue as described in Item 3-A of Tariff 

No. X-162-A, as amended, will be increased as provided in Section 1. 
Minimum Rate for Pick-Up and/or Delivery Services 


The minimum rate for pick-up and/or delivery services described 
in Item 9 of Tariff No. X-162-A, as amended, will be increased to 75 
cents per 100 pounds. 

Loading and Unloading 

Charges for loading or unloading as provided in Section 2 of Rule 
15, Consolidated Freight Classification No. 17, will be increased to 8 
cents per 100 pounds. 

No increase is proposed in charges for loading or unloading of 
live stock. ° 


Diversion and Reconsignment 
Seen for diversion or reconsignment will be increased 41 per 
cent. 
Stopping in Transit to Complete Loading'and to Partly Unload 
Charges for stopping in transit to complete loading or to partly 
unload will be increased 41 per cent. 
Wharfage, Handling and Tippling at Southern Ports 


No increase is proposed in charges applicable at South Atlantic 
ports, Hampton Roads, Va., and south, Florida ports and Gulf ports 
for wharfage, handling or tippling. 

Handling Charges on Iron Ore at Lower Lake Ports 

Charges for handling iron ore at Lower Lake ports will be increased 
18 per cent. 

No increase is proposed in charge for storing iron ore at Lower 
Lake ports. 

Special Freight Trains 

Line-haul rates and charges for special freight train service will be 
increasd as provided in Section 1. 

Railway Equipment on Own Wheels 


Rates and charges per mile provided in Consolidated Freight Classi- 

fication No. 17 will be increased 41 per cent. 
All-Commodity Freight .Rates 

Line-haul all-commodity freight rates will be increased as pro- 

vided in Section 1. 
Freight in Truck Bodies 

Line-haul rates on freight in truck bodies, trailers or semi-trailers 

on flat cars will be increased as provided in Section 1. 
Payments and Allowances for Drayage 


No increase is proposed in amounts paid-or allowances made by 
carriers for drayage or other services performed by shippers or re- 
ceivers of freight. 

Other Accessorial and Terminal Charges 

Rates and charges for accessorial or terminal services such as 
storage, handling, trimming, floatage, lighterage, demurrage on lighters 
or carfloats, loading, unloading, fabrication, other transits, weighing, 


etc., not otherwise specifically provided for in this section, will be 
increased as follows: 


(a) Except at points in the territory described in Note 4 of Tariff 
No. X-162-A, as amended, rates and. charges for accessorial or terminal 
services will be increased 31 per cent. 

(b) At points in the territory described in Note 4 of Tariff No. 
X-162-A, as amended, rates and charges for accessorial or terminal 
services will be increased 41 per cent. 

(c) No increase is proposed in charges for demurrage on freight 
cars. 

(d) No increase is proposed in charges for handling, loading or un- 
loading export, import, coastwise or inter-coastal traffic which do not 
affect the measure of the line-haul rate and are not in addition to the 
line-haul rate. 


Revenue Freight Loading. 


Revenue freight loading the week ended November 29 to- 
taled 792,339 cars, according to the Association of American 
Railroads. This was 12.2 per cent below the preceding week; 
19.9 per cent above the corresponding week last year, and 1.4 
per cent below the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 43,851 cars, 7,198 below preced- 
ing week and 2,997 below corresponding 1946 week. 

Livestock, 13,797 cars, 3,888 below preceding week and 
3,769 below corresponding 1946 week. 

Coal, 173,085 cars, 21,201 below preceding week and 120,522 
above corresponding 1946 week. 

Coke, 14,744 cars, 350 below preceding week and 5,746 
above corresponding 1946 week. 

Forest products, 40,697 cars, 3,187 below preceding week 
and 1439 above corresponding 1946 week. 

Ore, 34,992 cars, 10,770 below preceding week and 12,665 
above corresponding 1946 week. 

Merchandise, 1. c. 1., 103,357 cars, 16,849 below preceding 
week and 13,973 below corresponding 1946 week. 
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Miscellaneous, 367,836 cars, 46,890 below preceding week 
and 11,795 above corresponding 1946 week. 


Loadings for Week Ending November 22 


Revenue freight loading the week ended November 22 
totaled 902,672 cars. This was 2.8 per cent above the preceding 
week; 11.9 per cent above the corresponding week last year, 
and 26 per cent above the corresponding week in 1945. 

Loading by groups of commodities was reported as follows: 

Grain and grain products, 51,049 cars, 2,202 above preced- 
ing week and 339 above corresponding 1946 week. 

Livestock, 17,685 cars, 1,875 below preceding week and 
6,247 below corresponding 1946 week. E 


Shi: 


Coal, 194,286 cars, 6,797 above preceding week and 96,938 § tract 
above corresponding 1946 week when loading was reduced on J an ar 
account labor trouble. trans) 

Coke, 15,094 cars, 696 above preceding week and 2,527 § form 
“above corresponding 1946 week. privat 

Forest products, 43,884 cars, 584 above preceding week I 
and 1,502 above corresponding 1946 week. equip 

Ore, 45,762 cars, 6,483 above preceding week and 4,742 § porte 
above corresponding 1946 week. amou 

Merchandise, 1. c. 1., 120,206 cars, 374 above preceding | 
week and 10,886 below corresponding 1946 week. in th 

Miscellaneous, 414,706 cars, 9,074 above preceding week § cant’s 

, and 7,164 above corresponding 1946 week. moto! 
Cumualtive Freight Loading ee 
1947 1946 1945 § Pret 
Four Weeks of January...... 3,168,397 2,883,863 3,003,655 § ENCe | 
Four Weeks of February..... 3,179,198 2,866,876 3,052,487 § to be 
Five: Weeks of March......... 4,170,420 3,982,240 4,022,088 ¥ | 
Four Weeks of April.......... 3,232,947 2,604,049 3,377,335 B tentio 
Five Weeks of May........... 4,376,122 3,242,821 4,294,351 8 eomm 
Four Weeks of June.......... 3,543,476 3,436,013 3,528,630 f pany 
Four Weeks of July.......... 3,275,827 3,406,866 3,379,280 8 the a 
Five Weeks of August........ 4,559,767 4,478,425 4,100,512 HE a 
Four Weeks of September.... 3,600,436 3,517,219 3,255,757 tainer 
Four Weeks of October....... 3,808,271 3,680,634 3,151,185 and C 
Week of November 1......... 940,746 922,312 851,962 used i 
Week of November 8......... 910,160 913,345 838,218 § irregu 
Week of November 1I5........ 878,337 917,124 800,534 
Week of November 22........ 902,672 806,593 716,556 
> ee RE DOT 40,546,776 37,658,380 38,372,554 For’ 
FREIGHT CAR REPORT iene 

U. S. railroads reported an average daily surplus of 2,627 licat 
freight cars and an average daily shortage of 25,195 freight Pork 
cars for the week ended November 22, according to the car py 
service division of the Association of American Railroads. Ore 

The surplus was made up as follows: Plain box, 0; auto a 
box, 74; flat, 21; gondola, 0; hopper, 0; stock, 132; refrigerator, form 
2,054; and miscellaneous cars, 346. the C 

The shortage was made up as follows: Plain box, 14,172; that , 
auto box, 22; flat, 580; gondola, 4,319; hopper, 4,472; stock, 0; for fc 


refrigerator, 580; and miscellaneous cars, 50. that i 
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RAIL PASSENGER STATISTICS 

Passenger revenues, other than commutation, of Class | 
steam railways, exclusive of switching and terminal companies, 
totaled $60,022,263 in coaches and $28,610,871 in parlor and 
sleeping cars for August, 1947, as against coach revenues of 
$68,482,268 and parlor and sleeping car revenues of $38,399; 
255 for August, 1946, percentage decreases of 12.4 and 253, 
according to a compilation by the Commission’s Bureau of 
Transport Economics and Statistics of passenger traffic statis- 
tics, other than commutation, statement M-250. . 

For the eight months ended with August, 1947, passenger 
revenues amounted to $373,669,686 in coaches and $227,431,992 
in parlor and sleeping cars, as compared with revenues, fot 
the like period of 1946, of $497,789,274 in coaches and $357, 
115,150 in parlor and sleeping cars, percentage decreases 
24.9 and 36.3. 

Revenue passengers carried for August, 1947, totaled 
32,383,767 in coaches and 2,587,936 in parlor and sleeping car’, 
as against 39,270,223 in coaches and 3,507,992 in parlor ani 
sleeping cars for August last year. For the eight months endet 
with August, 1947, revenue passengers carried totaled 226,939; 
595 in coaches and 21,013,304 in parlor and sleeping cars 4 
compared with 284,374,557 transported in coaches and 31,913; 
517 carried in parlor and sleeping cars for the like 1946 period 
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N. A. R. U. C. CONVENTION PROCEEDINGS 


The National Association of Railroad and Utilities Com 
missioners has announced that the volume of proceedings ? 
the N. A. R. U. C. 1947 convention at Boston, Mass., is now 
available. The price of the volume is $8.50 a. copy to the gene 
public and $6 a copy to the association’s member commissiol 
Orders should be addressed to Secretary Ben Smart, 7413 Ne 
Post Office Building, I. C. C. Section, Washington 25, D. C. 


Bento: 
rans 


savan 
port, | 


YRLD | December 6, °1947.~ 


r week 


ver 22 
2ceding 
t year, 


ollows: 


Shipping Container Motor 


preced- x e 
Rights Denied 
ek and 
By a report and order in MC 108357, Robert Leslie Con- 
| 96,938 f tract Carrier Application, the Commission, division 5, has denied 


iced on 


d 2,527 


an application of Robert Leslie, Louisville, Ky., supervisor of 
transportation for the General Box Co., for authority to per- 
form transportation now carried on by the box company as a 
private carrier. 

It said Mr. Leslie proposed to purchase the box company’s 
equipment with which the company, as a private carrier, trans- 
ported approximately 25 per cent of its production which 
amounted to about 15 million pounds a month. 

The box company, said the report, did not desire to continue 
in the transportation business and contended that the appli- 
cant’s service was necessary and that existing common carrier 
motor service was inadequate for its needs. It said the box 
company alleged that since shipping containers were not a 
“preferred commodity,” motor common carriers gave prefer- 
ence to the transportation of commodities that they considered 
to be a “better load.” 

The report said the Commission did not agree with a con- 
tention of the applicant, on exceptions, that the existing motor 
common carrier service was inadequate to serve the box com- 
pany and that the authority sought should be granted. It said 
the. applicant desired a permit for transporting shipping con- 
tainers from Louisville to points in Illinois, Indiana, Kentucky, 
and Ohio, and rejected shipments and materials and supplies 
used in the manufacture of shipping containers, on return, over 
irregular routes. 
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Forwarder Application Denied 


The Commission, division 4, by a report and order in 
MF-176, Schneider Bros. and Co., Inc., Freight Forwarder Ap- 
plication, has denied an application of that company, of New 
York, for a permit to forward commodities generally from 
Los Angeles, Oakland, and San Francisco, Calif., Portland, 
Ore., Seattle, Wash., and Vancouver, B. C., to New York. 

It said the applicant was ready, willing and able to per- 
form the proposed service. There was a strong indication, said 
the Commission, that the movement of the type of commodities 
that the applicant could reasonably be expected to be offered 
for forwarding was so small, averaging one carload a week, 
that it would be inconsistent with the public interest to grant 
the application because it would be apt to lead to a situation 
in which neither the applicant nor W. J. Byrnes & Co. of New 
- fork, Inc., protestant, would have sufficient volume to consoli- 
— date into carloads. It said facilities of existing forwarders had 
arlor aNBnot been shown inadequate, nor the character of the service 
vee unsatisfactory. 
rg The applicant, said the Commission, proposed to act as a 
and “ forwarder of general commodities and intended to solicit gen- 
3ureau “feral import traffic at San Francisco. At a hearing, however, 
ffic statis Bit said, the applicant only attempted to show a need for 

forwarding services for shippers of glassware, chinaware, furs 
and skins. It said that as glassware and chinaware usually 
moved in carloads, the necessity for freight forwarding service 
for those commodities was very limited. It said that it had 
been the protestant’s experience, with relation to shipments of 


furs, that seldom did a ship arrive with more than one carload. 
It added: 


When, as is frequently the case, there is not a sufficient quantity 
0 make up a carload, protestant nevertheless forwards the furs at the 
Onsolidated carload rate, and bears any resulting loss. The fur busi- 
mess is such that the consignees cannot afford to have the furs held up 
awaiting the arrival of other vessels . . . the applicant would not act 
as a freight forwarder under such conditions, but only when there was 
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946 period PRINS ENERO I AT 
ATLANTA-SAVANNAH, MOTOR RIGHTS SALE 

so Corts By a report and order in MC F-3564, E. J. Benton—Control: 
lities ofecnton Rapid Express—Purchase (Portion)—Atlanta-Savannah 
a Transport, Inc., (Allan Watkins, Receiver), the Commission, di- 
iSS., 1S pee Sion 4, has authorized purchase by Benton Rapids Express, of 
= ea savannah, Ga., of certain operating rights of Savannah Trans- 


port, Inc., of Atlanta, Ga. 


t, 7413 Nt "The division found Benton would be entitled to a certificate 


D.C. 
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Decisions of the INTERSTATE COMMERCE COMMISSION 








covering rights confirmed to Atlanta-Savannah in MC 108669 
and 108669, Sub. 1, which rights were authorized to be unified 
with rights of Benton. Control of the operating rights by E. J. 
Benton through the purchase was also approved. 


UNION SULPHUR WATER RIGHTS 


The Commission, division 4, has issued an order in W-594, 
Sub. 1 TA, Union Sulphur Co., Inc., Temporary Authority— 
Lumber, authorizing the applicant to continue the performance 
of service as a contract carrier by self-propelled vessels in 
transportation of lumber from points and ports on the Pacific 
coast to ports and points on the Gulf of Mexico and Atlantic 
coasts by way of the Panama Canal, as to which temporary 
authority was granted to expire December 10, until its further 
order, but not beyond the time applicant’s application for cor- 
responding service, made in W-594, Sub. 2, has been finally 
determined. 


N. H. MOTOR PURCHASE APPROVED 
Purchase by Ephran W. Russell, doing business as Russell 
Trucking, Peterboro, N. H., of household goods operating rights 
of Robert’s Express, Inc., Manchester, N. H., has been approved 
and authorized, subject to condition, by the Commission, divi- 
sion 4, by a report and order MC F-3541, Ephran W. Russell— 
Purchase (Portion)—Robert’s Express, Inc. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Razor Blades 


No. 29626, Gillette Safety Razor Co. vs. Acme Fast Freight, 
Ine., embracing No. 29626, Sub. 1, Same, vs. Universal Car- 
loading & Distributing Co., Inc., et al., and No. 29631, Same vs. 
New York, New Haven & Hartford Railroad Co. et al. By 
division 3. Dismissed. Rates charged on razor blades, in boxes, 
less-carload, from Boston, Mass., to destinations in southwestern 
and western trunk-line territories, found applicable because 
contained in a specific item in the classification. 


Briarwood 


No. 29671, M. Linkman & Co. vs. Baltimore & Ohio Railroad 
Co. et al. By division 3. Dismissed. Rates charged on im- 
ported briarwood, in bags, in carloads, from New York, N. Y., 
to Chicago, Ill., between November 29, 1944, and July 5, 1946, 
found applicable, because briarwood is rated in governing 
classification, the division said, and had never been included 
in the list of articles enumerated under the general heading of 
lumber, veneer, or forest products. 


Commission Motor Reports 


(An astensk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 


*MC 52770, Sub. 3, Merrill M. Pregler and Louise J. Fosse, 
dba Dairy Dispatch Co., Dubuque, la. Certificate granted on 
further hearing, with conditions. Over irregular routes, dairy 
products from all points in that part of Ia. on or east of 
U. S. highway 71 and on or north of Ia. highway 92, to Dubuque, 
Calmer, Charles City, Iowa Falls, and Manchester, Ia. Cer- 
tificate would be granted, said the report, on request from the 
applicants for coincidental revocation of their outstanding cer- 
tificate in MC 52770. 

*MC 107506, Durrell B. Delp, Hatfield, Pa. Certificate 
granted. Passengers and their baggage, in round-trip charter 
operations, beginning and ending at points in the Borough of 
Lansdale, Montgomery, Pa., and at points within five miles of 
that borough, and extending to points in N. Y., N. J., Del., Md., 
Va., and Washington, D. C., over irregular routes. 

*MC 31600, Sub. 80, P. B. Mutrie Motor Transportation, 
Inc., Boston, Mass. Certificate granted, Commissioner Patter- 
son dissenting in part. Over irregular routes, petroleum and 
petroleum products, in bulk, in tank trucks,. between specified 
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points in Me., N. H., Mass., Conn., Vt., and R. I., and rejected2nd order which became effective December 4, 1946, modified so as to 


shipments of the same commodities on return. 

*MC 104515, Sub. 2, Martin V. Kipp, Hudson, N. Y. Permit 
granted. Petroleum products, in bulk, in tank trucks, from 
Hudson, N. Y., to Great Barrington, Mass., and points in Mass., 
and Conn., within 15 miles of Great Barrington, over irregular 
routes. 

*MC 11112, Sub. 12, Murphy Motor Freight Lines, Inc., St. 
Paul, Minn. Certificate granted, subject to conditions. General 
commodities, with exceptions, over a specified route between 
Minneapolis, Minn., and Albert Lea, Minn., serving intermediate 
and off-route points which ‘are stations on the line of the 
Minneapolis & St. Louis Railway Co. Conditions imposed pro- 
vide that the service be limited to that which is auxiliary to, 
or supplemental of, rail service of the M. & St. L., that appli- 
cant shall not serve, or interchange traffic at any point not a 
station on the rail line of the railway, and that no shipments 
shall be transported between, or through, or to, or from more 
than one of the following points: Minneapolis and Albert Lea, 
Minn., and Fort Dodge, Ia. 

*MC 1506, Sub. 8, Dixie Greyhound Lines, Inc., Memphis, 
Tenn. Certificate denied. Passengers and their baggage, and 
express, mail and newspapers, between Fulton and Wickliffe, 
Ky., over a regular route. 

*MC 105146, Columbia Motor Transport Co., St. Louis, Mo. 
On further hearing, condition imposed in the certificate granted 
in the prior report, 46 M. C. C. 69, authorizing operation as a 
common carrier of general commodities, with exceptions, over 
regular routes, between stations on the Missouri Pacific, in 
Ark., La., Mo., and Tenn., in substituted truck-for-rail service, 
modified to provide for less-carload shipments under express 
receipts of the Railway Express Agency, Inc., in addition to 
movements under railroad bills of lading. 





COMMISSION ORDERS 


MC-F 2651 (supplemental), Loren L. Larson, Lease, Interstate 
Transit Lines. Proceeding reopened and order of August 10, 1945, sup- 
plemented to authorize lease by Loren L. Larson, dba Algona Bus Line, 
of certain. operating rights of Interstate Transit Lines, for additional 
period expiring not later than November 15, 1949, on terms and condi- 
tions set forth in agreement of September 22, 1945, and in supple- 
mental agreement of June 26, 1947, with respect to extension. 

MC-F 2872 (supplemental), Forrest E. Miller, Lease, Crutcher Bros. 
Co. Petition of October 16, to extent it seeks authority for renewal of 
lease as authorized by prior order of December 17, 1945, dismissed, and 
petition, accepted as notice by parties of their intention to renew lease 
for an additional period of 3 years, to expire December 17, 1950, pur- 
suant to authority granted in said ‘order of December 17, 1945. 

MC-F 3108, James Rollo and Ralph Nappi, Control; Rollo Trucking 
Corp., Inc., Purchase, Anne Marguerite Yates. Petition of September 18, 
granted and petition for reopening and reconsideration of September 9, 
1947, be filed. 

MC-F 3487 (supplemental), R. W. Lee, Control; Lee Way Motor 
Freight, Inc., Purchase (Portion), Breeding Motor Freight Lines, Incl.; 
Glenn E. Breeding and Irene Breeding, Control: Breeding Motor Freight 
Lines, Inc., Purchase (Portion), Lee Way Motor Freight, Inc. Second 
paragraph on sheet 2 of Appendix B eliminated and that following 
paragraph be substituted in lieu thereof: 

Service is authorized to and from the following intermediate points: 
All intermediate points on U. S. Highways 66, 166 and 69 between 
Joplin and Commerce, including Commerce, Miami, Afton, and Vinita, 
Okla., all points intermediate to Vinita and Claremore, Okla., all points 
intermediate to Tulsa and Oklahoma City, Okla., including those points, 
and all intermediate points on the portions of Missouri Highway 43 and 
U. S. Highway 60 specified above, subject to the restriction that Com- 
merce, Miami, Afton, and Claremore, Okla., shall not be served on 
traffic originating at, destined to, or interchanged at Tulsa, Okla., and 
Joplin, Mo., respectively. 

MC 93486, Sub. 1, Anna Nukala extension, dressed poultry. Pro- 
ceeding reopened for further hearing. ; 

MC-F 3626, I. M. and I. B. Scheibe, control; Consolidated Forward- 
ing Co., Inc., purchase (portion), Reconstruction Finance Corporation 
as successor in interest to Breeding Motor Freight Lines, Inc. For a 
‘period not exceeding 180 days beginning with November 28, lessee 
authorized to lease motor-carrier properties sought to be acquired. 

MC-F 3627, Harvey Jones, purchase (portion), Reconstruction Fi- 
nance Corporation as successor in interest to Breeding Motor Freight 
Lines, Inc. For a period not exceeding 180 days beginning with 
November 28, lessee authorized to lease motor-carrier properties sought 
to be acquired. 


MC-C 893, Excelsior Mills vs. Cooper Motor Express, Inc., et al. 
Complaint dismissed. 

No. 13535 et al. Consolidated.Southwestern Cases. Order entered 
in proceedings, except 15217 and 15231, on April 5, 1927, as since 
amended, further amended by eliminating the following commodity 
from requirements thereof and from said proceedings: Paper, resin 
impregnated, not laminated, not otherwise indexed by name and not 
more specifically provided for in classification, in packages, carloads, 
minimum weight 40,000 pounds. 

MC 42963, Sub. 2, Daniel Hamm Drayage Company extension, Ken- 
tucky, MC 77488, Sub. 1, Arthur Morgan Trucking Company extension, 
Kentucky, and MC 30824, Sub. 7, Aalco Express Company, Inc., exten- 
sion, Kentucky. Proceedings reopened for further hearing. 

MC 57228, Sub. 1, Dworkin, Inc. Proceeding reopened for further 
hearing. 


MC 107354, W. L. Thornbury, common carrier application. Report 


authorize issuance to applicant, upon compliance with sections 215 anq 
217 of Interstate Commerce Act and rules and regulations thereunder 
of a certificate authorizing him, in addition to authority granted iy 
said report and order, to operate as a common carrier by motor vehicle, 
in interstate or foreign commerce, of clay products, from Grand Ledge 
Mich., to points in Chicago Commercial Zone, as defined in Chicago, 
Ill., Commercial Zone, 1 M. C. C. 673 over irregular routes; this 
order shall become effective on December 31, unless any party-ip. 
interest shall show cause, if any there be, in writing under oath, why 
report and order, which order became effective on December 4, 1946 
should not be modified in manner described above. 

MC-C 713, Leo Oster, revocation of certificate. 
continued. 

MC-C 716, Linton Judson, revocation of certificate. Proceeding dis. 
continued. 

MC-C 923, Agnes Heyser, dba Heyser’s Nickel Plate Line et al. ys, 
Pihl Transfer & Storage Co., dba Oregon-Washington Transport. Com. 
plaint dismissed. 

MC-F 3376 (supplemental), Central Public Utility Corporation et al, 
control; Carolina Coach Company of Virginia, purchase (portion), Lewis 
B. Newman. Proceeding reopened and description in report of July 10, 
be amended so as to describe the retained operating rights of vendor 
between Danville and Milton, in accordance with description in certi- 
ficate of September 9, 1946. 

MC 91742, Sub. 8, William J. Marshall, extension, Dover, N. H. 
Proceeding reopened for further hearing. 


Proceeding dis. 


FINANCE APPLICATIONS 

Finance No. 15924, Reading Co. asks authority to acquire control 
of the Catawissa Railroad Co., and the Little Schuylkill Navigation, Rall. 
road and Coal Co., through stock ownership, the properties of which 
companies it now operates under 999-year leases dated from December 
1, 1896. The application said the outstanding preferred stock of Cata. 
wissa consisted of 63,394 shares and the outstanding stock of Little 
Schuylkill consisted of 49,757 shares, such stock having a par value 
of $50 a share, of which amounts applicant owned, as of November 18 
1947, 22,332 preferred shares of the Catawissa and 20,948 shares of 
stock of the Little Schuylkill. In addition to the shares owned directly 
by applicant, the application stated that 756 preferred shares of the 
Catawissa and 825 shares of stock of the Little Schuylkill were owned 
by companles which applicant controlled. It followed, said the applica- 
tion, that in order for applicant to control the two leased lines it 
would have to acquire additional stock of at least 8,610 preferred shares 
of the Catawissa and 825 shares of the Little Schuylkill. The applica- 
tion added that the applicant sought such authority from the Commis: 
sion as might be required to permit it to purchase additional stock of 
the two lines at a price or prices not in excess of $50 a share, plus 
usual and customary brokerage commissions, without any limitation as 
to the total number of shares which it might purchase under such 
authorization. 

MC F-3680, Hancock Truck Lines, Inc., Evansville, Ind., asks author- 
ity to purchase a portion of the operating rights of Anderson Motor 
Service Co., St. Louis, Mo., and Major A. Riddle, stating he is con 
trolling stockholder of Hancock, asks to be made party applicant. 

MC F-3681, Direct Transit Lines, Inc., Grand Rapids, Mich., asks 
authority to purchase part of the operating rights of Kirksey Motor 
Freight, Inc., Lansing, Mich. 

MC F-3682, Illinois-California Express, Inc., and Los Angeles-Albv- 
querque Express, Inc., both of Denver, Colo., jointly ask authority to 
merge into the former. 

Finance No. 15925, Northern Pacific Railway Co., asks authority t 
acquire trackage rights over certain trackage of Oregon-Washington 
Railroad & Navigation Co. The N. P., joined by the O.-W. R. &N, 
and the Union Pacific, the latter’s lessee, ask authority to extend thei 
operations over certain government trackage. The applicants said the 
government desired service from the two railroads at its Hanfori 
Project, operated by the Atomic Energy Commission. The N. P. ask‘ 
to obtain O.-W. R. & N. trackage rights from Kennewick, Benton 
county, Wash., to a point near Richland. The government, the appli 
cants said, proposed to construct trackage from Richland to a connet: 
tion with the joint trackage between Richland and Kennewick, ani 
the extension operations of the two railroads would be over that new 
trackage and existing government tracks, to interchange tracks to be 
constructed by the government, southwest of Richland. The total 
government trackage to be used would be 35,235 feet. The N. P. and 
U. P. will each pay the government one-half of the $100,000, agreed 
as the cost of the interchange trackage, and $4 for each loaded cat 
moved in either direction over the government trackage where the 
railroad received a line-haul. 


Finance No. 15926, Western Maryland Railway Co., asks authority 
to issue $3,000,000 of series ‘‘L’’ equipment trust certificates, the prc 
ceeds from which are to be used to finance approximately 80 per cetl 
of the cost of 1,000 steel hopper cars, and two diesel load switcher’) 
estimated at $3,800,000. The certificates are to be dated December | 
1947, mature in 5 years, and bear interest at a rate of 1% per cent, 
The railroad said the certificates had been sold to Blair & Co., Int. 
of New York, bidding for an undisclosed principal, at 99.817 per cent 
of the principal amount. 


Finance No. 15909 (supplemental), Southern Pacific Co. records bi 
of 99.42 per cent of the principal amount of $14,500,000 equipment trus 
certificates, series ‘‘W,’’ bearing dividends at 2% per cent a year, su! 
ject to approval of the Commission. The applicant said the successful 
bid was made by Salomon Bros. & Hutzler. 


MC F-3683, W. H. Hinchcliff, Jr., dba Hinchcliff Motor Servic®; 
Chicago, Ill., asks authority to purchase certain operating rights ° 
Union Transfer Co., Inc., Terre Haute, Ind., and temporarily to operate. 

Finance No. 15927, Pacific Electric Railway Co. asks authority " 
purchase a portion of the Southern Pacific’s Los Alamitos branch be 
tween Stanton Junction and Los Alamitos; a single-track line portion 
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of the S. P.’s Smeltzer branch, extending from Stanton Junction to 
Wintersburg, and a further segment of that branch extending from 
Wiebling to Huntington Beach, a total of about 13% miles. The appli- 
cant said it would file another application for authority to purchase 
the segment of the Smeltzer branch’ between Wintersburg and Wiebling, 
which, it said, the Commission had authorized to be abandoned in 
Finance No. 13656, but which it proposed to place in operation to com- 
plete the Smeltzer branch from Stanton Junction to Huntington Beach. 
The trackage is all in Orange county, Calif. 

MC F-3684, Harold R. Wilson, dba Baltimore Solomons Freight 
Line, Aberdeen, Md., asks authority to acquire control of Tidewater 
Express Lines, Inc., Baltimore, Md., through ownership of capital stock. 

Finance No. 15921, New York, New Haven & Hartford Railroad Co. 
asks authority to issue $2,820,000 of equipment trust certificates, under 
its fourth equipment trust of 1947, the proceeds from the sale of which 
are to be used to finance 75 per cent of the cost, estimated at 
$3,760,000, of acquiring 35 Diesel electric switching locomotives to be 
built by the New England Car Co. The certificates are to be dated 
November 15, 1947, mature in 15 years, and bear a dividend rate to 
be determined through competitive bidding. 

Finance No. 15922, Louisville & Nashville Railroad Co. asks author- 
ity to construct a branch line of railroad in Perry county, Ky., to begin 
at or near Jim Hill, a point on Leatherwood Creek branch of appli- 
cant’s eastern Kentucky division, and extend in a general southerly 
and easterly direction up the waters of Leatherwood Creek and Blair 
Fork, approximately 5.94 miles. Applicant said the branch would 
provide the development of a large coal producing territory not now 
served by any Ine of railroad. It said the construction would be 
financed by treasury funds. 

MC F-3677, Allied Van Lines, Inc., Chicago, Ill., asks authority to 
purchase the interstate household goods operating rights of Albrent 
Freight & Storage Corporatiqgn, Wausau, Wis., Brown’s Storage Co., 
Inc., Dover, N. J., Marria Transfer Co., Cuyahoga Falls, O., and 
Peters Transfer & Storage Co., Green Bay, Wis. 

MC F-3678, Union Bus Lines, Inc., San Antonio, Tex., asks authority 
to purchase operating rights of Joe Amberson, San Antonio, Tex., for- 
merly doing business as Union Bus Lines. 

MC F-3679, R. C. Motor Lines, Inc., Jacksonville, Fla., and George 
D. Joyner and B. S. Reid, controlling stockholders, ask authority to 
purchase operating rights of Arthur Schoepflin, dba Central Fireproof 
Storage Warehouse, New York, N. Y. 


MOTOR FINANCE CASES 
MC F-3663, Geo. H. Blewett et al.—Control; T. S. C. Motor Freight 
Lines, Inc.—Purchase (portion)—Rivers Truck Lines, Application for 
authority under section 210a(b) of T. S. C. Motor Freight Lines, Inc., 
of Houston, Tex., for temporary opération of a portion of the motor- 


—— rights and properties of Rivers Truck Lines, of Meridian, Miss., 
enied. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 15834, Joliet & Chicago Railroad Co. 
and Louisiana & Missouri River Railroad Co. Control, ete., and F. D. 
No. 15833, Gulf, Mobile & Ohio Railroad Co. Bonds, (1) authorizing 
acquisition by the Gulf, Mobile & Ohio Railroad Co. of control of the 
Joliet & Chicago Railroad Co. and of further control of the Louisiana 
& Missouri River Railroad Co., through stock ownership, conditions 
prescribed; and (2) authorizing the Gulf, Mobile & Ohio Railroad Co. 
to issue not exceeding $2,736,000 of first and refunding mortgage 4 per 
cent bonds, series B, due 1975, in lieu of a like amount of first and 
refunding mortgage 5 per cent bonds, series C, due 1963; the series B 
bonds to be exchanged for capital stock of the Joliet & Chicago Railroad 
Co. and 7 per cent guaranteed preferred stock of the Louisiana & 
Missouri River Railroad Co. on the basis of $150 of bonds for each 
share of stock. Approved. 

Report and order in F. D. No. 15762, Oliver J. Olson & Co., Pur- 
chase, No. W-348, Sudden & Christenson (Coastwise Service) Contract 
Carrier Application, and No. W-277, Oliver J. Olson & Company Con- 
tract Carrier Application, authorizing purchase by Oliver J. Olson & 
Co., in the capacity of managing owner, of the contract carrier operating 
rights of Sudden & Christenson (Coastwise Service); and making provi- 
sion for transfer to the vendee of the permit dated July 25, 1942, issued 
to the vendor in Docket No. W-348. Approved. 


PETITIONS FOR REHEARING, ETC. 


No. 13535 et al. Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern and Southern Freight Association terri- 
tories ask for approval under Finding 27 of its decision in 123 ICC 203 
et seq., to permit establishment of the following rates in cents per ton 
of 2,000 pounds, all subject to Tariffs of Increased Rates and Charges 
X-162-A and X-166, D. Q. Marsh’s ICC 3747 and 3767, on liquefied 
chlorine gas in tank cars, carloads, minimum weight subject to Rule 35 
of R. C. Fyfe’s ICC 30, but not less than 60,000 pounds. Rule 27 of 
Commission’s Tariff Circular 20 will apply at intermediate points of 
origin and destination: From Huntsville and Huntsville Arsenal, Ala., 
to Camden, Crossett, Ark., and Bastrop, La., 925; to Oak Point and 
Spring Hill, La., 1000. From Baldwin, Ark., to Spring Hill; La., 580. 
From East St. Louis, Ill., to Camden, Crossett, Ark., and Bastrop, 
La., 925. To Advance, Monroe, Spring Hill and West Monroe, La., 1000. 

No. 29689, Foster Wheeler Corporation vs. Central Railroad Com- 
pany of New Jersey et al. Foster Wheeler Corporation, complainant, 
asks for reopening of proceeding for further hearing and reconsidera- 
tion, and also asks for amendment of proposed report by Harold M. 
Brown, Examiner, and for ‘postponement of date for filing exceptions 
to said report. 

Finance 14500, Seaboard Air Line Railway Company, reorganization. 
Seaboard Air Line Railroad Company asks for modification of order of 
Commission dated June 28, 1946, so as to provide for extension to Jan- 
uary 1, 1949, of the time within which petitioner may sell its securities 
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in respect of bonds and notes exchangeable under plan of reorganization 
of Seaboard Air Line Railway Company and which are not deposited 
for exchange under such plans. 

No. 13535 et al. Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern Territory ask for modification of find- 
ings and orders in 123 ICC 203 et seq., by eliminating therefrom Esteri- 
fied Tall Oil carloads. 

MC-F 3108, James Rollo and Ralph Nappi, control; Rollo Trucking 
Corporation, Inc., purchase, Anne Marguerite Yates. Applicants ask 
for reopening and reconsideration of applications herein filed and for 
the issuance of an order approving of the substitution of the vendee 
as herein sought. 

MC-F 3377, Southeastern Greyhound Lines, purchase (portion), J. B. 
Levan and Florence Levan. Southeastern Greyhound Lines ask for 
amendment of application to provide for certain modifications of provi- 
sions of agreements between the parties due to changed conditions 
since original negotiations. - 

MC-F 3476, Application of Porter Andrew Smulcer to sell and ‘of 
H. P. Smulcer to purchase certificate MC 55807 (Form B. M. C. 44). 
Applicant Porter Andrew Smulcer, the seller, joined by H. P. Smulcer, 
the purchaser, ask Commission for reconsideration of that certain 
order of Division 4, dated October 24, and for further hearing. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain» 
many schedules not reproduced here. Details of such orders cre pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5539, Mixing Machines West Coast to Mid- 
west and South, from December 1 to and including June 30, 
1948, certain schedules as published in supplements Nos. 84 
and 87 to Agent L. E. Kipp’s tariff I. C. C. No. 1519 and sup- 
plements Nos. 43 and 46 to Agent L. E. Kipp’s tariff I. C. C. 
No. 1527. The suspended schedules propose to reduce the rates 
on asphalt, cement, concrete, mortar or plaster mixing ma- 
chines, in less carloads, from the Pacific Coast to destinations 


‘in the middlewest and south. 


I. and S. No. M-2800, Classifications—Piece Goods—New 
England, from November 27 to and including June 26, 1948, 
the operation of certain schedules published in supplement 
No. 20 to tariff MF-I. C. C. No. A-60 and I. C. C.-FF No. A-2 
ef The New England Motor Rate Bureau, Inc., agent, Boston, 
Mass. The suspended schedules propose to increase from fifth 
to fourth class the classification ratings for various kinds of 
piece goods moving within New England territory including 
various New York and northern New Jersey points. 

I. and S. No. M-2801, Breading Compounds—Classification 
Ratings from November 29, to and including June 28, 1948, 
certain schedules published in supplements Nos. 1 to the Na- 
tional Motor Freight Classification, Agent C. F. Jackson’s MF- 
I. C. C. No. 17, I. C. C. No. 17 and I. C. C.-F. F. No. 17. The 
suspended schedules propose td establish classification ratings 
of class 3, less-truckload and class 4, minimum 20,000 pounds, 
on breading compounds, consisting of crumbs, dust, flour or 
meal, combined with other ingredients, in bags, barrels or boxes. 

I. and S. M-2802, Glassware in Central States, from Novem- 
ber 30, to and including June 29, 1948, certain schedules pub- 
lished in supplement No. 32 to MF-I. C. C. No. 151 of Central 
States Motor Freight Bureau, Inc., Agent, Chicago, Ill. The 
suspended schedules propose to establish, in lieu of present 
higher rates, 20,000-pound commodity rates on glassware from 
Columbus, O., to 13 points in Central Territory, for application 
in connection with 18 motor common carrier members of the 
bureau. 


RED CAP INCREASE NOT SUSPENDED 


The Commission has refused to suspend Agent V. Armold’s 
tariff I. C. C. 57, increasing from 10 cents to 15 cents the cost 
of carrying a hand bag by a red cap (see Traffic World, Nov. 
29). The tariff had been protested by the Congress of Indus- 
trial Organizations and various others whose general position 
was that the increased charge would result in fewer passengers 


calling for red cap service and, consequently, lessened employ- 
ment. 


C. |. éL. REPORT FORMS 


The Commission, Commissioner Patterson, has issued an 
order approving three forms entitled “Time Return and Delay 
Report of Engine and Train Employes”, to be used by the 
C. I. & L., embodying information additional to that prescribed 
by the Commission which, the order said, the railroad desired 
to be kept. 


RAIL ANNUAL REPORT FORM MODIFICATION 


The Commission, division 1, had modified the reporting re- 
quirements of its order of February 20, 1947, with respect to 
annual reports of Class’I and Class II steam railway companies, 
including switching and terminal companies, for the year ended 
December 31, 1947, and subsequent years. The carriers are now 
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required to file annual reports for the year ended December 31, 

7, and for each succeeding year until further order, in ac- 
cordance with a new form, approved by the Commission, des- 
ignated as “Form A (Large and Medium Steam Roads and 
Switching and Terminal Companies)”. The report is to be filed, 
in duplicate, with the Commission’s Bureau of Transport Eco- 
nomics and Statistics, on or before March 31 of the year follow- 
ing the one to which it relates. 


RAIL ANNUAL REPORT FORMS C AND D 


The Commission, division 1, by orders, has prescribed 
Steam Railway Annual Report Form C and Switching and Ter- 
minal Annual Report Form D. It has directed that all Class 
III steam railway companies, excluding switching and terminal 
companies, file annual reports for the year ended December 31, 
1947, and for each succeeding year until further order, in ac- 
cordance with Annual Report Form C (Small Roads), which is 
made a part of the order, on or before March 31 of the year 
following the one to which it relates. It has also ordered that 
all Class III switching and terminal companies file annual re- 
ports subject to the same dates in accordance with Annual 
Report Form D (Small Switching and Terminal Companies). 


ELECTRIC RAILWAY ANNUAL REPORTS 


The Commission, division 1, by an order, has modified its 
order of January 22, 1943, In the Matter of Annual Reports 
from Electric Railways. The instant order requires that all 
electric railways subject to the provisions of section 20, part I, 
interstate commerce act, file annual reports for the year ended 
December 31, 1947, and for each succeeding year until further 
order, in accordance with annual report from G (electric rail- 
ways), which the Commission approved and made a part of its 
instant order. It said the annual report should be filed in dupli- 
cate with the Bureau of Transport Economics and Statistics on 
~ — March 31 of the year following the one to which it 
related. 


Railroad Abandonments 


Burlington 


The Brotherhood of Railroad Trainmen has asked the 
Commission for reopening and reconsideration of its order 
entered in Finance No. 14146, authorizing abandonment by the 
Chicago, Burlington & Quincy Railroad Co. of certain .portions 
of its railroad in Johnson and Gage counties, Neb., for the 
purpose of prescribing terms and conditions for the protection 
of employes who may have been, or might be, affected by the 
abandonment. The brotherhodd said the Commission’s. order 
in this proceeding, dated December 14, 1943, provided for reser- 
vation of jurisdiction for a two-year period to consider the 
question of imposing conditions for protection of employes 
who might be adversely affected, and that by a supplemental 
order, dated November 23, 1945, the time was extended for an 
additional two years. The brotherhood said it was its under- 
standing that the original intention of the Commission in 
reserving jurisdiction was for the purpose of awaiting develop- 
ments and to entertain such petition, or petitions, as might be 
filed after the employes had actually been affected by the 
abandonment, and at that time prescribe the protective require- 
ments. The brotherhood added ‘that the officers of its general 
committee had failed in their attempts to reach a satisfactory 
agreement with the applicant railroad with respect to employes 
who might have been adversely affected by the abandonment 
pursuant to the Commission’s order. 


Cc. C. T. Co. 


The Central California Traction Co. has applied to the 
Commission, in Finance No. 15923, for authority to abandon 
its line of railroad in Lodi, San Joaquin county, Calif., extend- 
ing from a point opposite its freight depot on Lodi Avenue, 
thence westerly to Sacramento Street, and thence northerly 
on Sacramento Street to the end of such track near Louis 
Avenue, approximately 4,687 feet, together with all sidings, 
spur tracks and appurtenances. The application said a large 
portion of the trackage involved was laid in paved streets, the 
condition of which was such that rebuilding would be required. 
It asserted that the amount of traffic handled on the line did 
not justify “this expenditure,” and added that industries on 
the trackage were also served by the Southern Pacific Co. and 
“consequently” applicant’s service was a needless duplication. 


L. & N. 


The Commission, division 4, by a report and certificate in 
Finance No. 15819, Louisville & Nashville Railroad Co. Aban- 
donment, has authorized abandonment by the L. & N. of a 
portion of its railroad located in Lee county, Ky., known as 
the Fincastle branch of its eastern Kentucky division, extend- 


TRAFFIC WORLD 


ing approximately 6.07 miles between Fincastle and Maloney, 
subject to conditions for protection of employes (see Traffic 
World, Aug. 23, p. 527). 


RATES ON IMPORTED WOODPULP 


The New Orleans Traffic and Transportation Bureau has 
asked the Commission to suspend Item 187-A, supplement. 40, 
M. C. Pearson’s I. C. C. 75, scheduled to become effective 
December 8, carrying a proposal to eliminate the shipside appli- 
cation currently applicable in connection with the rates on 
imported woodpulp, as published in Item 11660-B, Supplement 
38, M. C. Pearson’s I. C. C. 75, moving via the Mississippi 
Valley Barge Line from New Orleans to Cairo, St. Louis, Louis- 
ville, Evansville and Cincinnati and to apply in lieu thereof the 
rates published in Item 11660-B, plus 96 cents per net ton for 
handling the traffic from shipside to cars, this charge and the 
inland rates being subject to the Ex Parte 166 increase of 10 
per cent. 

The protestant charges that the Mississippi Valley Barge 
Line “has embarked upon a policy of picking ‘and choosing 
traffic without regard to the public interest and without regard 
to its duty as a common carrier to serve the public and pre- 
serve to it such economies as may be afforded by the water 
route.” In the instant case the protestant says that the barge 
line is attempting to pick and choose its traffic by reason of 
he fact that “it is here proposing through all-water charges 
higher than the barge-rail rates and approximately as high as 
the all-rail rates on woodpulp from. New Orleans to Mississippi 
and Ohio River ports served by them.” If the proposal were 
permitted to became effective, said the protestant, the effect 
would be to exclude the port of New Orleans and the shippers 
using the port from the enjoyment of the services of an impor- 
tant service of transportation and make them dependent on 
those agencies remaining, thus curtailing the resources and 
facilities of the port. 








Digest of NEW COMPLAINTS 


No. 29844, Brook Gas Co., Inc., Miami, Fla., et al. vs. A. & S. et al. 

Thirteen companies interested in marketing liquefied petroleum 
gas allege rates on that commodity, on numerous carload shipments 
in the statutory period were, and during pendency of proceedings 
will be, in violation of sections 1 and 3, between points in Alabama, 
Arkansas, Kansas, Louisiana, Missouri, New Mexico, Oklahoma, 
Tennessee, and Texas, and points in Florida south of the Jackson- 
ville-Chattahoochee line of Seaboard. Ask cease and desist order 
and $10,000 reparation to each complainant. (Frank J. Kelly, 
DuPont Bldg., Miami 32, Fla.) 

No. 29879, Doughboy Industries, Inc., successor in interest to Doughboy 
Mills, Inc., New Richmond, Wis., vs. B. & O. et al. 

Rates and charges on carload shipments of distillers molasses 
residuum, moved in 1944, 1945 and 1946, from Curtis Bay and Balti- 
more, Md., to New Richmond, Wis., in violation of section 1. Asks 
reparation. \F. V. Caesar, 1119 Flour Exchange, Minneapolis 15, 
Minn.) 

No. 29879, Sub. 1, Northern Supply Co., Amery, Wis., vs. B. & O. and 
M., St. P. & S. S. M. 

Similar allegation and request as made in No. 29879 with respect 
to shipments to Amery, Wis. (F. V. Caesar, 1119 Flour Exchange, 
Minneapolis 15, Minn.) 

No. 29879, Sub. 2,—Flambeau Milling Co., Phillips, Wis., vs. B. & 0. 
and M., St. P. & S. S. M. 

Similar allegation and request as made in No. 29879 and Sub. No. 
1 with respect to shipments to Phillips, Wis. (F. V. Caesar, 1119 
Flour Exchange, Minneapolis 15, Minn.) 

No. 29880, Hermann-Brownlow Co., Springfield, Mo., vs. M. P. et al. 

Rates and charges, 17 carload shipments of petroleum lubricating 
oi! and petroleum lubricating oil and grease, moved in the period 
July 24, 1945, to July 12, 1946, from Bradford, Pa., to Springfield, 
Mo., in violation of sections 4 and 6. Asks reparation. (V. V. 
Noble, transportation department, Chamber of Commerce, Spring- 








field, Mo.) 
MC C-932, Potashnick Local Truck System, Inc., Revocation of Certifi- 
cate. 


Investigation instituted by the Commission, division 5, into the 
motor carrier Operations of Potashnick Local Truck System, Inc., 
of Sikeston, Mo. The division said there was reasonable cause t0 
believe that the respondent had discontinued all or part of the 
operations authorized by its certificate in MC 70362, covering trans- 
portation of general commodities over regular and irregular routes, 
in violation of the terms and conditions of such certificate requiring 
the rendition of continuous and adequate service to the public. 
The order of investigation directed the respondent to appear at 4 
hearing, scheduled to be held February 10, at Little Rock, Ark. 
before Examiner Lyman H. Dishman, and show cause, if any there 
be, why an order should not .be issued requiring, with a reason- 
able time, resumption of operations by rendering reasonably con- 
tinuous and adequate service in conformity with the’ certificate, and 
in default thereof, why the certificate should not be revoked. 
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Motor Recommended Reports 


(Recommended orders in these reports, at expiration of 20 days from 
date of service of reports (unless otherwise stated), become effective unless 
exceptions have been filed within the 20-day period or exceptions have 
been seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission. State in which applicant has home office 
is shown in “black face’ type, with name of town or city following.) 


Oregon (Coos Bay)—MC 109075, B. R. Beltran. Denial of 
application for a certificate proposed for want of prosecution. 
Lumber, from Coos, Curry, Douglas, Lane, and Lincoln coun- 
ties, Ore., to Coos Bay, Ore., over irregular routes. 

Oregon (North Bend)—MC 108818, Sub. 1, I. M. Beebe. 
Certificate proposed on further hearing. Lumber, from Reeds- 
port, Ore., and points within 15 miles of Reedsport, and from 
Gold Beach, Ore., and points within two miles thereof, to 
points on Coos Bay, Ore., over irregular routes. 

Oregon (Coos Bay)—MC 108821, Sub. 1, Ernest L. Zwicker. 
Denial of application for a certificate proposed for want of 
prosecution. Lumber, from points in Coos, Curry, and Douglas 
counties, Ore., to points on Coos Bay, Ore., over irregular 
routes. 

Texas (Port Arthur)—MC 108710, Charles S. Langford and 
Travis C. Langford, dba Sunshine Transfer Moving & Storage 
Co. Denial of certificate proposed. Household goods between 
points in Tex., La., Miss., Ark., Okla., and Colo. 

lowa (Grimes)—MC 106402, Sub. 3, Dean Collins. Permit 
proposed. Canned goods from Altoona and Grimes, Ia., to Flint, 
Grand Rapids and Muskegon, Mich., and Cincinnati and Day- 
ton, O., and dried beans from Saginaw, Grand Rapids and 
Muskegon to Altoona and Grimes, over irregular routes. 

Pennsylvania (Collegeville)—-MC 10115, Sub. 1, George D. 
Kratz. Certificate proposed. Specified commodities from and to 
designated points in Md., Del., Pa.,-N. J., Va., Mass., R. L, 
Conn., N. Y., and D. C., over irregular routes. 

South Carolina (Union)—MC 7054, Sub 2, Buffalo, Union- 
Carolina Railroad. Certificate proposed, subject to limitation 
of service to that which is auxiliary to, or supplemental of, 
service of the Buffalo, Union-Carolina Railroad. General com- 
modities moving in express service, between Union, S. C., and 
Whitmire, S. C., over U. S. highway 176, serving no intermediate 
points. 

Oregon (Coos Bay)—MC 108720, Sub. 1, Paul N. Greene. 
Certificate proposed. Lumber, from points in Coos county, Ore., 
to points on Coos Bay, Ore., over irregular routes. 

Oregon (Eastside)—-MC 108819, Sub. 1, Billie E. Sells. 
Denial of application for a certificate proposed for want of 
prosecution. Lumber, from points in Coos, Curry, and Douglas 
counties, Ore., to points on Coos Bay, Ore., over irregular 
routes. 


Ohio (Vandalia)—-MC 108663, Bruce C. Koch. Certificate 
proposed. General commodities, with exceptions, over regular 
and irregular routes, between specified points in O. » 


California (Gustine)—-MC 92007, Sub. 3, Ted Peters. (Cor- 
rected). Permit proposed. Milk, milk products and by-products, 
in quantities of not less than 20,000 pounds, from Gustine, 
Calif., to Vallejo and Stockton, Calif., over described routes, 
serving specified intermediate and off-route points. 


Tennessee (Chattanooga)—-MC 108783, Zero Products, Inc. 
Denial of permit proposed. Frozen foods between Chattanooga, 
Tenn., on the one hand, and, on the other, points in Tenn., Va., 
W. Va., Md., Pa., N. J., N. Y., Conn., Mass., Ky., O., Ind., IIL, 
Kan., Neb., and Mo., over irregular routes, traversing N. C., 
Del., R. I., Ark., Okla., and D. C. for operating convenience. 

Alabama (Mobile)—MC 12402, John James Barnes, dba 
World Travel Bureau. License proposed for operation as a 
broker at Mobile. Passengers and their baggage between points 
in Ala., on the one hand, and, on the other, points in the U. S. 

Texas (Dallas)—-MC 59680, Sub. 65, Strickland Transpor- 
tation Co., Inc, Denial of application for a certificate proposed 
without prejudice to filing of a petition for reconsideration 
when and if applicant exercises its option to purchase leased 
rights involved in MC F-3385, L. R. Strickland—Control; 
Strickland Transportation Co., Inc.—Lease—Fraps Truck Line, 
Inc., decided April 4, 1947, and consummates the transaction 
on approval by the Commission. General commodities, with 
exceptions, between Hayti, Mo., and Turrell, Ark., over U. S. 
highway 61 as an alternate route, for operating convenience 
only, serving no intermediate points. The report said neither 
of the termini of the proposed route was a point on applicant’s 
authorized permanent routes, adding that applicant proposed 
use of the extension sought in connection with its permanent 
and leased routes to provide a “more direct route” as a means 
of effecting economies in its operations between St. Louis and 

emphis and Little Rock. The report concluded that a motor 
carrier should not be authorized to establish a route from, to, 
or between termini which were not on its authorized routes 
Solely on evidence of operating economized improved operating 
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efficiency which would accrue to it, on ‘the theory that such 
operations would be over an alternate route. However, in view 
of the showing made of the saving in running time and oper- 
ating cost that would be effected by operation over the pro- 
posed route without change in service to the public, the report 
proposed that applicant be afforded an opportunity to file a 
petition for reconsideration. A proposed report of similar na- 
ture was previously issued in MC 59680, Sub. 64, Strickland 
Transportation Co., Inc., Extension—Alternate Routes (see 
Traffic World, Nov. 22, p. 1489). 

Minnesota (Minneapolis)—-MC 56809, Sub. 1, Ibar M. Spel- 
lacy, dba Spellacy Motor Cargo. Certificate proposed, subject 
to conditions. General commodities between specified points in 
Minn., S. D., and Ia., over regular routes. Conditions imposed 
limit the service to that which is auxiliary to, or supplemental 
of, rail service of the Minneapolis & St. Louis Railway Co., and 
provide certain key point restrictions. 

Ontario, Canada (Brockville)—-MC 108418, Capt. W. L. 
Snider & Sons (corrected report). Certificate proposed. Over 
irregular routes, (1) household goods between the international 
border points of Ogdensburg, Morristown, and 1000-Island 
Bridge, N. Y., and Detroit, Mich., on the one hand, and points 
in N. Y., Mass., Conn., N. J., Pa., Md., Washington, D. C., O., 
Mich., Ind., and Ill., on the other; (2) raw furs, in bales, from 
Philadelphia, Pa., to the aforementioned border points; (3) hat 
trimmings, in cartons, from Philadelphia and New York, N. Y., 
to the named border points; (4) belting, in rolls, from New 
York to the named border points; and (5) machinery, in boxes 
and cartons, from Philadelphia and Danbury, Conn., to the 
named border points. 


REEFERS FOR ELECTRICAL APPLIANCES 


By revised service order No. 794, Substitution FGE Re- 
frigerator for Box Cars to South, the Commission, division 3, 
has added Maraine, O., as a point at which railroads are to 
furnish not more than two FGE refrigerator cars for each 
box car ordered for the shipment of electrical appliances to 
destinations in Georgia, Virginia, Alabama, North Carolina, 
South Carolina, Florida, or Kentucky. The original ordered 
ger — O., and Erie, Pa. (See Traffic World, Nov. 22, 
p. . 

The revised order was made effective November 29, to 
expire at 11:59 p. m., December 10, which was when the 
original order would have expired. 


GRAIN CAR SERVICE ORDER EXTENDED 


The Commission, division 3, by amendment No. 1 to third 
revised service order No. 244, Distribution of Grain Cars, has 
extended the revised order’s expiration date from 11:59 p. m., 
December 31, to 11:59 p. m., December 31, 1948. The order 
as revised requires that shippers of grain advise carrier’s 
agent of the daily quantity of grain on hand available for tender 
for rail shipment the following day, and make a written order 
for the cars wanted for grain loading. It also contains stand- 
ards to govern distribution of freight cars to shippers. 


PORTS SERVICE ORDER EXTENDED 


The Commission, division 3, by amendment No. 4 to revised 
service order No. 620, Light-Weighing of Cars at All Ports 
Prohibited, has extended the revised service order’s expiration 
ren from 11:59 p. m., December 1, to 11:59 p. m., February 29, 
1948. 


0. D. T. ISSUES GENERAL PERMITS 


The Office of Defense Transportation has announced issu- 
ance of general permits O. D. T. 18-A, revised-34 and 35, also 
special direction O. D. T. 18A-2A, amendment 8. It says: 


Permit O. D. T. 18A, revised-34 becomes effective November 28, 1947, 
and expires January 31, 1948, and authorizes mixed shipments of onions 
and Irish potatoes when the weight of the onions is not less than 15,000 
pounds, and the total weight of such carload freight is not less than 
40,000 pounds. 

Permit O. D. T. 18A, revised-35 becomes effective December 1, 1947, 
and authorizes (irrespective of .provisions of general permit O. D. T. 
18A, revised-33 covering ‘‘White Rose’’ seed potatoes) shipments of 
seed potatoes when such seed potatoes are properly tagged and certified 
by the official state seed certifying agency, and are loaded to a weight 
not less than 45,000 pounds. 

Special direction O. D. T. 18A-2A, amendment 8, becomes effective 
December i, 1947, and further amends items 475 and 485 relating to 
the loading of white (Irish) potatoes to read as follows: 

‘‘475(b) In bags, burlap or cloth; in boxes, or in sacks, paper; 
containing 100 pounds or more each; shall be loaded to a weight not 
less than 50,000 pounds, subject to note 1, item 485. 

‘485, Note 1. Applications for the issuance of special permits which 
will specify minimum loading requirements for early white, immature 
potatoes, during season of harvesting; also for certain types of seed 
potatoes, may be made to the Railway Transport Department, Office of 
Defense Transportation, Washington 25, D. C.’’ 
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Interior Dept. Official Lauds 
O. D. T. Action on Coal Cars 


The coal car supply situation had improved in recent weeks 
as a result of action by the Office of Defense Transportation, 
but continued improvement would depend on an extension of the 
authority of the O. D.’T. which would expire under existing law 
on February 29, 1948, including its authority to allocate trans- 
portation facilities, said William E. Warne, Assistant Secretary 
of the Interior, in testimony he gave before the Senate appropri- 
ations committee on December 2, in a hearing on matters 
relating to costs of the European aid program. 

“Pooling arrangements at the ports would also increase 
the supply of coal cars considerably by reducing turn-around 
time,” Mr. Warne said. “More basically, however, steel is 
needed for coal car repair and rehabilitation and for increased 
railroad car production.” 

He stated in the course of his presentation that the coal 
problem was essentially a transportation problem; that facil- 
ities did not exist for the storage of coal at the mines—‘‘it must 
be transported as it is produced’’—and that railroad cars were, 
in fact, the principal warehouse facilities for coal. He said the 
coal car shortage had contributed to the maintenance of coal 
prices “at their present high level” and had created “some 
special price problems.” : 

In discussion of petroleum supply, Mr. Warne said, in part: 


There are three aspects of the problem. First and foremost is the 
shortage of transportation facilities—tankers, pipelines and tank cars 
—with which to move available crude oil to refineries and refined 
products to market. This shortage is world-wide. Second is the scarcity 
of crude oil. Although known domestic reserves have increased, they 
have not increased in proportion to rising demand. Imports of crude 
oil cannot be increased until there is an increase in the supply of 
tankers. Third is the lack of equipment needed for increased explora- 
tory and developmental work. These shortages all stem from the 
shortage of steel.... 

Localized petroleum shortages are expected to occur in the United 
States during the coming year or more. This year, the shortages 
will occur east of the Rockies. These shortages will exist principally 
because of the inability of the petroleum industry to obtain materials, 
especially steel, at a sufficiently rapid rate to enable it to expand 
its basic plant so as to keep pace with demand. 

Several steps are under way which will help to alleviate the situ- 
ation. Government surplus tankers are being restored to the opera- 
tional fleet as rapidly as possible. Pipeline and tank car construction 
programs now under way will contribute some measure of relief. Oil 
well drilling operations are proceeding at high levels and refineries 
are being built and expanded. Yet, unless steel is made available to 
the petroleum industry in substantially larger quantities, new demand 
threatens to continue to offset expansions in productive capacity. It is 
vital, therefore, that more steel be channeled into the oil industry’s 
basic facilities programs... . 


Rails’ Theory in Lumber Transit 
Case Called “Fictitious” 


_ In proceeding on the “fictitious theory” that the Commis- 
sion was bound by the argument presented in exceptions to the 
examiner’s report, the defendant railroads were in an erroneous 
position, “because the Commission in many cases has differed 
with the recommendations of the examiner and has rendered 
its decisions on the evidence presented by the parties,” said 
counsel for the complainant in a reply brief in No. 29474, Good- 
willie-Green Box Co. vs. D. L. & W. et al., answering the de- 
fendants’ contention that the entire Commission should recon- 
sider and reverse the decision by division 2 in that case for the 
reason, among others, that the decision was based on a point 
ag ae for by the complainant (see Traffic World, Nov. 

» P. . 


_ In the complaint, the Goodwillie-Green Box Co. assailed as 
inapplicable the rates charged on seven shipments of lumber 
from Emmett, Ida., stopped in transit at Rockford, Ill., for 
manufacture into box shooks, and reshipped to East Buffalo, 
N. Y., Export, Pa., and Batesville, Ind. Division 2 found the 
rates charged inapplicable and awarded reparation, with inter- 
est. The defendant railroads in their petition for reconsidera- 
tion said that the complainant had not contended that the appli- 
cable through rate was the rate on the lumber shipped into 
os but that this was the basis of the decision by division 


In its reply, the complainant said that the defendants’ peti- 
tion was “nothing but an unwarranted criticism of the Commis- 
sion’s decision” and that it did not set forth any reasonable 
grounds for the prayer of the petition; that their contention that 
the decision was an erroneous application of the law was “diffi- 
cult to understand,” and that the defendants’ contention that 
the complaint did not contain any section 6 allegation was an 
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erroneous conclusion “in that this allegation was made by 
amendment to the complaint without objection.” 

With reference to an assertion by the defendants that, al- 
though the Illinois Central transit tariff in question did not 
specify in so many words which through rate was meant, they 
assumed it was clear that the applicable through rate was the 
rate on the commodity shipped out of the transit point (box 
shooks), the complainant quoted a Commission statement that 
“tariffs are to be interpreted according to the reasonable con- 
struction of their language; neither the intent of the framers 
nor the practice of the carriers controls, for the shipper cannot 
be charged with knowledge of such intent or the carrier’s 
canons of construction.” 

The complainant said that the defendants’ reference to tar- 
iffs of the Milwaukee and the Chicago & North Western had no 
place in the instant proceeding; that those lines were not parties 
to the complaint, and that it was “significant to note that de- 
fendants have gone outside the record in an effort to bolster up 
their plea for reconsideration.” The complainant averred that 
the decision by division 2 was fully supported by the evidence 
and asked denial of the defendants’ petition. 


TENN. COMMISSION ASKS TIME EXTENSION 


The Railroad and Public Utilities Commission of Tennessee 
has filed with the Commission a motion for extension from 
December 1, until January 15, 1948, of the time in which briefs 
may be filed in No. 29800, Increases in Tennessee Freight 
Rates and Charges. It said the Commission had not yet acted 
on exceptions with respect to the admissibility of evidence and, 
since the record was not yet completed, and for other reasons, 
it was not possible for briefs to be prepared and submitted by 
December 1. . 


West Coast Water Carriers Oppose 
Delay in Rail-Water Rate Cases 


The Pacific Coastwise Conference, representing all common 
water carriers operating between California and Oregon and 
Washington ports has asked the Commission to deny a motion 
of the Los Angeles Chamber of Commerce to hold in abeyance 
further hearings and/or orders in five proceedings involving 
water and rail competitive rates until the Commission’s final 
decision in Ex Parte 166, Increased Freight “Rates, 1947 (see 
Traffic World, Nov. 29, p. 1589). 


The West Coast ship lines said none of the allegations in- 
volved in the five proceedings were before the Commission in 
Ex Parte 166. The proceedings involved in the motion and reply 
are: No. 29663, Transcontinental Rail Rates; No. 29664, Inter- 
coastal Water Rates; No. 29708, All-Water, Water-Rail, and 
Rail-Water Rates Between Pacific Coast Ports and Interior 
Points; No. 29721, All-Rail Commodity Rates Between Cali- 
fornia, Oregon, and Washington, and No. 29722, Pacific Coast- 
wise Water Rates. 

The West Coast carriers said they had neither manpower 
nor vessels operating in the Pacific Coastwise trade, adding it 
was the application of subnormal rail rates that had prevented 
them from increasing their rates to the extent necessary to re- 
store private operation, and that there could be no common 
carrier steamship service on the Pacific Coast. until the adjust- 
ment recommended by the Commission in Nos. 29721 and 29722 
had been accomplished. 

The water carriers said Ex Parte 166 was strictly a revenue 
case and did not encompass the question of competitive relation- 
ships between classes of carriers nor the question of discrimi- 
nating rate levels, asserting that delay in requiring north-south 
rail rates to be placed on “normal level and related to rail rates 
maintained in non-competitive territory’ had prevented any 
common carrier water service on the West Coast since June 30. 


STATE ACTION ON EX PARTE 166 INCREASES 


Frederick G. Hamley, general solicitor, National Associa- 
tion of Railroad and Utilities Commissioners, has advised mem- 
bers of further action on carrier petitions to apply intrastate the 
Ex Parte 166 interstate increases, as follows: 


The Missouri Commission, on November 14, 1947, following 2 
hearing held on October 31, authorized railroads serving that state to 
increase intrastate freight rates in the same amounts as authorized, on 
October 6, in Ex Parte 166. Similar action was taken by the Iowa 
Commission, on November 21, following a hearing held on November 17. 
The Virginia Commission, on November 19, granted, after hearing, 
similar freight rate increases, except that no increase was authorized 
on bituminous coal, pulpwood and chestnut extract wood. According 
to our records, the interim rate increases: are now in effect in the 
following 18 states (asterisk indicates exceptions): California, Illinois*, 
Iowa, Maine, Maryland, Massachusetts, Missouri, Nebraska*, New 
Hampshire, New Mexico, Ohio, Oregon, Rhode Island, South Carolina’, 
Virginia*, Washington, West Virginia* and Wyoming*. 
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Boston, Ft. Worth and Portland 
Hearings in Ex Parte 166 Completed 


Taking of testimony on rail general rate petition at 
points outside of Washington ends. Arguments set 
to follow Washington sessions, which open December 
8. Fish, shoe, publishing and other interests protest 
rate raises at Boston. Citrus, cotton and clay prod- 
ucts, witnesses at Fort Worth assert respective indus- 
tries can not bear added freight costs. Representa- 
tives of lumber, pulp, canned goods, aluminum and 
many others add objections at Portland, with many 
asking for maximum increases in cents per hundred 
pounds. Many file statements with Commission. 
State commissioners’ statement says revenue require- 
ments of railroads now lower than they were sixteen 
years ago 


The further hearing at Boston in Ex Parte 166, Increased 
Freight Rates, 1947, before Commissioner Mahaffie and Ex- 
aminer Fuller, was completed November 26, with further ex- 
pressions of opposition by New England shipping interests to 
the 38 per cent increase proposed for Official Territory (see 
Traffic World, Nov. 29). The Boston hearing took two and a 
half days, with some of the testimony heard in a separate 
hearing by Examiner Fuller. 


Albert A. Raphael, secretary and traffic manager of the 
New England Paper & Pulp Traffic Association, said he appeared 


to protest the manner in which the New England railroads — 


were applying the temporary increases to the movement of 
bituminous coal, rail-ocean-rail to New England in the hope that 
if additional increases were authorized on coal, the Commis- 
sion would specifically cover the situation complained of. He 
also asked the Commission to interpret the tariff providing the 
temporary increases on coal and require the carriers to adjust 
the charges to conform to the interpretation and to refund 
charges alleged to have been unlawfully collected. 


That situation, he said, was that the railroads had inter- 
preted item 15 of the tariff of emergency charges, No. X-166, 
effective October 13, to require “the full interim increase of 
10 cents a net ton or 11 cents a gross ton to be applied retro- 
actively to the movement of ex-tidewater bituminous coal from 
docks at the New England ports to destinations in the New 
England states if the coal was forwarded from the ports on and 
after October 13, although it originated at the mines prior to 
October 13. He asserted this was not intended by the railroads 
in their petition, or by the Commission, and was not a reason- 
able construction of the tariff. 

J. J. Fitzpatrick, chairman of the carriers’ committee for 
the Eastern District asked if increases had not been applied 
in the past in the same manner and the witness said he was 


not sure whether that was true prior to the Ex Parte 162 


increases, where he said the same method had been followed. 
The witness also said he -was not sure that, when the New 
England carriers had reduced their rates to meet truck com- 
petition, the rates were applied as of the effective date of the 
carriers’ tariffs, and in answer to a further question, said he 
had never heard of a case in all his experience in which the 
coal rate had been applied other than with reference to the 
effective date of the New England rate. He agreed he would be 
willing to have the matter of the interim rates settled in- 
formally in conference with Director Jensen, of the Commis- 
sion’s Bureau of Traffic, provided the Commission took notice 
of the situation in its final report in the proceeding. 


R. R. Bongartz of the Pennsylvania asked if increases had 
been applied in the same manner to rates on other commod- 
ities moving through the New England ports. Mr. Raphael said, 
as to wood pulp, the situation was entirely different because 
it arrived via foreign carriers. That, he said, did not justify 
the situation he had mentioned as to coal. 


Fisheries for Limitation 


_ A. G. Rice, executive secretary of the Massachusetts Fish- 
eries Association, and speaking also, he said, for the Gloucester 
and New Bedford fisheries, said those interests asked, if there 
was an increase on the commodities they shipped, it be held 
to 6 cents a hundred pounds. He said New England fisheries 
operated on a small margin, and retailers as well, and that a 
freight rate increase would make it impossible for the industry 
to develop new markets. 


He also contrasted the revenue a ton to the railroads on 
eggs, $25.58, cheese, $22.06, and canned or packaged food, 
$12.47, with the $25.58 revenue a ton on fish products. Under 
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present rates, and without any increase in rates, he said, fish 
was in a disadvantageous position. 


Shoe Manufacturers’ Position 


The New England Shoe & Leather Association was not 
opposed to further rate increases to the railroads, said Maxwell 
Field, executive vice-president of the association, adding the 
members had confidence in the Commission and knew that, 
if the proposed increases were justified by the facts, the Com- 
mission would permit them to go into effect. 

He said the major concern of the New England shoe manu- 
facturers was the extreme competitive position with manufac- 
turers located outside of Official Territory, in view of the 
differential in the proposed increases. Referring to the action 
of the Supreme Court of the United States, upholding the Com- 
mission’s decision in the class rate case, he said it was his 
understanding the case was based on the principle of “equal- 
izing competition.” That principle, he said, should not be dis- 
turbed by ordering differentials that would have the result 
again of creating unequal competitive conditions. 

Three of the four largest shoe manufacturers in the coun- 
try were not in Official Territory, he said, naming two at St. 
Louis, Mo., and one at Nashville, Tenn. They would benefit 
not only by the lower increase proposed outside that territory, 
he said, but because rates on the raw materials they bought 
would also be lower. , 

The present rate from Boston to San Francisco, on shoes, 
he said, was $6.06 a hundred pounds, and from . Nashville, 
$5.30, while the proposed increase of 38 per cent on the Boston 
rate would result in a rate of $8.36 a hundred pounds, and the 
increase of 28 per cent on the Nashville rate would result in a 
rate of $6.78, increasing the present differential of 76 cents to 
$1.58, “to the detriment of our manufacturers.” 

Having been asked by Commissioner Mahaffie if the actual 
rate, mile for mile, would be higher on New England shoes, 
the witness said there was an actual mileage differential in 
favor of makers outside of Official Territory. 

He said on most of the shoes shipped from New England 
the customer paid the transportation cost, and that customers 
in the west and far west were complaining about the cost of 
shipments from New England as being higher than for the 
same types of shoes from:-St. Louis or Nashville. Also, he 
said, New England manufacturers received the bulk of their 
raw materials from Official Territory suppliers and would pay 
the 38 per cent increase on those shipments. 

“If the Commission, after reviewing the facts, permits the 
railroads to increase their rates,” he said, “we then recommend 
that the Commission undertake to supervise the manner in 
which the eastern railroads will use the revenues they will 
gain from these proposed increases to make certain they will 
improve service and equipment.” 

He continued by saying rail service had been “continuously 
poor,” and that it was not because of car shortages, but be- 
cause of time in transit. He expressed the view that, if there 
was a differential allowed the eastern carriers, the revenue 
from the differential should “go to the eastern railroads, spe- 
cifically those operating in New England.” 

Asked by Mr. Fitzpatrick about the Endicott Johnson 
statement in support of the proposed increases, the witness 
said that company had an integrated plant, tanning most of 
the leather it used and making the rubber items it needed. 

Other witnesses for the shoe industry were Freeman B. 
Small, transportation manager, Douglas Shoe Co., and Carlton 
R. Blades, for Geo. E. Keith Co. Among other things, these 
witnesses said customers of their companies were asking that 
shoes be shipped by express rather than by freight because of 
delays in the delivery of freight shipments. 


Testimony at Separate Hearing 


In addition to the testimony offered on behalf of the dairy 
industry, Examiner Fuller heard R. F. Bohman, for a group 
of machinery manufacturers; J. Cohen, for General Scrap Iron, 
Inc.; J. M. Davison, for the Power Transmission Association, 
and other associations of transmission manufacturers; Alfred 
H. Caterson, Jr., for Regal Petroleum Products, and Renuzit 
Home Products Co. and Radbill Oil Co., and C. A. Pascarella, 
for the National-American Wholesale Grocers’ Association and 
the Tri-State Packers’ Association, Inc. 


Mr. Bohman said the shippers for whom he spoke were 
sympathetic with the railroads and not opposed to any increase 
they could justify, but that the increase, if granted, should 
carry an expiration date of one year. In the interim, he said, 
the Commission should “conduct a running study of the meas- 
ure of these additional revenue return and determine proper 
rates beyond the terminal date under efficient and economical 
management.” 


_ . He said the rails based their increase request on the finan- 
cial showing of the railroads as one national system. That 
being true, he continued, “the petitioners should open up all 
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routes where the mileage will be less than over present estab- 
lished routes thereby cutting down unnecessary circuity and 
thus operate more efficiently and economically.” After citing 
an example concerning the movement of coal from Pennsyl- 
vania Railroad coal mining points to destinations on the Bos- 
ton & Maine, as to which he said, if a route in connection with 
the New Haven were opened, considerable mileage could be 
saved and rates to Gardner, Mass., would be less than at pres- 
ent, he said much traffic was moving from New England to 
western points via the Canadian lines because of better service 
and partly because of lower rates, despite the fact that there 
was, he said, considerable circuity. If the “so-called standard 
lines” would speed up their service, he added, “much of this 
on traffic would move via the American standard 
ines.” 

He continued by saying the service on less-than-carload 
traffic was “atrocious” at present because of delays at desti- 
nation points because of failure of pick-up and delivery service 
to operate promptly. He said he had traced shipments from 
Greenfield, Mass., to Chicago, ‘‘and have found that LCL traf- 
fic lies around freight houses from a week to two weeks be- 
fore delivery is made.” Such service was not worth the price 
being paid today, he said, “let alone an increase of 38 per cent 
as is being sought... .” 

His suggestion for an expiration date on increases in Ex 
Parte 166 he based on the fact that there were a number of rate 
increase cases pending before the Commission, probably to be 
decided in 1948, and which might result in substantial increases 
in revenues. He said it was highly probable the sum total of 
the increases sought, if granted, might result in more revenue 
than the carriers estimated. 

‘ He said it was highly probable transportation costs would 
become so high that localization of industry would follow and 
the tendency to ship by privately owned trucks would expand. 
Decentralization of industry had already begun, he said, citing 
furniture, toys, and sportswear. Increased freight rates would 
stimulate further decentralization of industry, he contended. 

Mr. Bohman also suggested the Commission give considera- 
tion to a dual set of rates, one scale to cover station-to-station 
rates and the other an all-inclusive scale, including pick-up and 
delivery costs. A situation under which shippers at 30 per cent 
of the B. & M. stations enjoyed pick-up and delivery service, 
while it was not provided at 70 per cent of the railroads’ sta- 
tions under the same rates, should be corrected in this proceed- 
ing, the witness said. 

After saying rail service was ‘‘extremely poor’; that delays 
increased per diem charges, handling costs, switching, and the 
opportunity for loss and damage, increasing the railroads’ op- 
erating costs, Mr. Bohman said it seemed to him before the 
railroads were heard to complain,. they should “come. before 
the Commission with a record of efficient and economical han- 
dling of freight hauled by them.” He said he understood this 
to be a requirement under the interstate commerce act, and 
concluded by saying that “shippers cannot tolerate present in- 
efficiency much longer nor can they stand the fantastic increases 
being sought under the many proposals now pending before 
the Commission.” 


Mr. Cohen, speaking only for his company, General Scrap 
Iron Co., of East Providence, R. I., said the company favored 
increases to the extent necessary for the railroads to make a 
profit, but suggested no measure of increase. 


Transmission Group 


Mr. Davison, for the Power Transmission Association, the 
Multiple V-Belt Drive Association, and the Association of Roller 
and Silent Chain Manufacturers, summed up the position of 
those groups as follows: 


Whatever increase in freight rates is allowed, should be the same 
in all territories, so that all traffic may move freely and all producers 
may continue to reach all the markets to which they now have access. 

Whatever percentage increase the Commission finds necessary 
should apply uniformly -to all commodities and all classes alike— 
straight across the board, so that manufacturers will not be required, 
as in past adjustments, to pay so greatly increased a share of the 
transportation burden. 


He said the manufacturers who made up the three asso- 
ciations had not entirely adjusted themselves to the increases 
made effective in 1947, “but we can see that if all the increases 
asked for in the cases now before the Commission are granted 
in full measure, our average increase in less-carload rates will 
exceed 100 per cent over the rates in effect June 30, 1946.” 

He asserted that, when the 10 per cent emergency increase 
was being considered, Dr. Julius Parmelee, head of bureau of 
railway economics of the Association of American Railroads, 
had said the railroads as a whole would not operate “in the red” 
for 1947 if the emergency increase was not granted, but that 
railroads profits would be inadequate. Mr. Davison continued 
by saying “that our railroads must have sufficient revenue to 
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enable them, under efficient management, to provide adequate 
service to meet the many and varying needs of commerce, is a 
matter of elementary economics.” 

All of the rate increase proceedings pending before the 
Commission, including Ex Parte 166, were part of what should 
be one adjustment, he said, and that it was the opinion of the 
interests he represented, that no one of them could be decided 
without giving consideration to all the others. The proceedings 
involving minimum charges pick-up and delivery services could 
await the result of further study by the Commission, the rail- 
roads, and the shippers, he said, adding that studies might re- 
veal the issues in those proceedings had been met. 

Since the cases involving less-carload rates had. been in- 
augurated prior to Ex Parte 166, he said, it was believed the 
Commission would find the increases to be granted in the latter 
proceeding would adequately provide for the needs of less- 
carload traffic, and the increases asked in No. 29770, Increases, 
Less-than-Carload Rates, Official Territory, and I. and S. 5502, 
L. C. L. Exception Ratings, Official Territory, were unnecessary. 

Less-carload rates were the highest of all freight rates, 
he contended, and had been given the full measure of each 
percentage increase granted. He said those rates were “already 
burdensomely high in cents per 100 pounds.” 

“Tf all the increases proposed in the several dockets now 
before the Commission are allowed in full,” he said, “less car- 
load traffic must diminish, since less-carload rates will be too 
high to move ordinary stock shipments to distant points, and 
small business will be further localized.” 


Petroleum Products 


Alfred H. Caterson, Jr., appearing for Regal Petroleum 
Products Co., of Philadelphia, said the company was seeking 
the same level of rates on waste oil as applied to crude oil and 
residual fuel oil, Class 26, weight 7.4 pounds a gallon. He said 
the value of petroleum waste oil before reclamation or re-refin- 
ing was extremely low, and lower than the lowest grade of 
petroleum, crude oil. If the waste oil was to move at all, he 
said, it must move at a low basis of rates, for one reason be- 
cause the carriers received revenue on the entire weight, but 
only half of that on which transportation charges were paid 
could be utilized by the industry. : 

Speaking for Renuzit Home Products Co. and Radbill Oil 
Co., of Philadelphia, Mr. Caterson offered a study “showing 
aggravated effect of difference in territorial rate increase on 
competitive southern refined petroleum business.’”’ He compared 
proposed Ex Parte 166 carload rates on refined petroleum in 
packages from New Orleans, La., and from Philadelphia to a 
number of points. To Chattanooga from New Orleans, he said, 
the proposed rate would be 72 cents a hundred pounds, while 
from Philadelphia to Chattanooga, the rate would be 90 cents. 
He also showed comparative rates to competitive Western 
Trunk Line markets. 

He said the Commission in prescribing carload rates on 
refined petroleum products should disregard its decision in Ex 
Parte 162 and “revert back to that followed in all prior cases 
including Eastern Petroleum Case, 171 I. C. C. 286, and accord 
same basis of rates when shipped in tank cars or in packages 
to all kinds of high-grade refined petroleum products, including 
petroleum lubricating oil, greases and petroleum oil, NOIBN,” 
subjecting all kinds of refined petroleum products either in 
tank cars or packages in carloads to six cents maximum in- 
crease over June 30, 1946, rates, plus a uniform maximum in- 
crease a 100 pounds in tank cars or packages in Ex Parte 166, 
“four cents being our suggestion.” This, he said, would make 
a maximum increase of 10 cents since the 1946 date. 


Groceries 


Mr. Pascarella, speaking for wholesalers and processors of 
food products, maintained that prices of many food commddities 
had declined in the period since January 1, as the result of 
consumers’ resistance to higher prices. He said this resistance 
became manifest after the January 1 interim increase went 
into effect, that the volume of wholesale business “consider- 
ably declined” after that date, and the inventory and volume 
losses absorbed by the wholesalers and processors “from Janu- 
ary 1, 1946, and September, 1947,” were considerable. He said 
their price structure remained “in a rather volatile and delicate 
state” and for the next six months prices would be “most sensi- 
tive to unfavorable influences.” 

Based on the experience after January, 1947, he said, “we 
are most apprehensive that we shall experience another down- 
ward pressure on food prices, should the Commission grant the 
railroads the increase sought in this petition.” Therefore, he 
said, while sympathetic to the carriers’ needs, “we find that 
those needs should’ be met by increasing rates on such com- 
modities which have been constantly increasing in prices and 
which have not felt the impact of consumers’ resistance and 
whose price structure can better absorb such an increase.” 

Any further falling off in consumer demand for food prod- 
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ucts, caused by the addition of increases in freight rates, he 
asserted, would be reflected in reduced tonnage to an extent 
that the benefits the railroads expected to be obtained would be 
lost. 


Verified Statements 


A verified statement offered by J. M. Carey, for National 
Gypsum Co., was rejected on objection by Mr. Fitzpatrick that 
Mr. Carey was not present for cross-examination. 

In addition to the verified statement filed on behalf of the 
Endicott Johnson Co. (see Traffic World, Nov. 29), the following 
were filed: 

For Charles L. Campbell, president, Connecticut Light & 
Power Co., Hartford, Conn.; Fletcher Burton, president, Curran 
& Burton Coal Co., Providence, R. I.; Joseph Olney, treasurer, 
Eastern Coal & Oil Co., Providence; and A. F. R. Cook, traffic 
manager, Ludlow Manufacturing & Sales Co., in support of the 
proposed increases. 

Mr. Campbell supported the increase for the New Haven, 
saying that, unless the railroad was permitted to earn a fair 
return on the reorganized capitalization, “it means another 
bankruptcy some few years hence.” He said it would be wiser 
for his company to pay the increase in expense than to have 
the service fail. Mr. Burton and Mr. Cook said such increases 
as the Commission deemed necessary should be granted, while 
Mr. Olney said he believed the petition for increased rates was 
fully justified because of the increasing costs of materials and 
supplies, and wage increases. 


Statements in Opposition 


Herbert W. Moore, executive secretary, Maine Potato 
Growers and Shippers Committee, Inc., said the Maine potato 
industry had been dealt a severe blow by the State Department 
“when the latter granted sweeping concessions to the Canadian 
government by increasing their quota of export potatoes to the 
United States by 1,000,000 bushels and by reducing the duty 
substantially.” With cheaper transportation by water available 
to Canada, he said the change placed the Canadians in a most 
advantageous position in eastern seaboard markets on which 
Maine relied largely for its customers. Further to saddle the 
Main industry with an increased rate at this time might prove 
disastrous, he said. . 


John D. Mummert, general traffic manager for John W. 
Eshelman & Sons, Lancaster, Pa., asked denial of the railroads’ 
petition insofar as it related to rates and charges paid by the 
company. He said his company, a maker of mixed livestock and 
poultry feeds, would have its transit charges increased, although 
competitors at named points paid no transit charges whatever. 
He also protested the 38 per cent increase proposed on grain 
and grain products in Official Territory ‘‘and the obvious in- 
equalities resulting therefrom.” 


Donald O. Moore, on behalf of the Chamber of Commerce 
of Pittsburgh, also opposed the greater percentage increase 
sought in Official Territory. A resolution passed by the chamber 
said, while recognizing the need for increased rates, it opposed 
granting a greater percentage in that territory than might be 
found necessary for the country as a whole, or for other sec- 
tions of the country. 


Limitations Asked 


Evan H. Jones, president, Apothecaries Hall Co., New 
Haven, Conn., maker and distributor of fertilizer and mate- 
rials, and: other commodities used by farmers, supported a 
basis of rates that would produce, under efficient operation 
and proper maintenance, a reasonable rate of return. He asked 
the Commission to treat “with its traditional leniency” any 
increase in rates on fertilizer or fertilizer materials and other 
commodities used in treating soil, and on cottonseed meal or 
cake. He suggested an increase of 10 per cent, subject to a 
maximum of 3 cents a 100 pounds or 60 cents a net ton. 

John E. Bresette, traffic manager, C. M. Cox Co., Boston, 
and speaking for the New England Millers and Shippers’ As- 
sociation, said that group took no position as to the measure 
of the increase sought, but said any increase of rates applicable 
to mixed feed should not be greater than that prescribed for 
application to grain and grain products. He said they desired 
to lend their support to the contention of the grain markets 
as to the need for equalization of both gateways and markets, 
as well as uniform increases on grain, grain products and grain 
by-products. Any increases found justified, he said, should be 
made proportionally uniform throughout all territories. 


_ R. H. Goebel, secretary, Rubber Manufacturers’ Associa- 
tion, Inc., offered two statements. One statement said the gen- 
eral increases sought in Ex Parte 166 were merely part of a 
pattern that, when viewed as a whole, “presents a serious 
aspect.” He said a culmination of the complete pattern, par- 
ticularly as to Official Territory lines, would either produce 
additional revenue greatly in excess of carriers’ actual needs 
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or would divert traffic in an important measure to private or 
other carriers. 

In his second statement, he asked that any increase on 
butadiene be limited to the increase that might be granted on 
petroleum and petroleum products. For carbon black, he asked 
denial of the full increase asked, that any increase authorized 
be in cents a 100 pounds, and that any increase granted be 
= greater than that authorized on ground limestone a sul- 
phur. | foe 

No increase should be granted on scrap rubber, he by 
as if the increase sought were granted the result would be 
“nothing short of disastrous to both the scrap rubber and rub- 
ber reclaiming industry.” 

Rates on clay, he said should be limited in increase by a 
maximum of 30 cents. a ton, the maximum proposed by the 
railroads on other low-grade, heavy-loading commodities. 

B. G. Herr, secretary of the transportation and traffic com- 
mittee of Raybestos-Manhattan, Inc., said his company must 
meet keen competition in Ohio, Michigan, Indiana, Illinois, 
Missouri, Iowa, and Wisconsin from manufacturers in Ohio, 
Indiana, and Illinois, and that constant increases in transpor- 
tation costs would so affect his company’s cost as to jeopardize 
its ability to do business in the area mentioned. In addition, 
he said, the company’s competitive position was further jeop- 
ardized by the pending increases in No. 29770, Increased Less 
Carload Rates, Official Territory. He asked the Commission’s 
consideration of those facts. 


Publishers and Newsprint Men Testify 


The board of directors of the American Newspaper Pub- 
lishers Association had directed that the association oppose the 
proposed increases in Ex Parte 166, said R. A. Cooke, manager 
of the traffic department of the association. Those increases 
would apply to newsprint paper originating in the United States 
and Canada, he said, and that the association had serious doubts 
the proposed increases would result in increased revenue. 

The newsprint traffic, he said, was “peculiarly susceptible” 
to other forms of transportation than rail. In support of the 
potential diversion to water carriers, Mr. Cooke offered an 
exhibit showing the capacity of the principal newsprint mills 
in the U. S., Canada, and Newfoundland located on or adjacent 
to water transportation, together with the number of news- 
papers published in those cities and the average number of tons 
of newsprint used annually. The proposed increases, he said, 
would accelerate the present diversion from all-rail routes to 
water-and-rail and all-water routes wherever they could be 
used. 

There were 191 newspapers located in 83 cities of the U. S. 
on or near water transportation, and they used about 2,534,120 
tons of newsprint annually, he asserted. He said his exhibit 
showed that about 23 per cent of the total membership of the 
association used about 53 per cent of the newsprint paper con- 
sumed by all newspapers “that can be moved direct from the 
mill to the point of consumption by water.” The largest con- 
suming centers, he said, were located in states bordering on the 
Atlantic, Gulf and Pacific coasts, the Great Lakes, and the Mis- 
sissippi and Ohio rivers, with the largest newspaper tonnage 
concentration in Trunk-Line and C. F. A. territories. 

Another sheet of his exhibit, he said, showed the increase 
in rates a 100 pounds on newsprint from Canadian Grand Mere 
(basic group) to representative points in those territories, from 
1926 to date, and with the proposed Ex Parte 166 increases. 
He said the average rate in effect in 1926 to the destinations 
shown was $7 a ton, rising to $10.40 as a result of the decision 
in Ex Parte 162, and, under the Ex Parte 166 proposals, in- 
creasing to $14.40 a ton. 

As to possible diversion, Mr. Cooke said he wanted to 
emphasize that the great bulk of the diversion would occur with 
regard to newsprint from Canadian points from which news- 
print could be moved by water in vessels of foreign registry 
under charter arrangements and without regard to the rates of 
common carrier coastwise steamship lines. After discussing 
estimates of possible diversion, he said it would primarily affect 
the Official Territory carriers “who allege that they are most in 
need of additional revenue.” He asserted that statements made 
by the mlils in Ex Parte 115 as to diversions of traffic had 
actually occurred and “even in greater quantities than we had 
predicted.” Later he said the possibilities of diversion were 
not confined to points located on navigable waters because, he 
said, more and more newspapers had found it advantageous to 
have newsprint shipped to some lake or ocean port and moved 
by truck “sometimes very substantial distances.” 


A. E. Wardwell, counsel for Great Northern Paper Co., 
also testified as to newsprint, offering an exhibit showing paper 
mills that had “gone off newsprint” since 1939 and mills with 
usual or possible water transportation, as well as an exhibit 
tracing the rate history on newsprint to show what he called 
the “handicap” of percentage increases since 1938. 
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Asked by Commissioner Mahaffie if he cared to suggest a 
minimum increase, Mr. Wardwell said 20 per cent, with a $2 
maximum, would give the carriers more than half of what they 
were asking. 

Automobile Rates 


Eight witnesses appeared to testify for automobile manu- 
facturers who complained that rates made at assembly plants 
of General Motors and Ford were discriminatory as against the 
rates they paid at their manufacturing plants in Detroit, Mich., 
Kenosha, Wis., South Bend, Ind., and Toledo, O. The witnesses 
were: Mr. Ussery; A. Van der Zee, vice-president and director of 
sales of Chrysler Corporation; M. J. Brennan, director of traffic 
for Chrysler; A. M. Wibel, vice-president, Nash-Kelvinator Cor- 
poration; L. M. Schwartz, general traffic manager for Nash- 
Kelvinator; Dewey Collins, traffic manager, Packard Motor Car 
Co.; C. C. Mayhew, representing the director of traffic for Stude- 
baker Corporation; and F. Allen, traffic manager, Hudson Motor 
Co 


In his opening statement, Parker McCollester, representing 
those automobile manufacturers, and Willys-Overland Co., said 
the auto makers took no position on the claim of the railroads 
that they needed additional revenue, and, except for rates on 
new automobiles, did not oppose the carriers’ application to 
increase rates if they established their need for revenue. He 
said the auto makers offered no opposition to increased rates on 
coal and many inbound materials shipped to their plants, or to 
increases on rates on automobile parts, on which, he said, they 
paid millons of dollars in freight charges. 

He said their position was directed against the 38 per cent 
increase in rates for the transportation of new automobiles and 
their evidence would be directed to showing that present and 
former rates on new automobiles were so discriminatory and 
prejudicial to them, and preferential of General Motors and 
Ford that they did not offer a proper basis for a general in- 
crease; that, beginning with the “unjust, discriminatory and 
prejudicial rate structure,” the addition of the 38 per cent 
increase would greatly enhance “the injustice, discrimination 
and prejudice, especially when it is to be imposed on top of a 
prior large percentage increase which aggravated the previous 
discrimination;” that, in the south and west, the discrimination 
would be exaggerated by the proposal to increase rates only 28 
per cent while increasing “ours to common markets,” 38 per 
cent; and that, in order to minimize the consequences of the 
alleged unjust rate situation, the manufacturers he represented 
had all been forced to ship a large proportion of new automo- 
biles by other modes of transportation, and the diversion would 
be stimulated by the proposal. 

Mr. Ussery offered four exhibits which he said showed the 
lower rates from G. M. and Ford assembly plants than from the 
“primary plants” at Detroit, Kenosha, South Bend, and Toledo, 
and discussed a number of examples, showing differences as 
of June 30, 1946, January 1 and August 22, 1947, and the dif- 
ferences that would result under the Ex Parte 166 proposal. 

In answer to a series of questions by Commissioner Mahaffie 
as to the effect of rate differences in view of the fact that deal- 
ers paid the freight rate from Detroit, so that the price paid 
' by the buyer of the car was not affected, Mr. Van der Zee said 
it was a matter of competition between dealers and between the 
factories, and Mr. McCollester interposed that the difference in 
rates affected the trade-in allowance the dealer could make, 
which the witness said was very important. His testimony, and 
' that of the other witnesses was directed to the points enu- 
merated by Mr. McCollester in his opening statement. 


Iron and Steel Increase 


Thomas F. Lynch, counsel for United States Steel Corpora- 
tion, in introducing his witness, said the evidence to be offered 
would be directed to justifying the 10-cent maximum proposed 
' on iron and steel, and said the clients he represented would 
' have no objection to the setting of a maximum increase on 
’ aluminum and copper and brass articles. 


His witness was Jacob W. Hoover, general traffic manager 
| for Carnegie-Illinois Steel Corporation and National Tube Co., 
_ who said he appeared also on behalf of American Steel & Wire 
' Co., Columbia Steel Co., Geneva Steel Co., and Tennessee Coal, 
Iron & Railroad Co., all wholly-owned subsidiaries of U. S. 
Steel. 
“Basically, it is the view of the companies for which I ap- 
pear that any increase in freight rates on iron and steel articles 
' should be made by flat or horizontal increases, rather than by 
percentages,” he said. “It is our position in this proceeding that 
increases in the rates on iron and steel articles, if made by the 
percentage methods, should be limited to a maximum amount 
_ per one hundred pounds, or per net or gross tons as rated, as 
proposed by the carriers, in order to: (1) Limit further dis- 
‘turbance in competitive relationships among producers and 
producing points if iron and steel products; (2) continue to 
make available competitive sources of steel supply to the various 
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consumers; (3) limit disturbance in the competitive relation- 
ships as to the cost of steel between the various consumers; 
(4) provide revenue to the railroads adequate for maintenance 
of an efficient transportation system.” 

Recognizing the carriers had need for additional revenue, 
he continued, “we offer no objection to the proposal of the 
carriers for increases in freight rates.’”’ He said the companies 
took no position as to the amount to be authorized, but that, 
if the Commission permitted increases less in total amount than 
those proposed by the carriers, the maximum set out in the 
carriers’ proposal for application to rates on iron and steel 
should be correspondingly reduced. He offered a 51-page exhibit. 

He said a survey of transportation charges on raw materials 
and outbound products of the steel industry for 1944 by the 
American Iron and Steel Institute showed estimated charges of 
$872,515,000. Based on the industry’s shipments of 63,234,768 
net tons of steel products to consumers that year, he said the 
transportation charges a ton of finished steel steel product were 
$13.80 a net ton, and that the charges would be higher now as a 
result of the Ex Parte 162 increases. 

After comparing the value of iron and steel articles with 
those of copper and aluminum, he said the assembly of raw 
materials in the manufacture and distribution of iron and steel 
products, according to a recent survey of the traffic of the com- 
panies be represented, showed that for every ton of finished 
steel product moved there was a concurrent movement of more 
than 6 tons of other outbound and inbound commodities. Based 
on this survey, he estimated the rail movement of all commodi- 
ties, inbound and outbound, for the entire steel industry in 1947 
would be “well above 400,000,000 net tons.” 


Rate Comparisons 


Referring to his exhibit, he made comparisons from the 
shortest to longest. distance of 58 actual rates from typical iron 
and steel producing origins to representative destination, 1921 
as against January 1, 1947, and as against those proposed in Ex 
Parte 166. He said the January, 1947, rate was lower than the 
1921 rate in only 8 of the 58 instances and in most of the other 
instances that the January, 1947, rate was substantially higher 
than the 1921 rate. He added that “the arithmetic average of 
the 1921 rates is $8.02 per ton which compares with the arith- 
metic average of the January, 1947, rates of $8.67 per ton, an 
increase of 8.8 per cent.” The arithmetic average of the pro- 
posed rates, he said, was $10.58 a ton, yielding revenue for an 
average short-line haul of 399.8 miles of 26.5 mills a ton-mile, 
which, he said, was 31.8 per cent higher than the similar arith- 
metic average of the 1921 rates. He made these comparisons 
after quoting James H. Aydelott, vice-president of the Associa- 
tion of American Railroads, as saying in a recent speech that 
the present proposal would produce revenues a ton-mile less 
than the 12.75-mill average for 1921. Mr. Hoover said this was 
borne out by a table in his exhibit, and later said present rates 
on finished steel articles were now clearly above their 1921 
level so the industry was bearing a relatively greater portion of 
the total railroad freight bill. He added that “in view of the 
basic position of steel in the national economy, the proposal of 
the carriers to limit the increase to 10 cents per 100 pounds is 
obviously in the public interest.” 


Position of New England Shippers 


William E. Day, manager of the transportation department 
of the Boston Chamber of Commerce, general chairman of the 
New England Advisory Board, and a past president of the New 
England Traffic League, said he believed most shippers were 
disposed to agree to such increases as the carriers could justify 
to the Commission’s satisfaction, in the hope that the quality of 
rail service would be improved. The present quality of the 
service, he asserted, was “generally unsatisfactory,” adding this 
was particularly true as to less-carload freight. He said the 
quality of service was seriously handicapping manufacturers in 
developing satisfied customers. He said 37.6 per cent of the 
traffic originated in New England to November 15 was less- 
carload traffic, as against 13 per cent for the country as a whole. 
He said the present financial position of the railroads had re- 
sulted in a number of economies that were having an adverse 
effect on rail service. He said he observed the opinion among 
the groups with which he had contact that the Commission 
should satisfy itself that the carriers were doing everything they 
might reasonably be expected to do to help themselves. 

Commissioner Mahaffie asked what the Commission should 
have in mind in that connection, and Mr. Day referred to sug- 
gestions made by the late Commissioner Eastman when he was 
railroad coordinator as to the coordination of terminal facilities 
and as to the handling of less-carload traffic. 

The commissioner also handed Mr. Day a series of ques- 
tions he said had been proposed at the Chicago hearing relative 
to interterritorial rates. Mr. Day said he would want to think 
about one of those questions: Should any increases on inter- 
territorial traffic so far as they are greater to and from Official 
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Territory, be effective only for the portion of the movement 
within that territory? As to the other: Should any increase on 
interterritorial traffic, so far as it is greater than on traffic to 
and from Official Territory, be exclusively for the benefit of the 
lines handling the traffic within that territory? Mr. Day replied 
in the affirmative. , 

Commissioner Mahaffie also asked Mr. Day whether a dif- 
ferential that had been maintained since 1921, assuming costs of 
doing business and the price of steel had doubled in that period, 
might be increased. Mr. Day said, in part, there were differen- 
tials in New England, but that they represented disadvantages 
and did not reflect cost factors. He said he thought if there had 
been a differential of 15 cents on shoes, and the price of those 
shoes had doubled, the differential should be reexamined. 

In the course of a prepared statement read by Erwin H. 
Tuthill, traffic manager of the Manufacturers Association of 
Connecticut, he said there was little evidence in the Commis- 
sion’s decisions that New England problems were understood, 
and when the commissioner asked to what decisions he referred, 
the witness said Ex Parte 148 and 162. Later, when he said the 
Commission had given little consideration to ways and means 
of reducing costs or improve rail services, Commissioner Mahaf- 
fie questioned the witness as to what he would suggest. Beyond 
referring to two features introduced by the New Haven, Mr. 
Tuthill suggested nothing further. 


Referring to other cases pending before the Commission 
involving increases in Official Territory, Mr. Tuthill said if any 
increese was “absolutely necessary” it should be granted in 
Ex Parte 166 alone, and should be made subject to an expiration 
date because of the “present inflationary condition.” He also 
said the carriers should be required to improve their service. 


Mr. Fitzpatrick questioned the witness as to a statement 
that, if the carriers were granted the increases they sought there 
would be a lessening of effort on their part to search out other 
methods of saving money. Mr. Tuthill said he felt the carriers 
would have sufficient money if they received the 38 per cent 
increase. He said any organization that did not have sufficient 
money had to “pull in their belts” and save money whereas, 
if it had sufficient money to operate, they might not do so. He 
had previously said he was employed before joining the associa- 
tion by the American Smelting Co., and Commissioner Mahaffie 
asked if that company had been improvidently operated as a 
result of being rich. 











































Rails Again Losing Dairy Products 


W. H. Ott, Jr., for the dairy products industry, offered an 
exhibit in the separate hearing before Examiner Fuller show- 
ing production and movement figures which he said indicated 
that, in prewar years, the railroads generally were not holding 
their own in the movement of dairy products as compared with 
production and were continuously handling a lesser percentage 
of the traffic available. While that trend was radically re- 
versed in the war period, he said, beginning with 1946, and 
“even more prominently in 1947,” that trend had reappeared. 

Taking cheese as an example, with 1928 as the base, he 
said cheese production, based on 9 months, showed an index 
of 290 while, on the same base year, cheese tonnage originated 
as computed from the first three months’ statistics, had declined 
to an index of 147 from a high during the war of 220. He said, 
further, as to the principal cheese and butter originating roads 
in the primary central-western producing territory, the prewar 
trend of a declining percentage of movement by rail was again 
making itself evident. 


He said the exhibit also showed that dairy products, con- 
trary to statements of rail witnesses, had borne its full measure 
of the transportation burden in prior increase cases, particu- 
larly on a car revenue basis, as compared to other individual 
Commodities and commodity groups, concerning which a need 
for _— treatment had been: cited in the Ex Parte 166 
record. 


‘He said the dairy products people took the position that 
the Commission should use the June 30, 1946, rates as a base for 
determining any increase; from that basis they should determine 
the overall increased revenue needs by regions or otherwise 
and apply that basis to all commodities without exception. This 
latter suggestion he supported by contending that this was 
the only equitable basis of increasing rates and if applied it 
could result in a substantially lower percentage of increase 
than had been generally mentioned by the carriers. 










































gestion was followed, it would ask no special treatment. If it 
were not followed, said Mr. Ott, the industry requested the 
Same consideration as other agricultural products or commod- 
Ities, generally asserting that, within the dairy industry, the 
Competitive conditions as between different producing areas, 
and as between different transportation agencies, were of the 
Same general type and just as acute as had been urged for 

















The dairy industry also took the position that if this sug-_ 
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other commodities on which the carriers or shippers requested 
special treatment. 

He said if the Commission adopted the suggestion, and 
assessed contributions to revenue pro rata on all commodities, 
the dairy products interests suggested that within any com- 
modity or industry group the method of making the contribu- 
tion be prescribed as far as possible according to the desires 
and needs of the particular industry involved. 


Union Carbide Position 


F. C. Tighe, assistant to the general traffic manager of 
Union Carbide & Carbon Corporation said the company was 
withdrawing its request for time in which to present testimony, 
and that it would not be the company’s purpose to present any 
testimony in Ex Parte 166. He said the company felt it could 
resolve its rate problems with the carriers, without having the 
Commission act as intermediary. 


Hearing at Ft. Worth Ends 


Hearing in Ex Parte 166, Increased Freight Rates, 1947, 
continued November 25 at the Texas Hotel, Fort Worth, Tex., 
before Examiner Boat, with Frank A. Knight, of the Louisiana 
state commission, sitting as a member of the cooperative panel. 

In cross-examining C. A. Mitchell, of the Memphis Freight 
Bureau, Harry Boe, counsel for Class I railroads, asked whether 
the bureau’s membership included bankers and others who were 
not normally engaged in transportation, and whether they had 
participated in the discussion of Ex Parte 166. Mr. Mitchell 
replied that one banker. had taken part in the discussion. Mr. 
Boe asked the witness whether it were not true that West 
Memphis had a population of only 1500. Mr. Mitchell replied 
that he could have taken Forest City as an example. 

E. P. Byars asked the witness if it were not true that 
Mississippi had allowed both the increases in Ex Parte 148 
and Ex Parte 162 but that Tennessee had not. Mr. Mitchell 
said that was true. 


Citrus Producers Testify 


The prepared statement of J. S.. Massey, traffic manager, 
Texsun Citrus Exchange, Weslaco, Tex., was read into the 
record. Mr. Massey stated that the introduction of general 
increases in rail rates in Ex Parte 123 had produced a gradual 
decline in the percentage of rail shipments by his exchange, 
which had continued through the war years, despite the fact 
that water carriers were out of operation during that period. 
After a low in the 1940-41 season, when the rail carriers hauled 
only 50.7 per cent of the exchange’s shipments, truck-compelled 
rates were published which caused, an upswing in rail loadings. 
However, following the increases in Ex Parte 148 and Ex Parte 
162, the rail shipments again fell, stated Mr. Massey. He 
expressed the opinion that greater losses in revenue to the 
railroads would result from a further increase in rates. 

The statement of D. A. Crossley, Traffic manager, Texas 
Canners Association, Brownsville, Tex., was also copied into 
the record. Mr. Crossley blamed the increased transportation 
costs resulting from Ex Parte 162 for a carry-over of 1,753,796 
cases in storage of canned citrus juices as contrasted with 
only 391,521 in 1946. He added: 


Further illustrative of what will happen if other increases are 
pyramided on those now in effect is the fact that since August 22 this 
year, at which time the Commission, in Docket 29663, authorized a flat 
increase in transcontinental rates on canned goods, such increase being 
applicable to rates from the Valley to Canadian destinations under 
intermediate application provisions of the tariffs, not a single shipment 
of canned vegetables has moved from Valley origins to Canada. 


The witness also complained that his industry was bur- 
dened with rate increases on inbound cans, fibreboard boxes, 
machinery and parts, labels and other miscellaneous upkeep 
and operating supplies. The statement expressed the opinion 
that the carriers were enjoying a substantial increase in revenue 
over prewar years on these commodities, and that further freight 
rate increases would instead of adding to the carriers’ revenues, 
reduce them, because the industry was in no position to market 
its product at higher prices than now in effect. 


C. C. Dehne, Sr., manager, Arkansas Rice Traffic Bureau, 
Stuttgart, Ark., appearing also on behalf of the South Central 
Region National Agrfcultural Cooperative Transportation Com- 
mittee of the National Council of Farmer Cooperatives, said 
that prices received by the farmer-producer had not kept pace 
with the increases received on non-agricultural commodities 
and that, although the farmer was using today more machinery 
because of labor conditions, much of that machinery had in- 
creased 50 or 60 per cent in cost. The farmer-producer, he con- 
tinued, was compelled by sheer necessity to practice extreme 
efficiency and economy, yet this group was called on to bear 
huge increases in freight rates that were not reflected in the 
prices they received for their products. The witness expressed 
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the opinion that millions of dollars being spent on stream- 
lined passenger trains could be put to better use in alleviating 
the freight car shortage. He concluded by saying that farmer- 
producer cooperative organizations. throughout the southwest 
were unable to withstand further increases in their operation 
and protested “most vehemently any further freight rate in- 
creases on products of farm or agriculture, as well as manu- 
factured products the farmer must consume or utilize.” 


Mr. Boe asked whether the witness had anything to offer 
relative to the price of rice. Mr. Dehne replied that, according 
to Department of Agriculture statistics, the price of rice nor- 
mally was about the same as that of corn but that this year 
the price was below that of corn. 


Testimony for Cotton Compressors 


John H. Todd, assistant secretary-counsel, Southwestern 
Compress and Warehouse Association, and Washington repre- 
sentative and assistant general counsel for the National Cotton 
Compress and Cotton Warehouse Association, said that the 
position of the organizations which he represented could be 
stated in three points: 


1: The existing carload rates on cotton should not be increased at 
this time because the present level of such rates, combined with the 
postwar revival of truck and water competition, indicated that further 
increases would divert such a volume of cotton traffic from the rail 
carriers that the net rail revenue on cotton traffic would be decreased 
rather than increased. 2: If any increases. have to be made... such 
increases should not be made subject to a flat maximum because the 
imposition of such a flat maximum... . had in other general increase 
cases resulted in disproportionately great increases in the rates for 
shorter distances, and disproportionately small increases in the rates 
for greater distances. 3: If increases were to be made in the carload 
cotton rates (regardless of whether such increases were subject to a 
flat maximum in cents per hundred pounds, as proposed), no increase 
whatever should be made in the carload rates for short-line distances 
less than 300 miles. Any increases made in the rates for distances 
ranging from 300 miles to 450 miles should be made on a gradually 
increasing scale so that the full increase would not be applied until 
the short-line mileage reaches 450 miles. It had been repeatedly demon- 
strated by experience that, when there was a development of truck 
transportation of cotton diverting cotton traffic from the rail carriers, 
such transportation by motor truck was most profitable, and therefore, 
most intense where the distance involved did not exceed 300 miles. 
However, experience had also demonstrated that, when motor truck 
transportation of cotton developed, such truck competition was never 
confined to the area or to the distance within which it was economically 
sound and profitable. Such competition always extended beyond that 
zone of profitable, economical operation ona scale of gradually de- 
creasing intensity up to distances of approximately 450 miles. 


The soundness of this position was demonstrated, the wit- 
ness asserted, by the 13 page exhibit, which he introduced, 
dealing with rates and movement by rail and truck to the 
Texas ports. 


Mr. Todd said that the position of the groups he represented 
was to hold cotton traffic to rail carriers but that the “approval 
and adoption of the cotton proposals advanced by the rail 
carriers in this case would make our position impossible, be- 
cause the trucking of cotton will become highly profitable in 
and from the area where the greatest increases in rail rates 
are here proposed: namely, for distances of 300 miles and less.” 
He concluded: 


We have substantially limited our presentation in this case to this 
one issue, because the Commission in its decision in Ex Parte 162 
apparently felt that the matter of the ‘‘spread’’ between the cotton 
rates on the various minima was not a proper subject for litigation 
in a general revenue case. It is our opinion, based upon the facts 
which we have presented, that the rail carriers’ revenues will be re- 
duced—not increased—by the cotton proposals which they have made. 

We are voicing no opinion as to how much increase could be made 
in the long-haul cotton rates. We are leaving that to the carriers and 
the Commission; but again, we insist that whatever increase may be 
made should be made percentagewise, and applied to all rates on all 
minima, without the imposition of an arbitrary maximum. 


Bennett Testifies of Increased Trucking 


Alonzo Bennett, vice-president, Federal Compress & Ware- 
house Co., Memphis, Tenn., which, he said, handled 70 per cent 
of the cotton produced in the areas of Missouri, Arkansas, 
Louisiana, Mississippi and Tennessee, where his company’s 95 
plants were located, said he wished to adopt Mr. Todd’s testi- 
mony and apply it to the Mississippi valley region. 


The witness said there was considerable trucking of cotton 
from this region to mills in Alabama and Georgia, even from 
points west of the Mississippi such as Blytheville, Ark. Turning 
to river traffic, he said that the Federal Barge Line had recently 
announced a rate, to be published Dec. 10, 1947, which was 
“worse, by far, than the 2,000 bale rate at $1.00 a bale as this 
only calls for 100 bales on two bills of lading.” He entered in 
the record a copy of the Federal Barge Line tariff (N.-M I. C. C. 
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333) giving a rate of $1.20 a bale between Helena, Ark. and 
New Orleans. 


Spokesman for Cotton Brokers 


M. P. Hamby, traffic manager, Dallas Cotton Exchange and 
Dallas Cotton Shippers Association, urged the carriers to “pro. 
ceed with caution, in view of existing conditions, and only make 
such increases as will actually result in added revenues rather 
than force the traffic to other means of transportation.” 


He directed the carrier’s attention to the fact that, as 
shown by the exhibit he presented, the increased or reduced cot- 
ton receipts by truck at the ports of Houston, Galveston and 
Texas City had followed directly the rise and fall of the level] 
of the rail rates. He noted that, in the 1931-32 season, the trucks 
handled 28 per cent of the cotton received at the three ports 
whereas, after the “truck compelled” rates were established in 
1932, truck receipts immediately dropped to 19 per cent of the 
total. Saying he wished to call the carriers’ attention to a “very 
significant fact,” the witness declared that once a shipper or 
merchant invested a substantial amount of money in trucking 
equipment, he would continue to use that equipment until it 
was worn out, because he could not afford to scrap it, regard- 
less of whether the rail rates were up or down. He said he 
thought the figures for the 1939-40 season, when the trucks 
handled 23 per cent of the total receipts at the three ports, 
offered conclusive proof of this. 


Mr. Hamby called attention to the figures which indicated 
that for the period August 1, 1947 to November 14, 1947, inclu- 
sive, the trucks had handled more cotton into Galveston and 
Houston than the combined truck receipts for the past three 
years, which also represented a much greater volume and a 
greater percentage of the total volume than for the entire 
1942-43 season. The witness urged the Commission to exercise 
great care in granting any increase in the cotton rates “at this 
very crucial stage’ and urged that it only grant such increases 
as the evidence conclusively justified, and then only such as 
would actually result in increased revenues to the carriers, giv- 
ing careful consideration to truck competition in the short-haul 
territory. “At all events,” he said, “no increase whatsoever 
should be made in the rates from the short-haul territory to the 
ports, where experience has repeatedly demonstrated that rail 
cotton traffic is highly susceptible to truck competition.” 


Criticises Todd’s Proposal 


H. B. Cummins, manager, cotton department, Houston Port 
Bureau, said that Mr. Todd’s testimony regarding rates on traf- 
fic within 300 miles of the gulf ports would amount to a “sub- 
sidization” of that traffic, which would be unfair to Arkansas 
and Louisiana traffic, inasmuch as two-thirds of all cotton pro- 
duced in Texas was produced within a 300-mile radius of the 
ports. 


Citrus Growers Testify 


Willis R. Deines, traffic manager, Texas Citrus and Vege- 
table Growers, testified that any further increases in rail rates 
would actually reduce rail revenues from citrus fruits, because 
the industry, could not bear further increases without greater 
diversion to motor carriers. He said that a recent cost study 


had shown that harvesting and packing costs had more than § 


doubled since 1939. He said that increased transportation costs 
could not be passed on to the customers without having the 
effect of bringing about a reduction in the demand for citrus 
fruit. 


In cross-examination by railroad counsel, the witness was 
asked whether or not it was true his product had sold freely 
in recent years. Mr. Deines, in reply, said that many acres had 
been allowed to go to waste because it had not been profitable 
to harvest and pack the whole of the crop. Questioned further 
as to prices on citrus fruit, the witness said shippers had no 
control over the high prices consumers had to pay for the fruit. 
Those, he said, were due “to the tremendous margin received 
by retailers throughout the United States.” 


Vail Mayes, manager, Wallace Fruit & Vegetable Co. 
Edinburg, Tex., testified to increases in motor carrier shipments 
of fruits and vegetables from the Rio Grande Valley by motor 
carrier. He asserted the railroads would be “committing suicide 
if they ask for increased rates on vegetables and citrus fruits 
from the Valley.” 


Questioned by rail counsel as to whether or not it were 4 
fact that, prior to the car, 95 per cent of citrus fruit moved 
without refrigeration, the witness answered that all sterilized 
fruit now moved under full refrigeration, as also did tangerines. 
Oranges, he said, moved under two icings. In reply to question- 
ing by Mr. Butler he admitted that less than 5 per cent of 
Temple oranges required refrigeration. 

In reply to a question from Mr. Boe, the witness agreed 
that most of the motor carrier traffic from the “valley” was 
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handled by itinerant truckers who brought in commodities from 
other states. 
Pine Bluff C. of C. 


The hearing resumed November 26, with the heading of 
the testimony of F. E. Potts, traffic manager of the Pine Bluff 
(Ark.) Chamber of Commerce into the record. He stated that 
continuous percentage increase, without graduated maximum 
increases, had destroyed the relationship between rates from 
the New Orleans group to Pine Bluff and southeastern Arkansas 
points, on the one hand, and rates to southwestern Arkansas, 
Louisiana and Mississippi points, on the other. “Some relief 
must be secured,” he stated, “or other methods of securing 
supplies can be perfected. He underlined a statement in the 
Commission’s report in I. & S. 4807, Sugar from New Orleans 
to Arkansas, reading: “A relation between destination points 
in southwestern and eastern Arkansas appears to have been 
generally observed since January 3, 1933.” 


Speaks for Grain Exchange 


F. O. Holt, assistant traffic manager, Fort Worth Grain 
and Cotton Exchange, testifying on behalf of the exchange and 
the Texas Industrial Traffic League, said that the position of 
those organizations was that there should be no increase in the 
rates on grain and grain products and articles taking the same 
rates moving within Southwestern Territory unless and until 
the Western Trunk Line rates on the same commodities in- 
creased to the level of the Southwestern rates. He introduced 
an exhibit the purpose of which was to show that the level of 
rates on grain and grain products in Southwestern Territory 
would still be higher than those in Western Trunk Line Terri- 
tory should the proposed increases be added to the latter. 

Mr. Boe asked the witness whether or not it were true that 
some member companies of the organizations represented by 
Mr. Holt were opposed to the views he put forth, citing the 
Ralston Co. as one such company. Mr. Leffingwell interposed 
to say that Quaker Oats had voted no to submitting the state- 
ment but that Ralston had not opposed it. 


Clay Products Plants Forced to Close 


Speaking on behalf of the Clay Products Association of 
the Southwest and the Structural Clay Products Institute, E. J. 
Robinett, vice-president and traffic manager, Acme Brick Co., 
Fort Worth, was presented at a witness by E. P. Byars. The 
witness said the companies he represented strenuously opposed 
any increase in the rates on common brick, face brick, drain 
tile, and articles of the uniform brick list, other than refrac- 
tories, as effective just prior to October 13, 1947. Basing his 
principal opposition on the economic condition of the industry, 
the witness said that, while there had been ample business in 
the building field, the clay products industry had not been able 
to capitalize on this due to shortage and inefficient labor, in- 
creased transportation costs, and keen competition from other 
types of building materials. As a result, he continued, clay 
products plants, with but few exceptions, had been forced to 
close or had been completely eliminated from markets other 
than those in the immediate vicinity of the plant. “My par- 
ticular company,” said he, “has been forced to close three of 
its plants due to high transportation costs and to move them 
to within trucking distance of large consuming markets, as an 
expenditure of in excess of $400,000.” 


Mr. Robinett stated that the rising cost of manufacture and 
the “very keen competition” from local producers of cinder block 
and concrete blocks made it impossible to pass on to the pur- 
chaser any increase in transportation cost. Interstate rail rates 
on common brick were now so high in Southwestern Territory 
that less than 5 per cent of it moved by rail, said he. Truck- 
compelled rates in Arkansas in 1933 and in Texas in 1940 were 
cited by the witness to show what the carriers had had to do 


previously to prevent greater diversion to motor carrier traffic. ° 


The witness concluded by stating that the purpose of the 
proposed increase—increased revenue—would be defeated if 
the increases took effect, for the following reasons: 


(1) Trucking areas will be widened considerably from producing 
points, which will divert tonnage now moving via rail, to motor trucks. 

(2) Long haul shipments by rail will decrease because of shippers’ 
inability to absorb the difference in increased rail rates and contract or 
private trucking rates applying from plants located closer to consum- 
ing points. 

(3) Competitive materials, especially cement blocks and cinder 
building blocks, made locally, which do not move via rail, will dis- 
place our materials and further reduce railroad revenues. These pro- 
testants most respectfully urge that the rail carriers’ petition referred 
to herein be denied insofar as it seeks permission to establish. increases 
on common brick and drain. tile, and articles of the uniform brick list, 
other than’ refractories. 


R. W. Robinson, vice-president, United States Asphalt Cor- 
poration, Fort Worth, said his company was not opposed to 


such rail increases on rock asphalt as the Commission might: 
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find justified provided rock asphalt were grouped with sand, 
gravel and other aggregates with which it had to compete. 


Verified Statements Placed in Record 


Examiner Boat announced that the verified statements 
from the following had been placed in the record: 


E. E. Wolverton, general traffic manager, Black, Sivalls & Bryson, 
Inc., Kansas City, Mo.; A. L. Billings, traffic manager, National Tank 
Co., Inc.; R. J. Flannery, traffic manager, Mobar Corporation, Mineral 
Point, Mo.; H. J. Goudelock, executive vice-president, Midwest Coal 
Traffic Bureau, Kansas City, Mo.; J. M. Taylor, assistant traffic man- 
ager, Little Rock Chamber of Commerce. 


Mr. Billings stated that any increases in freight rates au- 
thorized should apply on iron and steel tanks knocked down, 
and tank material, iron and steel, in the same manner as might 
be authorized for application on iron and steel articles inas- 
much as those articles had in the past been generally recog- 
nized as general manufactured iron and steel, and that prior 
to the application of Ex Parte 162 increases they moved at 
the iron and steel rates. 

Mr. Wolverton’s statement also requested the Commission 
to issue an order to the carriers to include in their petition a 
request that tanks K: D. and tank or tank tower material to 
be subjected to the same increases as other iron and steel 
articles listed in item 139. 

R. J. Flannery said that any increase on barite ground ore 
should be set on a flat cents-per-100-pounds, not to exceed 15 
cents over the rates in effect June 30, 1946, from all producing 
points, so that past rate relationships might be restored and 
the damages which his company was absorbing as a result of 
the spread in rate relationship with Mobar’s competitors in 
Malvern, Ark., might be eliminated. He said that the original 
spread of 10 cents a hundred pounds or $2 a ton of 2,000 
pounds over Malvern, had been increased 3% cents or 70 cents 
a net ton by the increases in Ex Parte 162‘and the 10 per cent 
interim increase in Ex Parte 166. This increased spread had 
to be absorbed by his company, said he; it could not be added 
- hs selling cost because of the competition with Malvern, 


Coal Rates of Major Interest to Carriers 


Mr. Goudelock said that the presently authorized tempo- 
rary or interim surcharge of 10 cents a ton on coal exceeded 
percentagewise the increase authorized on numerous other 
commodities, especially for shorter hauls. His statement em- 
phasized that bituminous coal met slight competition from 
other solid fuels but competed with non-solid fuels, such as 
natural gas, fuel oil and electric energy. He stated that in 
Southwestern and Western Trunk Line Territories these com- 
petitive sources of heat and energy were an increasing threat 
to coal. Inasmuch as, excepting fuel oil, these other sources of 
fuel produced no revenue for the railroads, Mr. Goudelock 
observed that transportation costs on coal were of major in- 
terest and concern to the carriers as well as to the coal pro- 
ducers and shippers. 


Statement for Grain Exchange 


__The substance of Mr. Taylor’s statement was that the 
Little Rock Grain Exchange felt that the proper measure of 
Increase on rates on grain and grain products to Louisiana, 
Group 3, was the application of whatever measure of increase 
might be added to the through rates from Kansas City and St. 
Louis, giving attention to necessary combinations of propor- 
tionals and correcting, to the extent possible, previous devia- 
tions from prescribed percentages occasioned by disposition of 
fractions in the proportional rate combination factors. 

His statement concluded: 


It is submitted that the carriers’ proposal as offered. by. Witness. 
Rigg contemplates rates to northern Louisiana and to southern Arkansas 
much higher than the purported 28 per cent.increase which is re- 
quested to the Western District; would impose relationships . between 
southern Arkansas and’ Louisiana not provided in the grain and grain 
products decisions, supra; would disrupt relationships between rates 
to southern Arkansas and to destinations in Arkansas to the north 
thereof, which is also a part of the same grain adjustment prescribed 
by the Commission in grain and grain products; and that the proposal, 
as affecting Louisiana and southern Arkansas, is in contravention of 
the principles and intent of the grain and grain products decisions 
and the requested finding has no place in a general revenue proceed- 
ing. The Commission should not ‘approve the carrier proposal, as it 
affects the Louisiana differentials and rates to southern Arkansas, but 
rather, such increases as may be granted should be applied in accord- 
ance with the principles proposed herein, on behalf of Little Rock 
Grain Exchange. : ; 


Swenson Comments on Rate. Structure 


F. A. Swenson, of Fort Worth, the final witness,. said it 
was beyond his understanding how a_rate structure could be 
“kept on an even keel” when, as a result of the Supreme Court’s 
decision in the class rate case and the application of the 28 
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and 38 per cent increases proposed, rates in the south and south- 
west would become lower than in the east. The witness said 
that the plight of the railroads in Texas was due primarily to 
the existence of two separate regulating bodies. He called at- 
tention to the fact that the Texas commission had not yet 
acted upon the 10 per cent interim increase, “and I don’t look 
for them to take any action.” 

The witness said he could not reveal the names of associates 
who were interested in constructing a feed mill in Fort Worth 
and those of another group who had plans for a new plant 
which would ship and sell volcanic scoria. He said they would 
be unable to proceed with their plans until the Commission 
took action in No. 29846 as well as in Ex Parte 166. 


Portiand Hearing Lasts Three Days 


West coast lumber interests took over the first day of 
the hearing in Ex Parte 166, Increased Freight Rates, 1947, 
November 28, in the Public Library at Portland, Ore., before 
Commissioner Aitchison. William C. McCulloch, representing 
the West Coast Lumbermen’s Association, placed a number of 
witnesses on the stand in support of the general position that 
the industry did not oppose any increase which the Commis- 
sion might find justified, but did urge that the maximum in- 
crease on lumber should not be greater than 50 per cent of 
the percentage increase authorized—18 cents a 100 pounds if 
the percentage increase were 38, 13 cents if the increase were 
= per cent, and a lesser amount if the percentage increase were 
ess. 

K. C. Batchelder, who had testified at the opening hearing 
in Washington, added to his earlier testimony by pointing out 
that in this proceeding the railroads’ proposal was to provide 
a 10-cent maximum on iron and steel, and an 18-cent max- 
imum on lumber, though all were competitive building- mate- 
rials. His 24-page exhibit, No. 1 Portland, indicated that 27.2 
per cent of west coast lumber in 1946 was shipped to Western 
Trunk Line Territory, and 22.6 per cent to Official Territory. 

Cross-examined by Harry Barron, counsel for the western 
railroads, Mr. Batchelder said that the principal competition 
to west coast fir was provided by southern pine, in the east 
and midwest. 


The witness conceded to A. G. T. Moore, representing the 
Southern Pine Association, that there was no fixed rate rela- 
tionship between the south and the west on lumber. 


The witness told O. Kominers, counsel for the Gulf Inter- 
coastal Steamship Conference, that northwest fir competed 
with southern pine in factory and shop lumber, and that the 
Commission should maintain competitive relations between the 
two producing areas lest fir be priced out of the market and 
thus affect railroad revenue adversely. Mr. Batchelder said it 
was normal for the fir industry to ship its lumber green, and 
that the number of drying kilns on the coast was declining. 


Mr. Kominers explained, in answer to James Knudson, 
representing the Department of Agriculture, that the coastal 
steamship lines aimed to bring out in the proceedings that 
competition depended on other factors in addition to that of 
freight rates. It was apparent that the steamship lines also 
favored higher rail rates so that intercoastal water rates might 
be further raised. 


In rapid succession, Mr. McCulloch then presented the fol- 
lowing witnesses: 


R. E. Seeley, vice-president, Sales, Simpson Logging Co., Seattle; 
Warren G. Tilton, Seattle, representing the West Coast Lumbermen’s 
Association and the Pacific Northwest Loggers Association; George T. 
Gerlinger, Portland; H. V. Simpson, Portland, executive vice-president, 
W. C. L. A.; H. A. Gillis, Portland, traffic manager, Western Pine As- 
sociation; R. J. Hogue, Medford, Ore., sales manager, Medford Corpo- 
ration; C. W. Hornibrook, sales manager, Ewauna Box Co., Klamath 
Falls, Ore.; R. J. Blitch, Scotia, Calif., traffic manager, Pacific Lumber 
Co.; A. Larsson, San Francisco, traffic manager, California Redwood 
Association; Frank P. Borden, Tacoma, Wash., traffic manager, Doug- 
las Fir Plywood Association; E. T. Clark, Seattle, Wash., secretary- 
manager, Pacific Northwest Loggers Association; and J. McCann, Seat- 
tle, vice-president, Cosmos Lumber Co., a subsidiary of U. S. Plywood 
Corporation. 


Position of Traffic Committee 


Mr. Seeley quoted the position on the current proceedings 
—— by the W. C. L. A. traffic committee, July 28, 1947, 
as follows: 


That the association employ counsel to participate in this case; that 
increases found justified by the Commission after full investigation 
are not opposed, having in mind application of maximum increases in 
cents pér 100 pounds. to maintain competitive relationships; that, if 
lower percentages in rates are authorized, the maximum on lumber 
must be reduced accordingly; that the maximum increase in general 
_ should not exceed 50 per cent in cents per 100 pounds of increase in 

percentage granted; and that... carriers should be warned that little 


‘ eo lower grades of lumber can move if freight rates reach too high 
a evel, 





TRAFFIC WORLD 


In answer to Mr. Moore, Mr. Seeley conceded that since 
1917 the market for fir had constantly expanded, and the 
southern pine market contracted. 


Effect on Lumber Salvaging 


Mr. Tilton, a logging engineer, described the salvage opera- 
tions now used by the industry, and the advantages to the 
industry and to the nation therefrom. He predicted that the 
volume of raw material salvaged in 1947 would reach a total 
of 730,000,000 board feet or the equivalent of 24,333 cars. He 
presented a table showing that 49 per cent of the product from 
salvaged logs consisted of Nos. 3 and 4 common lumber, low 
grade material which was sold on a price basis alone. Should 
higher freight rates discourage such operations, it would mean 
more logs left in the woods, and a smaller increase from 
forest products in the future, he said. 

Mr. Gerlinger added that freight rates, and the difference 
between rates from the south and from the west, were factors 
in marketing the salvaged lumber. “The relationship of freight 
to the value of the product the controlling factor in its distribu- 
tion,” said he. “This is also a railroad problem, because if we 
cannot market this lumber, the carriers will have 25 per cent 
less to haul from our industry.” 

The industry’s position, stated Mr. Gerlinger, was that it 
objected to a disturbance of rate relationships with southern 
pine, “which disturbs all of our market relationships. We also 
object to a percentage increase.” 

The witness replied to Mr. Moore that “we should have no 
greater increase in cents per 100 pounds anywhere, than does 
southern pine.” He replied to Mr. Kominers that the freight 
rate was the major factor in determining market relationships, 
because “the price f.o.b. mill is so close to costs.” 

Duration of the present sellers’ market would depend on 
rail car supply, he said. “Off and on, waterborne lumber sets 
the price in Official Territory, and if the costs of water trans- 
portation continue below rail, will against set the price there,” 
he said. 

Mr. Gerlinger told Mr. Knudson that an 18-cent maximum 
on west coast lumber would favor southern producers, rather 
than maintain the relationship with southern pine. He criticized 
the coastal water carriers for their alleged obsolete cargo- 
handling methods. 


Competition from British Columbia 


Mr. Simpson’ told the Commission that lumber manufac- 
turers in Oregon and Washington also faced competition from 
Douglas fir produced in British Columbia; that approximately 
80 per cent of western B. C. production was located on or 
closely adjacent to deep water; and that the recent agreement 
to reduce tariffs and excise taxes would leave only a total of 
$1.00 per 1,000 board feet on imported lumber. Foreign ships, 
with lower costs than American ships, would again be in the 
intercoastal trade, and full consideration should be given to 
this — in determining proper American rail rates, 
he said. 

“Anytime the Canadian lumber mills find a better market 
in the United States than they do abroad, they will divert 
their ships here. . . . Lumber won’t be run out of the domestic 
market by newer building materials, but lumber’s market will 
gradually contract because of this competition,” he told Mr. 
Barron. 

When Mr. Moore asked the witness for cost data on the 
production -of fir, Commissioner Aitchison observed that the 
profitableness of the lumber industry has been held by the 
Supreme Court not to be a factor in the reasonableness of 
freight rates. 

Mr. Simpson assured Mr. Knudson that the industry was 
not attacking agriculture and its rates. 


Position of Pine Association 


Mr. Gillis said that the position of the Western Pine Asso- 
ciation was substantially the same as that of the West Coast 
Lumbermen’s Association: “We do not oppose an increase if 
such increases should be found justified, provided always that 
existing rate relationships in competitive territory are main- 
tained. We advocate that any percentage of increase authorized 
in our log rates be limited to not more than one-half of the 
percentage of increase that may be authorized in the rates on 
our lumber.” 

In the so-called 28 per cent areas, the witness urged that 
the maximum not exceed 13 cents a 100 pounds. 


Mr. Hogue testified that his company at Medford, Ore., 
had in the past 12 years developed a considerable market in 
New Mexico, Texas, and Oklahoma, in “keen competition” 
with southern pine lurnber shippers. “Increases in the existing 
freight rate spreads against us and in favor of southern pine,” 
he asserted, “will make it impractical for consumers in the 
southwestern states to continue to buy the common grades of 
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west coast lumber and would force us to abandon this market 
in both select and common grades.” 

Mr. Hornibrook testified that transportation costs were an 
important element of the final delivered cost of the product of 
his box company. “The requested increase of 28 per cent of 
our inbound log freight cost is a serious one,” he said. “It will, 
if granted, undoubtedly further increase the diversion of log 
traffic from the railroads to trucks. . . , Our outbound business 
would be seriously jeopardized in many instances if the re- 
quested rate advance was authorized and published.” 

As an example, he cited the business on box shook which 
his company had developed in Texas since the 1920’s, for ship- 
ment in the late fall and winter months. “This one piece of 
business (which in the past 12 months has amounted to 228 
carloads) has permitted us to keep our entire plant operating 
throughout the quiet winter months. Without it, our plant 
would have been forced to suspend operation many times dur- 
ing the winter months, as has been the case with most of the 
ae have not also participated in this Texas business,” 
he said. 













Position of Redwood Producers 


Mr. Blitch testified that the ‘traffic committee of the Cali- 
fornia Redwood Association had formulated the following po- 
sition: 







We do not oppose an increase in rates which the Commission finds 
is required, and do not suggest whether 28 and 38 per cent general 
increases are correct. If the full general increase is granted, the max- 
imum increase of 18 cents per 100 pounds is too high because of the 
character of the long haul lumber movement, the increases already 
granted and the lower maximum for steel products. A maximum of 
10 cents per 100 pounds, the maximum requested for steel products, 
would be correct if a general 28-38 per cent increase is granted and 
should be correspondingly less if the general increase is less than 28-38 
per cent. The maximum increase for lumber should also apply to other 
lumber products whose rates are based on differentials above or below 
the lumber rates. 













“This statement adopted by the association purposely does 
not purport to support the railroads’ application,” the witness 
added. “There is implicit the condition that our existing com- 
petitive rate relationships in eastern markets must be main- 
tained undisturbed in the process of increasing our rates to 
such extent as the Commission may find justified.” 

Mr. Larsson, traffic manager for the above association, 
added that the association urged the Commission “to give in 
its final decision in this case, so far as rates on lumber from 
the Pacific coast are concerned, the same treatment exactly, 
in respect of any increased rates it may authorize, to all terri- 
tory west of the Indiana-Illinois state line as it will to terri- 
tory described as Western Territory in Appendix 2 of the rail- 
roads’ amended petition. . . . I adopt the testimony of Mr. 
Batchelder, Mr. Gillis, and Mr. Blitch.” 


















Douglas Fir Plywood 






Mr. Borden testified that, in a general way, the testimony 
of the W. C. L. A. covered the plywood industry. Speaking 
also for the stock door industry of the north Pacific coast, he 
said that these manufacturers were concerned that the Com- 
mission prescribe the same maximum in cents per hundred 
pounds on doors and building woodwork as might be pre- 
scribed for lumber; and that the Commission apply the max- 
imum increases to the sum of combination rates, rather than 
to individual factors. 


Mr. Clark, for the Pacific Northwest Loggers’ Association, 
recalled that in Ex Parte 162 the railroads did not apply the 
maximum of 8 cénts a 100 pounds as authorized by the Com- 
mission. “Had they done so, the increase would have been as 
much as 160 per cent in not a few instances,” he said. “The 
maximum increase of 8 cents per 100 pounds on our logs far 
exceeded the 25 per cent the railroads sought. We were will- 
ing to accept on our logs the interim increase of 6 per cent 

ut opposed any additional increase. The railroads increased 
our rates 20 per cent, however... . 

“Tf, in this proceeding, the Commission should decide that 
an increase in rates on our logs is justified, then the associa- 
tion specifically advocates that any such increase be limited to 
the 10 per cent interim increase that became effective on Oc- 
tober 13, 1947, or to not more than 50 per cent of such per- 
centage increase as may be authorized on lumber, whichever 
Is less. . . . Although we approve the general principle of list- 
ing logs in the exceptions proposed by the railroads, we are 
Opposed to the suggested maximum and to the manner the 
railroads have used of listing the same. The railroads propose 
on logs an increase in existing rates within western territory 
of 28 per cent subject to a maximum of 12 cents per 100 
pounds. . . . Any considerable increase in the cost to our ship- 
bers of rail transportation will greatly restrict the rail move- 
ment of logs throughout this region. . . . A considerable in- 
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crease in the cost of rail transportation will tend directly to 
divert more and more of our logs to the motor trucks for 
transportation.” : 

The final lumber witness was Mr. McCann, who said that 
the railroads were today handling not more than 20 per cent 
of the logs from the woods to the plants, and are losing out to 
motor trucks. “If the oilroads’ proposal for a 28 per cent in- 
crease is approved, what is left of this traffic will speedily be 
diverted to motor trucks,” he predicted. 


Pulp Industry 


G. H. Shafer, for the Pacific northwest pulp industry, pre- 
sented one witness, H. T. Stoddard, Everett, Wash., traffic man- 
ager, Soundview Pulp Co., who presented an exhibit proposing 
the following maxima on woodpulp: 


If 38 per cent increase is granted, a maximum of 18 cents per 100 
pounds; if 33 per cent, 15 cents; if 25 per cent, 12 cents; if 20 per cent, 
9 cents; if 15 per cent, 7 cents; and if 10 per cent, 5 cents. 


There had been substantial imports of woodpulp from 
Sweden in recent years, he said, amounting to 387,827 tons in 
the first nine months of 1946, and to 435,536 tons in the first 
nine months of 1947. “Woodpulp produced on the Pacific coast 
must go long distances to market,” he summarized. “Our freight 
rates are higher than our competitors’. A straight percentage 
increase would result in a difficult position for us, and we 
recommend limiting the maximum as suggested.” 

He said the pulpwood industry took the same position as 
the Pacific Logging Association. In reply to Mr. Barron, Mr. 
Stoddard said that the area east of Chicago took 75 per cent 
of his industry’s product. 


California Canners 


The last witness November 28 was Irving F. Lyons, of San 
Francisco, appearing for the Canners’ League of California, as 
chairman of the league’s traffic committee. Mr. Lyons prefaced 
comment on his 27-page exhibit with the observation that the 
California canning industry suffered three disadvantages: Large, 
unfavorable freight differentials, substantially higher wage 
scales, and higher raw materials prices. His exhibit purported 
to reflect these conditions. 

The exhibit showed that, as of June 30, 1946, the differ- 
ential to Chicago from Oakland, Calif., and from Fayetteville, 
Ark., on canned foods was 44 cents in favor of Fayetteville; at 
present, 67.5 cents; and under the carriers’ amended proposal, 
79 cents. 

The exhibit showed that, while freight rates had increased 
38.2 per cent since June 30, 1946, and would, under the rail 
proposal, be up 73.5 per cent, the average price of fruit cocktail 
since O. P. A. ceilings were removed in 1946 had increased only 
5.4 per cent; of tomatoes, only 1.1 per cent; of asparagus, had 
declined 5.1 per cent. 

Finally, it was shown that the estimated revenue increase 
that had accrued to the rails since June 30, 1946, on canned 
foods from the Pacific coast to transcontinental territory, was 
$16,692,570; that the additional increases sought would be $12,- 
701,813, for a total of $29,394,383. 

The position of the canning industry of California, he con- 
cluded, was that, if the Commission granted the increases 
sought, the competitive situation be considered, and the same 
principal preserved on canned foods as in the Commission’s 
decisions in Ex Parte 162 and in No. 29663; that, if the Com- 
mission should grant the carriers’ request, a maximum incre*se 
in cents per 100 pounds be named to any increases on canned 
foods; and that the maximum prescribed should not exceed any 
maximum prescribed for other competing food products such as 
fresh foods and vegetables. The carriers should be ordered to 
increase absorption charges, he stated. Mr. Lyons asked the 
Commission to keep in mind that the 3 per cent excise tax on 
transportation had aggravated the difficulties for west coast 
canners. 

The November 29 session began with cross-examination of 
Mr. Lyons. To Mr. McCulloch’s question, if rail rates on canned 
goods should be increased the full amount sought, will canned 
goods continue to move in undiminished quantities to the same 
destinations, Mr. Lyon replied: “The sales executives of the 
canning companies, in their verified statements, say they don’t 
believe so, nor do I.” 

(The statements of the sales managers, referred to, were 
substantially the same as those entered by them in docket No. 
ictal Intercoastal Water Rates vs. Transcontinental Rail 

tes. 


When Mr. Kominers proposed that part of the record in 
No. 29663 be made a part of the record in the Ex Parte 166 
case, Mr. Barron objected on grounds that the former was a 
rate case, the latter a revenue case. Mr. Kominers stated to 
Commissioner Aitchison that “we are protesting against some 
of the maximum proposed. We believe market competition can 
be proved not to exist, and is no excuse for the making of rates. 
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We oppose the position of the Canners League, and are wholly 
in accord with the railroads.” 

There followed brief cross-examination of the various lum- 
ber witnesses presented the previous day by Mr. McCulloch, in 
the course of which Mr. Gillis replied to Mr. Knudson that “we 
could use a lot more box cars. We are loading flat cars now 
with lumber, building complete boxes over the cars.” 


Insulating Wallboard 
-P. F. Brady, of Portland, appearing for the insulating wall- 
board manufacturers of the Pacific northwest, adopted the testi- 
mony presented by representatives of the Masonite Corporation 
before Examiner McGrath at Chicago, and requested that any 
increases on wallboard be held to the same percentages and 
maximums applying on lumber, plywood and veneer. 


Sugar Testimony 


Lowe Siddons presented statements from J. R. Copeland, 
assistant traffic manager, Holly Sugar Corporation, Colorado 
Springs, Col.; R. F. Walker, traffic manager, Spreckels Sugar 
Co., San Francisco, Calif., and J. R. Breslin, general traffic man- 
ager, California & Hawaiian Sugar Refining Corporation; and 
F. J. Rebhan, traffic manager, American Crystal Sugar Co., 
Denver. Mr. Copeland’s statement was representative, declaring 
that his company was not opposing the increases proposed by 
the carriers on sugar, but was opposing the proposed increases 
on sugar beets, limerock, and beet sugar final molasses shipped 
from a non-steffens beet sugar factory to a steffens beet sugar 
factory for further refining. 

Mr. Siddons replied to Mr. Knudson that the Commodity 
Credit Corporation has guaranteed the farmer a price for his 
beets in 1947, and that, consequently, the farmer did not have 
to pay the freight to the factory; but that in 1948 such freight 
costs would have to be borne jointly by the grower and: proces- 
sor. The witness said that state commissions in Minnesota, 
Iowa, Kansas, Nebraska, South Dakota, Utah, and Idaho had 
refused to grant intrastate increases on sugar beets to corre- 
spond with the interstate increases granted in Ex Parte 162. 


Mountain Pacific Testimony 


Lyle Iversen, assistant attorney general for the State of 
Washington, presented a number of witnesses on behalf of 
the Mountain Pacific states, first of whom was Paul Ravelle, 
Olympia, Wash., director, State Department of Transportation. 
The witness said that no state would be so affected by the pro- 
posed rate increases as will Washington. “Because of the war, 
and the development of the Grand Coulee and Bonnerville dams, 
our opportunity for industrial development has been enhanced,” 
he said. “We are opposing the proposed increases, and don’t 
feel the carriers should be given the full amount asked on a 
percentage basis. We ask the Commission to consider Wash- 
ington’s position from two standpoints, that of our geography 
(further from our markets), and from the needs of the four 
railroad lines running into our state.” 

The witness told Mr. Knudson that the state of Washington 
granted the 10 per cent interim increase on October 11, 1947, 
following action of the Commission. 

L. H. Douglas, of Portland, assistant regional forester, Bu- 
reau of Forest Service, Department of Agriculture, testified that 
the number of sheep using the national forests in Oregon had 
fallen from 418,128 in 1940 to 225,580 in 1946. If the trend in 
the reduction of sheep in the Pacific northwest were not ar- 
rested, he asserted, it would drastically affect the region’s 
economy, because much of the grass, hay and grain crops were 
marketed through sheep during normal times and had no ready 
market elsewhere. 

The next witness, Dr. Dan H. Mater, of Portland, economist 
representing the states of Oregon, Washington and Idaho, said 
that he favored the carriers’ receiving a better net return than 
they had in the past 26 years, because without a healthy trans- 
portation system, the economy could not remain healthy. He 
said the estimated 1948 net return to the carriers of 5.58 per 
cent was not unreasonable, with certain qualifications, his prin- 
cipal objection being that the present was not the right time 
materially to improve the net return to the railroads. The aim 
in arriving at any percentage increase should be to improve the 
economy of the carriers and of the country, he added, asserting 
that percentage rate increases should decrease with increasing 
distances. 

The western railroads, from 1921 to 1941, made net returns 
below the U. S. average, but for the past five years had ex- 
ceeded the national average, whereas the exact opposite was 
true of the eastern railroads, stated Dr. Mater. Speaking of 
the higher rate increases proposed for Official Territory, the 
witness declared that “the program of European relief seems 
to be extending as far west as the Mississippi River.” 

Mr. Mater’s exhibit showed that the four northwest rail- 
roads operated 14.88 per cent of the total Class I national rail 
mileage, and in 1946 received 22.92 of the total net rail income. 
Parts of his exhibit consisted of an ingenious attempt to 
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correlate population figures with rail freight rates, to show 
the comparative rate disadvantage of the Mountain Pacific 
states. Commissioner Aitchison observed that these sections 
of the exhibit were fallacious in that they were based on first 
class rates, which moved little of the traffic in the territory, 
Commissioner Aitchison recalled that the class rates in each 
of the Pacific states were originally set by the -state commis. 
sions, and later integrated with the nation’s class rate structure, 

The exhibit showed that the carload tonnage originating 
in Mountain Pacific Territory, destined for Official Territory, 
for November, 1946, was 2.5 times as important in revenue as 
it was in tonnage. 

The witness concluded by asserting that, on the basis 
of costs, traffic between Mountain Pacific and Official territories 
should not pay the same increase as between other territories 
and Official Territory. ‘Our territory is paying through the 
nose on transcontinental traffic,” he declared, and suggested 
that the percentage increases should be just one-half of those 
proposed by the railroads, 19 per cent in Official, and 14 per 
cent within the others, adding: 






















We have already experienced an uncomfortable degree of inflation, 
It is of no benefit either to the economy or to the carriers to try to 
improve the net position of the railroads beyond the 26-year average, 
To bring them back to that average can be done by granting one half 
of the 38-28 percentage increases sought. When normal times do appear, 
I shall be the first to say, ‘‘Let’s start improving the net position of 
the railroads.’’ 
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Sheep Producers 
W. H. Steiwer, of Fossil, Ore., a livestock producer, was 


the next witness. He declared that the sheep business could 
not stand an increase in freight rates at this time, adding: 
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Any increase in freight rates would come out of my pocket. A 38 
per cent increase in freight rates on wool would mean approximately 
a dollar a hundred pounds more. That would amount to about $550 on 
my wool a year, or 10 cents per head or better on my sheep. The 
average price that I have received for wool during the past 20 years 
is 27.7 cents. One year I got only 10 cents per pound. 


Cross-examined by Mr. Barron, the witness said he shipped 
his wool chiefly by truck and water, and that the railroads 
provided a “standby” service only, so far as he is concerned. 

Ira D. Staggs, of Baker, Ore., another livestock producer, 
stated that the high amount of dirt in western wool is “really 
serious. The average range fine wool will shrink around 60 
per cent in the scouring vats. This means then that on 10,0009; 
pounds of my fine wool shrinking 60 per cent that is shipped 
to Boston, I pay (on the old rate of $2.33) $139.80 to the rail-f; 
roads for hauling to Boston for me 6,000 pounds of dirt, out 
of every 10,000 pounds of wool I ship.” 

The current liquidation of sheep in the area was progress: 
ing all the time, he concluded, and was due to fear of the 
future, fear of the wool tariff (which has just been cut 2 
per cent), fear as to what the railroads might ask for in in- 
creases in the “already high wool rates,” and fear of what 
might happen when the present group of herders, shearers, 
lambers, etc., got too old to work. 

The last witness November 29 was E. L. Potter, of Oregon} 
State College, Coravallis, Ore., who emphasized two points: 


First, that Oregon has millions of acres that are suited only t0 
sheep and cattle and much of this land is much better for sheep thal 
for cattle. Second, that the number of sheep has been reduced in recent 
years to a point where our resources are not being properly utilized. 


Hearing Before Examiner Witters 


At a side hearing, conducted November 28 by Examiner 
Witters at Portland, three witnesses appeared to present testi- 
mony: 


Eugene A. Read, manager, transportation department, Oakland, 
Calif., Chamber of Commerce; A. P. Heiner, general traffic managél, 
Permanente Metals Corporation, Oakland; and Maurice W. Lee, deal, 
school of economics and business, State College of Washington, appeal 
ing for the Columbia Basin Commission. 


Mr. Read said that the position of the Oakland chamber is 
that it does not oppose “increases in freight rates and charges 
in proper proportion to (1) the additional revenue needs of the 
carriers in each of the territories defined in notes 1, 2 and 3 
of Appendix II to the carriers’ petition of July 3, 1947, and (2) 
the amount of transportation performed by the respective cal- 
riers in each of the said territories.” 


Aluminum Proposals Opposed 


Mr. Heiner said that the annual freight bill of Permanente 
on raw materials and finished aluminum, at present rail rates 
was in excess of $6,500,000, or approximately $60 for every to! 
of aluminum sheet delivered to the customer. He said that 2 
the present proceedings the rail carriers had proposed 10 
maximums on alumina or aluminum, in contrast to the Com: 
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mission’s decision in Ex Parte 162 where a flat increase of 12 
cents per ton for alumina, and a maximum increase of $2.40 
a ton on aluminum sheet and related products, were prescribed. 

Estimating that the carriers’ current proposal would add 
$2,300,000 annually to Permanente’s freight bill, or an addition 


‘lof approximately $21 for each ton of aluminum sheet, Mr. 


Heiner said that the proposed increase in aluminum rates was 
more than six times as much as the increase proposed for steel 
products between the Pacific northwest and Chicago. 

Within the space of a few years aluminum sheet has moved 
from the specialty class until it now competes almost exclu- 
sively with various sheet steel products,” concluded the wit- 
ness. “It is our position that no increases should be made in 
rates on the raw material alumina and the aluminum products 
manufactured therefrom. The earnings of the western rail- 
roads do not justify the heavy rate penalty on the northwest 
aluminum industry that is striving to establish itself in the 
competitive metals field. However if the Commission should 
find the revenue needs of the carriers require increases, we 
ask that the increases in rates on alumina be made the same 
as the increase on iron ore and the increase on aluminum prod- 
ucts be made the sqme as the increase on steel products—the 
basis prescribed by the Commission in Ex Parte 162.” 


Testimony of Lea 


Dean Lea testified that the Columbia Basin Commission 
had requested him to present “an objective analysis of the 
effects of the proposed rate increases on the northwest econ- 
omy” and particularly with respect to “the present and po- 
tential industrial development” of that region. 

The economy of the Pacific northwest was in a state of 
transition towards greater industrialization, and was depend- 
ent in no small degree on the matter of transportation costs, 
he said, in his 25-page statement. 

Asserting that the rail proposals as to aluminum amounted 
to a request for discriminatory rates against the newly founded 
industries of the northwest, Dean Lea said such proposals 
“demonstrate once again the tenacity with which the railroads 
have proposed rate structures having the continuously coinci- 
dental effect of discouraging industrial expansion in the Pa- 
cific northwest.” 

He said that the development of industry would provide 
a more balanced freight movement in the area, and would 
obviate the bringing in of empty cars to haul out the bulk 
products of the region, because the aluminum industry was an 
importer of bulk tonnage. The witness criticized the carriers’ 
proposals on aluminum as being against the national policy of 
industrial decentralization and the development of the light 
metals industry for national defense. “Although the story of 
new industrialization in this area is not entirely a story of 
aluminum, that does appear to be the key to the situation,” 
he concluded. “It is urged that serious consideration be given 
to the denial in toto of the proposed increase on alumina and 
aluminum products; if that is not feasible, then that the in- 
crease be made comparable to that given on competing iron 
and wey and that any increase be limited specifically in 
amount.” 


Prejudice to Dairy Products Alleged 


Among those to testify before Examiner Witters, Novem- 
ber 29, was L. H. Wolters, transportation manager, Golden 
State Co., Ltd., San Francisco, large distributor of dairy prod- 
ucts. While not opposing the increase sought in freight rates, 
Mr. Wolters declared that “the manner in which the rail car- 
riers propose to apply such an increase would be prejudicial to 
us as respect the movement of dry milk products between Cali- 
fornia and transcontinental destination points.” 

His exhibit was designed to show that the carriers’ pro- 
posal would price his firm out of transcontinental markets for 
dry milk products. . 

“Since the decision in docket No. 29663, Intercoastal Water 
Rates vs. Transcontinental Rail Rates,” he said, “the cost of 
shipping by water has increased so much that the freight dif- 
ferential over a shipper from Wisconsin exceeds one-half cent 
a pound product, or one-quarter of a cent higher than the 
Price differential.” 

He explained that the production of dry milk was essential 
to dairying in California, to absorb the large surpluses of milk 
Produced in that state at the periods of heavy production. “To 

e denied an outside market, as we believe will result under 
the carriers’ proposal,” he continued, “will have a serious 
affect on the welfare of the dairy industry which last year 
Heer ing almost $500,000,000 to the industrial welfare of Cali- 
. Mr. Wolters adopted the proposal of the western canners 

at any increase be limited to preserve competition between 
Competing areas for common markets. 


Testimony of B. M. Angell 


M. Angell, of Indianapolis, vice-president, Stokely 
Inc., and general chairman of the Canned Goods Ship- 
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pers’ Conference, testified for the conference. He said that, 
except with respect to transcontinental rates, the conference 
members were in accord with the carriers’ petition insofar as 
an increase in revenue might be proved necessary, provided 
such an increase would produce the needed revenue and would 
not further and unduly tax canned goods with a transportation 
burden relatively higher than that borne by competing prod- 
ucts. 

Mr. Angell expressed particular concern at the rail pro- 
posal to increase both fresh and canned fruits and vegetables 
the same amount percentagewise, but to hold the maximum 
increase of the rates on fresh fruits and vegetables to 20 cents 
a 100 pounds, without any limitation on canned fruits and 
vegetables. A similar maximum on canned foods was urged. 
“Tf the rates on canned foods are materially increased, I am 
positive the demand for use of other means of transportation 
will undoubtedly increase, and this is particularly true with 
respect to truck transportation and no doubt so with respect 
to water,” he concluded. 


Seattle Traffic Association 


Ralph L. Shepherd, secretary-manager, Seattle Traffic As- 
sociation, presented a statement opposing the increases peti- 
tioned for, and criticizing the carriers for their alleged failure 
to maintain adequate service. He said in part: 


We frequently hear complaints from our members... located at 
points outside of Seattle, such as on a transcontinental 1.c.l. shipment 
to a branch line point beyond Seattle, of transit time from Seattle to 
destination, a distance of approximately 140 miles, of eleven days.... 
We believe that the carriers’ officials should work out a closer degree 
of coordination between the traffic and operation departments with a 
view to rendering the public an efficient. transportation service rather 
than devoting so much time to ways and means of increasing an 
already high freight rate structure. 


C. S. Connolly, general traffic manager, Carnation Co., at 
Oconomowoc, Wis., urged that no further increases be per- 
mitted on the transcontinental rates on evaporated milk and 
empty tin cans “because they have already been advanced 25 
per cent over the base rates effective June 30, 1946, and on 
top of this an additional 10 per cent.” 


Mater Cross-Examination 


At the start of the December 1 session, before Commis- 
sioner Aitchison, and Commissioner Potter of the California 
Public Utilities Commission, Mr. Mater resumed the stand for 
cross-examination. 

“If you say now is not the time to increase rates sufficient 
to give the carriers a return of 5.75 per cent, when would be 
the time?” asked Mr. Barron. 

“As soon as the danger of inflation’ is over, and no other 
national catastrophe is in sight, the time will begin to raise 
rates gradually,” replied the witness. 

He told Commissioner Aitchison that he didn’t believe such 
rate increases would have a tendency to renew inflation. The 
chairman likened the witness’s use of the phrase “gradual in- 
creases” to cutting off a dog’s tail inch by inch. When Mr. 
Mater said that the results of large increases were extremely 
difficult to predict and that he would prefer a series of smaller 
increases, Mr. Barron pointed out that that was exactly what 
the Commission had done. The witness agreed. 

To Mr. Mater’s suggestion, that the homogeneous rate 
structure of the Pacific coast be broken up by giving special 
treatment to Mountain Pacific rates, Commissioner Aitchison 
observed that “no one has yet pointed out a satisfactory way 
to separate Western Trunk Line and Mountain Pacific terri- 
tories, because the same railroads serving the latter also serve 
the former.” 

More Rancher Testimony 


Maurice W. March, Portland, acting regional grazier, De- 
partment of Interior, for Oregon, Washington, and Idaho, said 
no other animals could replace sheep on the rough and rugged 
grazing areas of the mountain states. . 


M. J. Peck presented a 14-page exhibit on behalf of the 
Oregon Public Utilities Commissioner, for the wool industry 
of the Pacific Northwest, showing the relative standing and 
percentages of total production of sheep numbers and annual 
production of shorn wool in the Mountain-Pacific Territory, and 
differences in sales prices and shrinkages between the latter 
and other territories. 


An exhibit presented by E. L. Adams, for the Pacific Wool 
Growers, showed that the average loading of wool in grease in 
bags, 1943-47, was 30,221 pounds in a standard 40-foot car, and 
42,231 pounds im a 50-foot car. As to wool in grease in bales, 
the average loadings for the two sizes of box cars were 50,204 
and 65,631 pounds, respectively. 

_ Roger Hawley, rate analyst for the Public Utilities Com- 
missioner of Oregon, introduced a 36-page exhibit which showed 
that the average loading revenue per car on wool in‘grease in 
bags from the Pacific coast to Boston was $759 for a 40-foot 
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car and $1,012 for a 50-foot car, the comparable car revenues 
for baled wool being $1,215 and $1,579.50. 

R. A. Ward, of Portland, vice-president and general man- 
ager, Pacific Wool Growers, testified that his board of directors 
believes “that rail freight rates on wool are now relatively 
higher than rates on most agricultural commodities produced 
in this area,” and that “the car revenue derived from wool far 
exceeds that derived from canned goods, fish, fruit, honey, news 
print, nuts, sweet potatoes, apples, lemons, grapes, hops, vege- 
tables, hides, coffee, oranges, hardwood lumber and a host of 
other commodities.” 

Should the Commission decide that some increase was 
justified, Mr. Ward concluded, “we strongly urge that it be 
limited to grease wool in sacks and that such increase not ex- 
ceed 20 cerits a 100 pounds. We strongly urge that no increase 
in freight rates on grease wool in bales be allowed as such 
rates are now too high.” 

The witness told Commissioner Aitchison that the Boston 
mills now preferred baled to sacked wool, because the former 
conserved space. All foreign wool was packed in bales, and 
little of it was scoured, the mills preferring to do their own 


scouring because they liked to spin directly after the scouring - 


operation, he said. 
Testimony on Celery 


The next witness was Ronald E. Jones, of the Agricultural 
Cooperative Council of Oregon, representing all agricultural 
producers but especially celery. He said that this September 
many celery fields were left untouched because “after trans- 
portation was deducted from the normal market, it didn’t pay 
to harvest the crop and only that part of the crop was harvested 
that could be sold locally at a price little above marketing 
costs.” 

As regards the frozen fruit industry, he said that rate in- 
creases over the past year had already caused midwestern and 
eastern firms to refuse to buy Oregon products. 

James M. Coon, general manager and vice-president, West- 
ern Wool Storage Co., testified on the general practices of sort- 
ing, grading, and baling wool. He said that the proposed 38 per 
cent increase would make the rate on sacked wool, Portland to 
Boston, $3.59, and the baled wool rate, $3.49, the present rates 
being $2.53 and $2.43, respectively. Producers had paid the 
freight rate on wool sold to the Commodity Credit Corporation 
on the basis of existing rates, and if rates went higher the 
government would have to pay any increase, he declared. While 
the tariff reduction had not yet affected the producers, because 
of the C. C. C. floor on prices, when the government withdrew 
-from the market, the lowered tariff would have a drastic effect 
on northwest sheep ranchers, and would automatically lower 
the price of wool 25 per cent, he said. 


Testimony on Prunes 


The next witness was C. C. Yates, executive secretary, Blue 
Mountain Prune Growers’ Cooperative, representing prune grow- 
ers in Oregon and southeastern Washington. The average 
production of prunes in the district amounted to about 1,600 
cars annually and was the main cash crop of about 600 small 
acreage farmers in the district, asserted Mr. Yates, adding: 


Heaviest consumption of these fresh prunes is in the large eastern 
industrial centers especially by the immigrant class and by home 
canners in the agricultural sections of the midwest. Prunes are a 
push-cart and grocery store commodity. Prunes are produced by low 
income farmers and consumed largely by people in low income brackets. 
Neither can stand any material increase in the cost of distribution of 
prunes. ... There are already indications that the price of prunes to 
the consumer is more than the consumer is able or willing to pay. 
Any substantial increase in freight rates such as that now proposed 
would be a major calamity to the prune growers. 


When the witness declared that, were the prune growers 
not to receive more favorable returns next year they would 
pull their prune trees and convert the land into a low grade 
of cow pasture, Mr. Barron asked Mr. Yates whether or not 
he would be satisfied if the railroads adopted the same policy, 
and pulled up their tracks when they were dissatisfied with 
freight rates. “The railroads can go to the Commission and 
receive higher rates,” replied Mr. Yates. 


Position of Idaho Shippers 


. F. Purvis, of Boise, Idaho, chief of transportation, 
Idaho Public Utilities Commission, then presented a number 
of witnesses on behalf of Idaho shippers. The first was M. O. 
Stratford, manager, Idaho Potato & Onion Shippers’ Associa- 
tion, Idaho Falls. Declaring the association’s opposition to any 
increase on potatoes and onions, or any fresh ffuits or vegeta- 
bles, “because we believe they are already assuming more 


| their fair share of the transportation burden,” the witness 
a : 


Perhaps the remedy for the railway problem should lay in more 
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efficient management and operation. Possibly the railroad applicants 
have not been accustomed to watching expenses as closely during the 
past five or six years as they did in the 1930's. 


Commissioner H. N. Beamer, of the Idaho commission, 
followed Mr. Stratford, to state that “our opposition to the 
proposed increases stems for the most part from the failure 
or refusal of the carriers to give proper recognition to the 
competitive disadvantages associated with the transportation 
of Idaho’s basic commodities to the primary markets of the 
country.” 

He said that the rates on agricultural products from Idaho 
were originally established voluntarily by the carriers many 
years ago with relation to the rates from competitive areas, 
particularly Colorado, a relationship which “was disrupted by 
the percentage increases authorized in Ex Parte 162 and... 
will be further disrupted as a result of the proposed increases.” 

He added the request that any increases be in cents per 
hundred pounds, and called attention to the fact that the levy- 
ing of the transportation tax on a percentage basis placed a 
heavy burden on long-haul traffic. 

Mr. Purvis took the stand to present an exhibit showing 
the disturbance of relationships between Idaho and competing 
points on a number of agricultural products. He conceded to 
Mr. Barron that rates on potatoes from California and Klamath 
Falls east were higher than from Idaho. Mr. Purvis said that 
the heavy.movement of potatoes from Idaho and from Cali- 
fornia and Oregon came at different periods of the year. He 
further conceded that Idaho potatoes brought a premium on 
the market, especially the large Idaho “bakers.” 


Leon Weeks, of Boise, secretary, Idaho Cattlemen’s Asso- 
ciation, representing 1,966 members, testified that his board of 
directors had authorized him to appear in support of the posi- 
tion of the American National Livestock Association, as pre- 
sented at the Salt Lake City hearing (see Traffic World, No- 
vember 22). 


M. C. Claar, of Boise, secretary, Idaho Wool Growers’ As- 
sociation, presented an exhibit showing a drastic decrease of 
sheep population in Idaho and other western states. From the 
1935-44 average, the number of stock sheep and lambs in 
eleven western states has declined from 21,803,000 to 13,932,000 
in 1947, the exhibit showed. 


When the witness opposed further increases on wool, Mr. 
Barron‘ asked: “What would you expect the railroads to do if 
they are not making sufficient revenue?” 

“That is for the Commission to answer,” replied Mr. Claar. 

“What do you think should be done with the sheep busi- 
ness, Mr. Barron?” asked Commissioner Aitchison. 

“As long as I can remember, sheep men have been going 
out of that business, and turning up in other businesses mak- 
ing more money,” replied the counsel for the western railroads. 
“T note there are as many sheep on the market as ever.” 

J. H. Breckinridge, of Twin Falls, Idaho, president, Idaho 
Wool Growers’ Association, and a rancher, testified that his 
own operation had not been profitable since 1945. 


C. E. McNealy, of Buhl, Idaho, hog breeder, and president, 
Idaho Swine Producers’ Association, testified that hog produc- 
tion in his state had turned downward because of high costs 
of production and that “any further increase in freight costs 
would be reflected in lower market values for hogs, and would 
further discourage production.” 


The witness stated that he and other Idaho hog producers 
were still feeding wheat to hogs, and had also imported Iowa 
corn for hog feed. Hog prices were once higher than they 


were this year, and that was in 1919, the witness told Mr. 
Barron. 























Idaho Fertilizer Testimony 


Two witnesses appeared for the Simplot Fertilizer Co., 
Pocatello, Idaho, the first of whom was E. W. Hansen, traffic 
manager. He stated that the company began production of 
normal single superphosphate in 1944, and that production had 
increased from 34,030 tons in 1945, to 62,693 tons in 1946, to 
102,068 tons in the first ten months of 1947. Asserting that 
any increase in freight rates would result of sharply reduced 
production, Mr. Hansen urged that the 10 per cent interim 
increase of October 13 be not exceeded, and that a maximum 
of 3.5 cents a 100 pounds be established. 


In reply to a question from Mr. Knudson, he testified that 
his company and other northwest producers were able to pro- 
vide all the phosphate needed at present in that part of the 
country, testimony at variance with that put in at other hear- 
ings. 

F. R. Meeker, Oregon field representative of the company, 
testified to the same effect. 

Mr. Barron observed that the schedule of freight rates had 
not prevented Simplot from selling fertilizer in such markets as 
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Arkansas and Texas, though those states are closer to the 
Florida sources. 


Coastwise Water Carriers 


The only representative of the coastwise water carriers to 
testify was C. R. Nickerson, secretary-manager, Pacific Coast- 
wise Conference, also representing common carrier members of 
the Pacific Lumber Carriers’ Association. “The water carriers 
whom I represent support the petition of the rail lines, particu- 
larly with respect to their request for increases in their north- 
south rates which parallel the Pacific coast and which are 
directly competitive with rates maintained by the coastal steam- 
ship lines,” said Mr. Nickerson, adding: 


The Pacific coast water lines have not been able to operate in 
the general cargo trade since the Maritime Commission relinquished 
control of the lines last June. Water rates on the majority of heavy 
moving commodities are too low to return to the operators sufficient 
revenue to cover out-of-pocket costs.... 

If the Commission finds that the rail lines are in need of additional 
revenue because of financial stringencies, we respectfully urge that 
the maximum amount be granted on their north-south rates in Pacific 
coast territory even though a lesser increase may be found sufficient 
in other sections of the country. 


When Mr. Knudson challenged the right of the conference 
to appear with such a statement, Commissioner Aitchison re- 
plied, “We have had a lot of gratuitous advice in these pro- 
ceedings.” 

Mr. Simpson, executive vice-president of the West Coast 
Lumbermen’s Association, who had testified November 28, was 
recalled to the stand, to state that, on the previous day, the 
Canadian government had released substantial stocks of Cana- 
dian lumber for shipment to the United States, and that sales 
of millions of feet of lumber from British Columbia to the At- 
lantic coast had already been made. 


More Canning Testimony 


Frank S. Clay, secretary-manager, Northwest Canners As- 
sociation, Portland; F. Lowden Jones, general manager, Walla 
Walla Canning Co., and Ivan H. Moorhouse, of Olympia, Wash., 
president, Olympia Canning Co., testified that any percentage 
increase in the long-haul rates would disrupt market relations. 

Testifying also for the Portland Traffic Association, Mr. 
Clay stated that the present all-rail carload rate on wheat from 
Portland to New York City was $1.115, and the rate from Min- 
neapolis was 45 cents, a spread of 66% cents. Under the rail 
proposal, the respective rates would become $1.47 and 62 cents, 
and the spread, 85 cents. 

He declared that the association also urged the Commis- 
sion to refuse any further increases in the Pacific coastwise rail 
rates, due to heavy increases already permitted in the last two 
years. 

Mr. Jones asked the Commission to find that canned goods 
from the Pacific northwest were entitled to as favorable treat- 
ment as proposed by the railroads for iron and steel articles, 
and that any increases on canned goods from the northwest 
should be limited to a maximum of 10 cents, a request that was 
seconded by Mr. Moorhouse. 


Testimony on Fish 


E. A. Ruthford, sales manager, San Juan Fishing & Packing 
Co., Seattle, then took the stand to testify for the Seattle Fish 
Exchange, the Fishermen’s Union and other organizations. He 
estimated that, in 1946, his company handled 123,382,000 pounds 
of fish, of which 47.5 per cent moved by rail in carloads to 
market, 15,000,000 pounds moved by 1. c. 1. rail or express, and 
5,000,000 pounds via truck or steamship. “We have no item 
which could stand a rate increase,” stated Mr. Ruthford. “Our 
prices today are lower than the former O. P. A. ceilings.” 


_ He asked that the railroads give the fisheries the same 
minimum weights as they did the shippers of frozen fruits and 
vegetables, asserting: 


We maintain that if the minimum on fish were raised by 38 per 
cent that the revenue received by the railroads would be equal to the 
increase in rates they are seeking because in many cases we can 
ship a higher quantity than is now allowed. However, we still want 
the (present) 30,000-pound maximum to apply to take care of the small 
business man’s requirements. By increasing the minimum on fish from 
30,000 pounds to 41,400 pounds, the railroads would increase their gross 
revenue per car to such an extent that it would not be necessary to 
raise the rates over and above the present rates applying to fish in 
order to get their desired increase. 


Mr. Ruthford said that the average refrigeration charge 
under the present schedule “of slow service via freight” on a 
36,000-pound car with 30 per cent salt, was about $200, and 
with 10 per cent salt, about $110: “If we had to add 38 per cent 
on this it would increase the icing charges to $276 and $151.80, 
respectively,” he declared, replying to Mr. Barron that the 

Sheries used standard refrigeration. 
There being no further witnesses, the Portland hearing 
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adjourned late December 1. Mr. McCulloch, on behalf of ship- 
pers of the northwest, and Mr. Barron, on behalf of the western 


— thanked Commissioner Aitchison for coming to Port- 
land. 


Verified Statements 


More than a score of verified statements were offered, and 
because their general effect was cumulative to the testimony 
presented orally for the various commodities, all were accepted 
into the record without objection or cross-examination. Such 
statements were received from the following: 


Bernard H. McClain, treasurer, P. & C. Hand Forged Tool Co., 
Milwaukie, Ore.; Frank W. Taylor, secretary-manager, Northwest Hor- 
ticultural Council; Reuben G. Benz, for the same council; J. Walter 
Hebert, general manager, Yakima Fruit Growers Association; Charles 
F. Morrison, chairman, Washington State Fruit Commission; C. H. 
Barker; Harold F. Logne, Ontario, Ore., Commercial Club; W. B. 
Snider, Jones Ranch; R. G. Scearce, secretary, Hood River, Ore., Traf- 
fic Association; Arthur R. Bohoskey, Yakima; A. A. Dunlap, treasurer 
and manager, Grass Valley Grain Growers, Inc.; H. M. Bull, manager, 
Condon Grain Growers, Condon, Ore.; H. F. Isler, manager, Port of 
Bellingham, Bellingham, Wash.; Donald Wallace, traffic manager, Ta- 
coma Chamber of Commerce; L, L. Bates, traffic manager, Washington 
Cooperative Farmers Association; J. E. Klahre, general manager, Apple 
Growers Association of Hood River; J. H. -Tippett, Asotin, Wash.; 
Wayne C. Stewart, Dayville, Ore.; Harry I. Stearns, Prineville, Ore.; 
Mabel Irwin, secretary, Northwest Livestock Shippers Traffic League; 
for the Canners League of California: W. D.*Hooper, Croydon Jones, 
Norman L. Waggoner, S. A. Ranzoni, W. J. Edinger, W. J. Withers; 
John S. McGowan, assistant sales manager, Columbia River Salmon & 
Tuna Packers Association; Troy V. Cox, vice-president, Albers Milling 
Co., Seattle; L. A. McClintock, Pendleton, Ore.; E. E. Carncross, Cana- 
dian Peat Producers Association; George H. Flagg, of Salem, Ore., 
Public Utilities Commissioner of Oregon; and Mon C. Wallgren, gover- 
nor of the State of Washington. 


The verified statement of Howard V. Morgen, on behalf of 
the Oregon, Washington and Idaho States Granges, was ob- 
jected to by Mr. Barron as being almost entirely argumenta- 
tive. Commissioner Aitchison agreed that the statement clearly 
flouted Commission rules, but received Mr. Morgen’s statement 
as an argument memorandum. 


Verified Statements Received at Commission 


The Commission has received verified statements and ad- 
vance statements of testimony from parties to Ex Parte 166, 
Increased Freight Rates, 1947, including a number from New 
York state wholesalers of meat supporting such increase in rail 
freight rates as the Commission may find required by the car- 
riers to conduct adequate operations. 


Department of Agriculture Testimony 


A copv of the verified testimony of Dr. Louis H. Bean, in 
the office of statistics of the Department of Agriculture, says the 
requested increases of the railroads appear excessive because of 
the volume of traffic to be expected and “for the reason that 
they would produce a disparity in relation to commodity prices 
— complicate the nation’s effort to check the course of in- 

ation.” 

In recomputing the ton-miles of traffic to be expected for 
1948, Dr. Bean divides the Commission’s data for ton-miles and 
passenger miles by the Federal Reserve Board index of indus- 
trial production. In 1946, he says, the index of production was 
170. For each unit of this index, therefore, he says, “we had 
3.5 billion freight ‘ton-miles, and 0.38 billion passenger miles. 
If the ratio of ton-miles to industrial production remains un- 
changed for 1948, at 3.5 ton-miles per unit of production, then 
industrial production of 220 index number units would mean 
770 billion revenue ton miles . . . and if production averaged 
200, it would mean 700 billion ton-miles. . . .” 


He takes much the same line as he did in testimony before 
the Commission in connection with the interim increase, as to 
the inflationary effect of freight rate increases, saying a “gen- 
eral rate advance of the amount requested would give a further 
fillip to inflation and to prices and costs, already at most un- 
stable levels. .. .” 


His statement, he says, presents the results of several 
quantitive studies, one a measure of the general level of freight 
rates for a fixed length of haul which he says shows, if the 
increases were granted, the freight rates would exceed “the 
present abnormally high level of commodity prices” by about 
12 per cent. Another study, he says, shows the persistent up- 
ward trend in length of haul, the extent of the wartime rise, the 
abrupt postwar decline in the third quarter of 1945, and, “con- 
trary to general belief, a rising trend during the past year.” A 
third study shows, he says, that the level of industrial produc- 
tion could be substantially higher as “bottlenecks” in raw mate- 
rials are removed, that the higher level of production could 
mean at least a total of 800 billion traffic units for 1948, or 
about 100 billion greater than that assumed by the carriers, and 
that this greater volume of traffic could mean not only a very 
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substantial increase in gross revenue, but also at least 260 
million dollars of “extra” net income. 

In arriving at his conclusions that the rate increases would 
bring freight rates above commodity prices, Dr. Bean adjusts 
the revenue a ton for the effect of changes in the length of 
haul. Using 1913 as the base year, and correlating length of 
haul with revenue a ton, he says the period 1900 to 1916 “on 
the average a 5 per cent increase in the length of haul was as- 
sociated approximately with 2.5 per cent increase in revenue 
per ton.” Referring to charts accompanying his testimony, he 
says the index of freight revenue for a fixed haul with the 
course of wholesale prices of farm and non-farm products and 
commodities in general can be contrasted. 


Pessimism with regard to 1947-48 industrial activity un- 
doubtedly entered into the railroads’ projections of volume for 
1948, he says, but that present views are more optimistic than 
those held in the early part of 1947, adding “even the spokes- 
men for the steel industry have given up the views they held 
early this year with regard to a recession in 1947-48.” They 
now believed the “balance between the supply and demand for 
steel” was about two years off, he says, and are now publicizing 
their willingness to expand capacity. Construction activity and 
the Marshall plan are also cited as promising better traffic. 
He says that “in view of the favorable prospects for a large 
volume of exports and long-haul traffic, we need to examine 
more closely the trend,in length of haul and the probable vol- 
ume of freight and passenger traffic.” A further reduction in 
length of haul is not a reasonable expectation, he says. 


Support for Increased Rates 


The Commission has made public a number of single-page, 
sworn statements which, in similar language, ask the Commis- 
sion to authorize such increases as, in its judgment, are neces- 
sary to enable the carriers to furnish adequate and efficient 
transportation service. The companies, all in New York state, 
making the statements, are as follows: 


F. Strassburger, Schuster & Schwab, Triangle Meat Distributors, 
Inc., Horowitz Bros. & Margareten, Sioux City Packing Corporation, 
Walter Stern Meat Corporation, Tom Calvin, Inc., Golden Packing Co., 
Inc., Edward Davis, Inc., Eddy Provision Co., and Iowa Packing Co., 
Inc., are wholesalers of meat, of New York City; F. W. Shattuck & 
Co., also of New York City; R. H. McEwen & Son, Inc., Dekalb Junc- 
tion, a grain and coal dealer; Lamar Bros., Inc., Potsdam, N. Y., coal 
and wood; W. S. Corbin & Sons, coal, lumber, and mason’s supplies, 
Gouverneur; Frink Sno-Plows, Inc., Clayton 1000 Island; Hinman Milk- 
ing Machine Co., Inc., Oneida; Phoenix Toiler & Paper Manufacturing 
Co., Phoenix; Acco Products, Inc., Ogdensburg; and Oneida Chamber 
of Commerce. 


Bell Offers Revised Exhibit 


Charles E. Bell, executive secretary of the Property Own- 
ers’ Committee, has filed with the Commission a “revised exhibit 
No. 61 and to be substituted for exhibit No. 61, which he offered 
at Chicago” (see Traffic World, Nov. 15, p. 1415), recomputing 
carloadings for 25 weeks to and including June 21 to add Pere 
Marquette loadings to Chesapeake & Ohio loadings; in connec- 
tion with the rate-making value of the C. & O., to add the value 
of the P. M. with that of the C. & O., and to make further 
corrections. 2 


Lynchburg Wants Evidence of Efficiency 


The Lynchburg (Va.) Traffic Bureau has filed a motion 
with the Commission for leave to request that the rail carriers 
be required to produce for the record evidence relating to 
efficiency of operation. 


Referring to an advertisement of the Association of Amer- 
ican Railroads, which appeared in the November 8 issue of The 
Traffic World, and other papers, the bureau said in the absence 
of supporting facts for the. “claimed progress and efficiency,” 
it must be assumed the facts were to be found in a pamphlet 
issued by the Eastern Railroad Presidents’ Conference Com- 
mittee on Public Relations, “A Year Book of Railroad Infor- 
mation, 1947 Edition.” 


__ After quoting various figures from the pamphlet, the bureau 
said the carriers might receive over a billion dollars more 
revenue “by simply increasing the present average speed of 
freight trains 4 miles an hour or from 16 to 20 miles an hour, 
and by increasing the present average hourly car mileage one- 
half mile an hour or by increasing the daily mileage 12.6 miles 
a day, or from an average daily mileage of 45.2 miles to 57.2 
miles a day.” It asked that there be put in the record before 
any increase was granted, “the reason why they cannot now 
increase the speed of freight cars from two miles an hour to 
at least three miles an hour.” 


It said section 15a(2) of the interstate commerce act re- 
quired introduction of evidence of their present and the pros- 
pect of immediate future progress and efficiency of operation 
to support their application for increased charges. The public, 
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the bureau said it believed, would cheerfully cooperate to im- 
prove freight car efficiency. 


Coal Revision Opposed 


Surveys of the bituminous coal markets iin the east revealed 
a precarious future for that industry and it would be unwise, 
at the present time, to make revisions in the permanent freight 
rate structure. This view was expressed in verified statements 
filed with the Commission, in Ex Parte 166, on behalf of the 
Property Owners’ Committee, an intervener, by Raymond D. 
Stockdale, chairman of the committee, and president of the 
Red Jacket Coal Sales Co., of Columbus, O., which latter 
company acts as sales agent for the mines of the Red Jacket 
Coal Corporation located in Virginia, West Virginia and Tennes- 
see, and by R. L. Wallace, eastern sales manager for the Poca- 
hontas Fuel Co., Inc., of Bronsville, N. Y. 

In support of this view, they cited the probability of a 
“tremendous” reduction in exports, a break in which would 
result in a surplus in the domestic market with a consequent 
decline in prices, and expected resumption of “intensified” 
competition of natural gas and fuel oil, which would result 


‘in great loss to the bituminous coal industry and to the rail- 


roads in revenue. 

If the Commission should, however, determine that further 
increases in coal freight rates be granted based on present 
conditions, they said, those increases should be put on a tem- 
porary basis and for a limited period only but subject to 
extension if and when conditions warranted. 

“One of these days the coal interests, with the help of 
the railroads, will be struggling to hang onto every piece of 
business we have,” said Mr. Wallace. 


Position of Goebel Brewing Co. 


Edwin J. Anderson, president of the Goebel Brewing Co., 
of Detroit, Mich., in a verified statement on behalf of that 
company, a protestant, asked that the same percentage of 
increase apply for all shippers in all rate territories, such per- 
centage to be subject to a maximum of 10 cents a 100 pounds 
increase in rates on beer; that if higher percentages must be 
granted on traffic within or from Official Territory than between 
points in other territories, the interterritorial rate increases 
from Official Territory should approximate the increases within 
the other territories; and that if interterritorial rates on beer 
from Milwaukee, Peoria, or other brewery localities were 
equalized with the increases from St. Louis, Cincinnati or other 
shipping points in western or southern territory, then the rates 
from Detroit should be advanced no more than from those 
competing points. 

Brick, Clay, Etc. 


R. A. Ellison, traffic manager, Cincinnati, O., in a verified 
statement filed on behalf of 14 Ohio, Kentucky, and Pennsyl- 
vania shippers of brick and related articles, crude fire clay and 
crude kyanite ore in carloads, says these shippers object to the 
rate increases proposed by the railroads on the following 
grounds: 


(1) The proposed increases are excessive and beyond the ability of 
these shippers’ traffic to bear; (2) a percentage increase is detrimental 
to the well being of the clay products industry, and, likewise, to the 
railroads’ best interests; (3) a different measure of increase within the 
several rate territories will work a severe hardship on these shippers; 
(4) a higher and greater increase interterritorially between Official Ter- 
ritory and other rate territories will create a rate barrier impossible to 
cross and thereby destroy substantial markets of these shippers; (5) 
the proposed increases will retard the movement of clay products and 
are therefore in conflict with section 15a of the interstate commerce 
act; and (6) the railroads’ failure to suggest a flat amount of increase 
in cents a 100 pounds of a ton of 2,000 pounds, according to the manner 
in which present rates are published. 


Observing that the clay product tonnage handled by the 
railroads was an important segment of the total traffic, regular 
in movement, heavy loading, and highly competitive from both 
an industry and carrier standpoint, the statement said the clay 
products industry was and would continue to be extremely 
sensitive to freight rate changes, especially those disturbing 
relationships between origin points discussed in the statement. 
It requested the Commission to treat all articles in a uniform 
brick list, shown in an exhibit attached to the statement, on 
the same basis. 


E. H. Wasmuth, traffic manager of H. H. Robertson Co., 
Pittsburgh, Pa., manufacturer of building structural products 
including roofing material, asked that that company’s products 
as described in Consolidated Classification No. 17 as “roofing 
or sheathing, steel, asbestos and asphalt coated . . .” be made 
subject to whatever maximum increase a 100 pounds might be 
determined by the Commission for corrugated galvanized steel 
roofing, included in the so-called manufactured iron and steel 
list under the description “Roofing, painted (priming coat only), 
galvanized, lead coated, terne coated or plain” jon which, he 
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said, the carriers, by their September 5, petition, asked per- 
centages increases, “maximum 10 cents per 100 pounds but not 
in excess of $2 per ton, net or gross as rated.” 
State Commissioners Exhibit Distributed 
Distribution of an exhibit and statement to be presented 
by Dr. R. V. Gilbert at the final hearing in Ex Parte 166, 


scheduled to begin in Washington, December 8, has been an- 


nounced by Frederick G. Hamley, general solicitor, National 
Association of Railroad and Utilities Commissioners. 

In explanation of the exhibit and with particular reference 
to estimates of net railway operating income, net income of 
Class I railways in the eastern district, and with respect to rate 
pase and rate of return, Mr. Hamley said: 


The first two tables of the new exhibit deal with expense, traffic 
and income estimates for all Class I railways. These tables are in- 
tended to provide a comparison between the geometric method of esti- 
mating future expenses, as suggested from the bench at Chicago, with 
the arithmetic method which was used in Exhibit 72. The remainder 
of the new exhibit deals with traffic, income and expense estimates, 
and financial data, for Class I railways in the eastern district. It had 
been planned to present similar data for the Pocahontas region and 
the Pennsylvania region, but time did not permit. 

The estimates for the eastern district were developed by methods 
similar to those employed in the development of the estimates for all 
Class I railways, shown in Exhibit 72, with the exception that the 
geometric method, rather than the arithmetic method, is employed in 
developing the second of the three expense estimates. Using this 
geometric method applied to 1941 levels, and assuming a 1948 traffic 
volume 5% above 1947 (which Dr. Gilbert states is conservative), he 
arrives at the conclusion that the interim rates now in effect will give 
the Class I railways in the eastern district a 1948 net railway operating 
income of $392 million. This is to be compared with a 1921-46 average 
of $327 million, a 1941-45 average of $413 million, a 1926-30 average of 
$460 million, and a 1921-25 average of $355 million. Similarly, Dr. 
Gilbert estimates 1948 net income for the eastern roads at $241 million, 
as compared with a 1921-46 average of $162 million, a 1941-45 average 
of $218 million, a 1926-30 average of $304 million, and a 1921-25 average 
of $194 million. The table in Dr. Gilbert’s statement showing this 
comparison contains similar comparisons for all Class I railways and 
for roads in the Pocahontas region, from which he concludes that 1948 
operating results will compare favorably with past years, but with the 
eastern district showing less favorable results, and the Pocahontas 
region more favorable results, than the United States as a whole. 

With respect to rate base, Dr. Gilbert’s statement takes note of the 
fact that the Commission, in the interim report in Ex Parte 166, placed 
great weight upon original cost as distinguished from reproduction 
costs new. ‘‘This position,’’ Dr. Gilbert comments, ‘‘is supported by 
the best economic thinking in this field in the past generation.’’ 

With regard to what constitutes a fair rate of return, Dr. Gilbert 
called attention to the table set forth in the Commission’s report of 
December 5, 1946, in Ex Parte 162 (266 I. C. C. 537, 547), showing that 
the yields on securities of all types have decreased by a minimum 
of 35% since the early twenties. On this point, Dr. Gilbert said: ‘‘What- 
ever was regarded as a fair rate of return at that time should 
accordingly be reduced by something like that per cent to arrive at 
a fair rate of return today. This conclusion needs to be qualified 
because of the fact that the roads have been unable to refinance com- 
pletely at the lower rate.’’ Continuing, Dr. Gilbert said: : 

‘However, I do not believe that the method of rate-making involy- 
ing the establishment of a rate-making value and a fair rate of return 
is a particularly fruitful method of determining utility rates and 
charges. The determination of the revenues which are necessary to 


provide adequate transportation service is both more direct and more 
germane,’’ 


Continuing his discussion of rate-making methods, Dr. Gil- 
bert said: 


From this point of view it is significant that just as in the case 
of all Class I- railways in the United States the investment in railroad 
property used in transportation, after accrued depreciation, in the 
eastern district reached its high in 1930 and has diminished ever since. 
In 1946 net investment was $914 million less than it was 16 years 
earlier. The roads in the eastern district have not over this period 
reinvested in transportation property sums equal to retirement and 
depreciation charges. They have chosen rather to decrease their debt, 
increase their other investments or distribute dividends in excess of 
earnings. 

Two conclusions appear to me to flow from these facts. First, so 
long as the trend continues, the roads do not need equity capital. Their 
financial operations are essentially of a refinancing character. What is 
Significant in determining their revenue requirements is therefore not 
the cost of obtaining equity money, but rather the cost of obtaining 
bond and equipment trust money. Second, the revenue requirements 
are today obviously lower than they were sixteen years ago. This is 
clearly shown in the decline of fixed charges. 

I should point out in this connection that the decline in condition 
per cent of all depreciable property and in the per cent of cost new of 
all property over recent years, referred to by Mr. H. T. Bradley in his 
testimony, is a direct reflection of the decrease in net investment in 
transportation property since 1930. The roads have failed to replace 
equipment as it wore out and was retired. Accordingly, the average age 
of the equipment has increased and the condition per cent and per cent 
of cost new has declined. I might point out in somewhat belated reply 
to the question put by Mr. Aronson that maintenance, whether over or 
under, has nothing to do with the condition per cent. That figure de- 
Pends entirely upon rates of depreciation, retirements and replacements. 


Argument to Follow Final Hearing 


The Commission has issued a notice in Ex Parte 166, In- 
creased Freight Rates, 1947, that oral argument will be heard 
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by it as soon as practicable and within a day or two following 
close of the final hearing at Washington, beginning December 
8. The notice continued: 


It is imperative that the time of the Commission and of the parties 
be conserved and cgunsel having common interests are urged to ar- 
range, so far as practicable, to consolidate their presentation of argu- 
ments. 


Memoranda supplementing or in lieu of oral argument may be filed 
on or before December 15, 1947. Parties desiring to submit such 
memoranda should file 150 copies thereof. 

The Commission should be advised, on or before December 8, as to 
the names of persons who desire to make oral arguments. 


Recommendations in Motor Carrier- 
Forwarder Case Bring Objections 


Exceptions to the proposed report of Examirfters Paul O. 
Carter and J. J. Williams in No. 29493, Freight Forwarders— 
Motor Common Carriers,.Agreements, continue to be filed with 
the Commission by motor carriers who oppose the examiners’ 
recommendations that present arrangements for handling for- 
warder traffic be found unlawful and that motor carriers be 
required to publish assembly and distribution rates for the 
use of forwarders (see Traffic World, Nov. 22, p. 1501). 

The Freight Forwarders Institute, on behalf of its mem- 
bers, and other non-member forwarders, has also filed excep- 
tions in connection with which it says the errors alleged to be 
in the examiners’ report “arise out of basic misconceptions of 
purpose and meaning of part IV of the interstate commerce 
act, in general and of section 409 in particular.” 

Other forwarders who have filed exceptions to the report 
are: Republic Carloading & Distributing Co., Inc.; Lone Star 
Package Car Co., Inc.; C. & M. Forwarding Co.; Hermann 
Forwarding Co.; Franklin Forwarding Co.; Western Freight 
Association; Pacific & Atlantic Shippers Association; and Wells 
Fargo Carloading Co. 


Forwarder Exceptions 


The forwarder institute took exception to 10 of the rec- 
ommended findings in the report, and grouped its discussion 
of the alleged errors under three general allegations, as 
follows: 


Failure properly to give effect to the intent of Congress and the 
language of the statute with respect to freight forwarder-motor carrier 
relationships. 


Failure to recognize the distinction between a forwarder, as a 
regulated transportation agency, and a shipper. 

Failure ‘to distinguish between (a) the rights conferred by Congress 
upon freight forwarders and common carriers by motor vehicle to 
operate under agreements and (b) the proper measure of compensation 
under such agreements... . 


The institute’s exceptions brief was divided into parts con- 
forming to this grouping, and in a fourth part the Commission 
was asked to grant oral argument. c 

It said “the most astonishing thing” about the “funda- 
mental misconceptions” in the report was that they dealt with 
matters on which Congréss, said the institute, had clearly 
and categorically spoken. It followed this statement with a 
comparison of statements contained in the proposed report and 
statements of congressional reports or of former Senator 
Wheeler, of Montana, to illustrate the legislative intent and 
meaning of part IV of the act. 


The major points argued by the institute were: (1) Pres- 
ervation of coordinated service a major objective of forwarder 
regulations; (2) compensation of motor carriers under agree- 
ments is mandatory; (3) assembly and distribution rates un- 
workable; (4) charges for terminal-to-terminal services are 
required to be under agreements; (5) the policy of Congress 
can be fulfilled only by permitting utilization of motor car- 
riers under agreements; (6) utilization by freight forwarders of 
motor carriers under agreements does not discriminate against 
shippers; (7) no discrimination between freight forwarders 
will result under the proposals of respondent freight for- 
warders; (9) compensation of motor carriers by freight for- 
warders under agreements will not impose a burden upon the 
shipping public; (10) respondent forwarders’ proposed level of 
compensation will be in furtherance of national transporta- 
tion policy. 

Republic Carloading and. Distributing Co., Inc., said it 
endorsed the exceptions of the institute and various freight 
forwarders. It said the examiners’ “false assumptions concern- 
ing the so-called small forwarders’ position and their inference 
that these small forwarders were not interested because they 
did not appear individually” demanded the filing of its ex- 
ceptions to supplement those of the institute. After excepting 
in detail to a number of the examiners’ findings, Republic con- 
cluded, among other things, that the Commission’s acceptance 
of the examiners’ findings and conclusions would materially 
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curtail its services from off-line points. It said the ‘‘cure” for 
the minimum number of joint rate agreements that it main- 
tained in the east was not the elimination of all of its agree- 
ments in all territories. It asked rejection of the examiners’ 
findings, a compliance with congressional mandate by adopting 
findings and conclusions suggested in thes exceptions of the 
institute and forwarders, and further hearing in the event 
the Commission should find that the so-called small forwarders 
were not interested in the matters involved. Pacific & Atlantic 
Shippers Association, and Wells Fargo Carloading Co., took a 
similar position. 

’ Lone Star Package Car Co., Inc. also asked for rejection 
of the examiners’ findings and adoption of the institute’s sug- 
gested findings. It said it appeared necessary to file separate 
exceptions on its own behalf because of repeated references in 
the examiners’ report to the “small forwarder.” Lone Star 
said the examiners’ conclusions and findings with respect to 
the status and interest of the small forwarder were erroneous 
and that their adoption would be detrimental to it. 

C. & M. Forwarding Co. asked for rejection of the exam- 
iners’ conclusions and for a Commission order permitting con- 
tinuance of agreements between forwarders and motor carriers 
on a basis of negotiation between the two types of carriers. It 
said such action would permit all types of forwarders to con- 
tinue providing an essential and responsible service to the ship- 
ping public. It said the small forwarder was in a better position 
to benefit under present arrangements than would be possible 
under methods proposed by the examiners. It said adoption of 
the examiners’ recommendations would eventually compel the 
use of local rates and that the small forwarder, if forced to 
compensate motor carriers on a basis of local rates, would be 
forced to abandon service to such points because of costs in 
excess of revenue. 

Hermann Forwarding Co. said that a contention that for- 
warder traffic should be based on 85 per cent of class rates and 
not less than 85 per cent of class rates was in error, and that 
a contention that “non-classification of freight is repugnant to 
the act” was partially in error. In its own case, said Hermann, 
the manifest system of listing forwarder shipments afforded an 
economy that could ill be disregarded. This company said it 
was a member of the American Trucking Associations, Inc., and 
that in this particular issue it was believed the A. T. A. might 
have reached its conclusions without taking all factors into 
consideration. 


Franklin Forwarding Co., describing itself as one of the 
smaller forwarders occupying a unique position in that it han- 
dled only traffic moving for export, urged rejection of the ex- 
aminers’ proposal and asked for continued use of the present 
divisional method, adequately supervised by the Commission. 
It said it was only through that method that it would be able 
to furnish an export service from off-line points of origin to the 
various ports of exportation. 


Western Freight Association asked the Commission to dis- 
regard what it described as erroneous conclusions of the exam- 
iners and enter an order permitting forwarders to continue their 
present coordinated forwarder-motor carrier services and pre- 
scribing reasonable, just and equitable terms and conditions 
deemed necessary properly to police the agreements. 


Shipper Expressions 


The Associated Industries of New York State, in a brief in 
support of five exceptions to the examiners’ report, said the 
proposed conclusions and findings should be rejected in their 
entirety and the Commission should enter an order permitting 
continuance of agreements between freight forwarders and 
motor carriers on the basis of free negotiation between the two 
types of carriers, with a view to preserving the coordinated 
service as directed by Congress. 

Associated Industries excepted to the “failure of the ex- 
aminers to recommend any of the things required by the law,” 
and to their recommendations that no special rules or regula- 
tions be found necessary; to the proposed finding which, it 
said, held that forwarders were shippers; to the requirement 
that all payments by forwarders to motor carriers be on a pub- 
lic tariff basis; to the recommendation that the present joint- 
rate arrangement be no longer effective six months after order 
was entered in the proceeding; and to the proposed finding that 
equal payments by forwarders and shippers generally using 
transportation under like conditions would curtail forwarder 
service at off-line points. . 

Northam Warren Corporation, Stamford, Conn., said it did 
not subscribe to the views expressed by the National Industrial 
Traffic League. The League’s action, said the corporation, was 
being forced by a number of members who had no interest in 
forwarder service and several other large “‘concerns” who had 
their own consolidation service. It continued: 


For example, we do business with one of the largest syndicate 
stores who have their own consolidation service in New York and to 
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satisfy their routing instructions, we must pay a higher rate to New 
York than that enjoyed by the forwarders; however, if we could ship 
their freight via the forwarder service, we would save a considerable 
amount each year in trucking charges to New York on this account 
alone. It is a known fact that many other concerns who are Off-line 
are in a similar situation as we. 

Why should the N. I. T. League favor shippers of high class freight 
when we shippers of third-class freight need the service of the for. 
warder in preference to abominable l.c.l. service now rendered by the 
rail lines. 


The corporation maintained that forwarder shipments were 
expedited and it was its experience that motor carriers wel. 
comed that type of freight. Later, it said, if published class 
rates went into effect it would use its own trucks, obtain New 
York rates against the present Stamford rates and “the truck 
man will lose approximately 40,000 pounds worth of business 
a week.” It added it would not “burden our customers by 
using 1. c. 1. rail service and subject them to the miseries now 
being experienced by our customers having to use l. c. 1. rail 
because the forwarders do not service their location.” 

After citing items on which the trucks saved cost in han- 
dling the forwarder business, the corporation said if the Com- 
mission decided assembly and delivery published rates were 
required, “then we must put it down as discrimination on_the 
part of the Commission against the small shippers located on 
off-line points,” because its New York competitors with for. 
warder service would have considerable advantage over those 
relying on l. c. 1. rail service. 


No Competition with Shippers 


The Denver Dry Goods, Denver, Colo., said if the exam- 
iners’ recommendations were accepted many of its eastern 
sources would be lost because it had no available substitute 
for forwarder services.other than the Railway Express Agency, 
“whose charges are prohibitive to us.” 

The company excepted to the examiners’ statement that 
“freight forwarders are shippers and competitive with other 
shippers,” adding it had never experienced forwarder competi- 
tion in that respect. It said large shipper competitors, such as 
chain stores, were recommending “the published tariff basis 
rates to be applied between forwarder and motor carrier.” It 
said it was not interested in the level of divisions between for- 
warders and motor carriers, but was of the opinion that condi- 
tions were no different than those between motor carriers or 
between two railroads, and that it considered forwarders “as 
much a common carrier as rail, express, or motor carriers. ...” 
It expressed the fear that any change in the present situation 
would close to it mills located in small manufacturing towns 
in the east. 


Motor Carrier Exceptions 


Motor carriers filing exceptions to the examiners’ report 
were: 


O. & W. Express Co., Minneapolis; Chas. J. Weber Trucking, Toni- 
wanda, N. Y.; Tanney’s Motor Transportation, Albany, N. Y.; C. & D. 
Service, Inc., Boston; Monarch Motor Freight Co., Inc., Watervliet, 
N. Y.; R. J. Dumont Cartage Service, Aurora, Ill.; Beacon Trucking 
Co., Boston; Inter-City Trucking Service, Inc., and John Wall Cartage, 
both of Detroit; Alger Brothers, Inc., Medford, Mass.; Lake Shore 
Motor Transit Lines, Inc., St. Joseph, Mich.; Adkins Transfer Co., Inc., 
Louisville, Ky.; Salem Express, Salem, N. J.; Schuylkill Valley Rate 
Committee, Philadelphia, on behalf of its common carrier members; 
City Transfer & Storage Co., Troy, O.; Tarbet Trucking Co., Muncie, 
Ind.; Keystone Express & Storage Co., Lancaster, Pa.; Arrow Trans 
portation Co., Inc., Providence, R. I., on behalf of itself and 23 other 
motor carriers. 

W. Ford Johnson Cartage Co., Howell, Mich.; Peters Trucking Co., 
York, Pa.; Ward Transfer, Anoka, Minn.; Ziffrin Truck Lines, Inc. 
Indianapolis; General Motor Express, Indianapolis; Diamond Lines of 
Indiana, Fort Wayne, Ind.; C. & C. Trucking Co., Inc., North Tarty- 
town, N. Y.; Rio Grande Motor Way, Inc., Denver, Colo.; Akers Motor 
Lines, Inc., Gastonia, N. C.; United Truck Lines, Inc., Spokane, Wash.; 
Liberty Motor Freight Lines, Inc., Secaucus, N. J.; Goods’ Transpo 
tation Service, Rockport, N. Y.; Western Transportation Co., Chicago; 
‘Federal Truck Lines, Inc., Chicago; Arkansas Motor Freight Lines, 
Inc., Kansas City, Mo.; Ephrata Motor Express, Ephrata, Pa.; Wit 
‘myer’s Truck Service, Manheim, Pa.; Boston & Taunton Transports 
tion Co., Boston. 

Dockam’s Stoneham & Boston Express, Stoneham, Mass.; El Dorado 
Motor Freight, Wichita, Kan.; Becraft Motor Express, Kokomo, Ind.; 
Braddock Motor Freight, Inc., Columbus, O., for itself and five other 
motor carriers; Sidney Truck & Storage, Sidney, O.; Munroe & Arnold: 
Merritt Express, Inc., Salem, Mass.; Leon E. Ball Express, Mansfield, 
Mass.; Southern Transportation Co., Columbus, Ind.; Barnes Trucking 
Service, Canandaigua, N. Y., for itself and joined by 10 other motor 
carriers; Runard’s Motor Express, Inc., New Haven, Conn.; Widholm 
Freightways, Inc.; Alamo Express, Inc., San Antonio, Tex., and 
Sunset Motor Lines, San Angelo, Tex., jointly; Seattle Auto Freight 
Depot, representing 17 motor carriers; Hinchcliffe Motor Service, In- 
dianapolis, Ind.; Gaffney Motor Freight, Inc., Lancaster, O.; and 
Westmoreland Express Line, Jeanette, Pa. ae 

Carriers members of the Chicago Suburban Motor Carriers 
Association and the Chicago Milwaukee Motor Carriers’ Cot- 
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December 6, 1947 


ference asserted the examiners had erred in four respects, and 
made the following recommendations: 


1. That the Commission permit the continuation of joint motor 
carrier and freight forwarder rates. 

2. That the Commission require freight forwarders or motor car- 
riers to publish and file with the Commission division sheets setting 
forth the divisions of the joint through rates to be paid motor carrier 
participants between each of the off-line points required in such tariffs. 

3. That the Commission require that these divisions be applied 
uniformly as between motor carriers and as between freight forwarders. 

4. That the Commission continue this proceeding for the purpose 
of reviewing such divisions where found necessary. 

5. That the Commission prescribe such further terms and conditions 
as shall reasonably give the Commission complete control over the 
divisions, the manner of publication and the practices concerned 
therewith. 

These processes will place the Commission in full possession of all 
facts and figures concerning the motor carrier divisions and will give 
the degree of control that will fully protect the motor carrier industry 
and the shipping public at large. In making these recommendations 
we take the view that the Congress intended that the Commission under 
the provisions of section 409(a) could prescribe terms and conditions 
for the continuation of joint rates. After ‘the Commission should issue 
order in response to section 409(a) there obviously would be no require- 
ment for the continuation of subsection (b) of this section. We are 
of the opinion that this is the reason why the provisions of subsection 
(b) were so worded as to permit their termination after appropriate 
order of the Commission for the terms and conditions under which 


agreements could be maintained in the form of joint tariffs or joint » 


rates by these parties. 


New I. C. C. Motor Accounts System 
Called Product of Years of Work 


The new “Uniform System of Accounts for Class I Com- 
mon and Contract Motor Carriers of Property Subject to the 
Provisions of the Interstate Commerce Act, Issue of 1948,” 
which will become effective January 1 by an order of the 
Commission, division 1, and which includes a new provision 
requiring maintenance of a freight claim register by each car- 
rier affected (see Traffic World, Nov. 29), is the result of 
several years’ work, according to a notice issued by Secretary 
Bartel concerning the new accounts system. 

In his “notice to Class I motor carriers of property,” 
Secretary Bartel outlined the changes effected by the Com- 
mission’s order in the existing uniform accounts system for 
the truck lines subject to the act. He said that the new system 
was based on comments and suggestions received from car- 
riers, from employes of the Commission, and from accounting 
committees of the American Trucking Associations and the 
National Association of Railroad and Utilities Commissioners. 

A copy of the 1948 issue of the uniform system of accounts 
which the Commission made public comprised 117 mimeo- 
graphed pages in addition to six pages of prefatory matter, 
including the Commission’s order. 


Issue of 1937 Superseded 


Secretary Bartel said that the new accounts system super- 
seded “the system of accounts, issue of 1937, effective January 
1, 1938, which was cancelled in its entirety by the Commis- 
sion’s order referred to above (dated November 21), together 
with supplements revising the issue of 1937 in certain par- 
ticulars which were issued December 15, 1943, and November 
27, 1946; all.Class I common and contract motor carriers of 
property will be required to adopt the new system of accounts 
on January 1, 1948.” 

Major differences between the new system of accounts 


and the one now in effect were outlined by Secretary Bartel 
as follows: 


1. The instructions have been rearranged and consolidated accord- 
ing to subject matter, and in some instances have been reworded to 
clarify their meaning and eliminate inconsistencies in applications. 

2. A new instruction has been added requiring that each carrier 
shall maintain a freight claim register in which it shall record complete 
information with regard to cargo loss and damage claims for which 
it may be liable either wholly or in part. 

3. The provision in instruction 20 of the present system that the 
constituent elements acquired in the purchase of a transportation sys- 
tem or portion thereof representing a distinct operating unit, may be 
Tecorded on the books of the purchaser at the cost to it, has been 
eliminated. All purchases shall be recorded in the accounts at book 
cost as reflected on the records of the transferor with concurrent credits 
to the depreciation and amortization reserves for accrued depreciation 
and amortization to date of transfer. 


Two Accounts Receivable 


4. Account 1120—Accounts Receivable, has been replaced by two 
accounts, one for amounts due from agents, customers and interline 
accounts, and one for all other accounts receivable. 

5. The text of account 2900—Unearned Surplus, has been revised 
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to set out more clearly the manner in which that account shall be 
employed. 

6. Delayed debits and credits and certain other items now included 
in subaccounts under account 2930—Earned Surplus, have been trans- 
ferred to new income accounts under the group title ‘‘Extraordinary 
Income.”’ 

7. Accounts 1400—Non-Carrier Operating Property, 1450—Non- 
Operating Property, 6000—Net Income from Non-Carrier Operations, and 
6100—Net Income from Non-Operating Property, have been replaced by 
two accounts; namely account 1400—Non-Carrier Property, and account 
6100—Income from Non-Carrier Operations—Net. 

8. The only important change in the operating revenue accounts is 
the transferring of revenue derived from rigging and other accessorial 
services incident to the transportation of property by the carrier from 
account 3900—Other Operating Revenue, to accounts 3100—Freight Reve- 
nue—Intercity—Common Carrier, 3110—Freight Revenue—Intercity— 
Contract Carrier, or 3120—Freight Revenue—Local Cartage. 

9. The operation and, maintenance expense accounts have been al- 
most entirely revised and renumbered, mainly in order to transfer 
expenses of pickup and delivery service from the Terminal group of 
accounts to the Equipment Maintenance and Transportation. groups 
of accounts, where the accounts affected have been subdivided to show 
separately expenses of line-haul operations and of pickup and delivery 
operations, including local cartage. The manner in which such segre- 
gations shall be made is set out in detail in Instruction 27. In this 
connection it should be noted that only common carriers engaged prin- 
cipally in the transportation of general commodities in intercity service 
are required to employ the subaccounts. 

10. Other changes in the expense accounts include (1) the elimina- 
tion of a number of accounts considered to be of no particular value: 
(2) the transfer of taxes on gasoline and oil: used in service equipment 
and automobiles, and all taxes on tires and tubes and on communica- 
tion service, from the tax accounts to the appropriate operation and 
maintenance expense accounts; (3) the setting up under account 4310— 
Supervision, of a separate subaccount for the pay of employes engaged 
in rating, billing and manifesting freight shipments, and under account 


4610 of a separate subaccount for the pay of employes engaged in 
revenue accounting. 


Records on Freight Claims 


The new instruction for maintenance of a freight claim 
register by each Class I motor carrier of property subject to 
the act is identified in the 1948 issue of the uniform accounts 
system as “instruction 22(e)” and reads as follows: 


A freight claim register shall be maintained, showing for each 
cargo loss and damage claim reeeived, the claim number, date and 
amount; the waybill or expense bill number and date; name of 
claimant; kind of commodity; date claim was paid; total amount paid, 
or date claim was disallowed and reasons; amount of salvage recovered, 
if any; amounts reimbursed by insurance companies, connecting car- 
riers or others, and the amount absorbed by the carrier. Each claim 
received shall be entered in the register and should be supported by 
the complete file of claim papers. However, if the claim papers are 
retained by the insurance companies, connecting carriers or others 
the carrier’s records should contain an acknowledgement from the 
party retaining the claim file that the papers are in its possession. 


Southern Motor Carriers Propose 
Commodity, Exceptions Rate Rises 


The Southern Motor Carriers Rate Conference has noti- 
fied the Commission of its publication, effective December 22, 
of general increases in motor carrier rates applying within the 
south and between the south and Official Territory. 

It said the proposed changes generally increased the mo- 
tor carrier commodity rates and rates subject to exception 
ratings to the level of rail rates and eliminated weight break- 
downs with respect to those rates. No change was made, it 
said, with respect to the class rates subject to classification 
ratings. 

The proposed rates might appear to be an increase of 
about 10 per cent, said the conference, adding that reference 
to its exhibits would show that “few rates were increased as 
much as 10 per cent and many rates not increased at all and 
some increased much less than 10 per cent.” The conference 
said its best estimate was that the resulting increase in rev- 
enue would be less than 4% per cent. 

“This estimate,” it said, “is based upon the traffic study 
put in evidence in Docket MC C-538, using the division be- 
tween class and commodity traffic ascertained by the Bureau 
of Transport Economics and Statistics in their study of intra- 
territorial and interterritorial traffic presented in the same 
case.” 

The increases, said the conference, would fall heaviest on 
commodities best able to bear them, namely, those moving on 
commodity rates and exception ratings. It added: 


Those increases are not proposed for the purpose of equalizing any 
present discrepancies or of applying the increases where the costs bear 
most heavily. It was thought that these small increases would result 
in a needed revenue increase, and the form was designed to cause the 
shippers the least inconvenience, These adjustments are not proposed 
as a final adjustment; they are not the answer to the motor carriers’ 
problem as it now exists, or as it will exist after the contemplated 
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changes in the rail rate structure are effected. We still see the final 
rate structure adjustment in the future. 


The conference noted that everyone was familiar with the 
considerable increases in costs that had occurred in 1947 and 
said that increased costs in the first part of 1948 were inevita- 
ble. It added: 


There are some increases in labor contracts that have taken place 
and others in negotiation. There has been an announced increase in 
tire cost. The effect of all these increases and others unknown, cannot 
be foretold, but it is apparent that an increase is necessary if the 
carriers are to maintain their present position until a more permanent 
rate structure can be devised. Thus, the proposed increase of less than 
4% per cent will not do much more than allow the carriers to retain 
their present position. In the past, all of our increases came too late; 
they were from six to twelve months after they were needed. We feel 
that this adjustment will cause little or no inconvenience to the shipping 
public, as statements which have reached us indicate. 


The conference reviewed motor and rail carrier rate in- 
creases effective since March 18, 1942 

“The result of these adjustments,” said the conference, 
“has left the motor carrier commodity rates and rates subject 
to exception ratings slightly lower than the rail rates and 
class rates subject to the classification ratings are approxi- 
mately the same.” 

The conference referred to an exhibit showing a com- 
parison of the present class rates subject to exception ratings 
applicable intraterritorially within the south with the class 
rates that would become effective under the proposed adjust- 
ment. It said an examination of this table would show that 
the present weight breakdowns had been eliminated, with re- 
spect to this adjustment, and the increase would not be the 
full 10 per cent in all rates, but would vary in amounts neces- 
sary to eliminate the differences. In many instances, it said, 
there were no increases and in some instances there were some 
a to bring about this uniformity. The conference 
added: 


This adjustment was accomplished by the use of conversion supple- 
ments which is the same method that was used in our increase effective 
March 12, 1947. This means was used because the shipping public indi- 
cated that it was much more satisfactory than the use of a master 
tariff as had been done in the past. In giving consideration to this 
matter, the application of an increase to the charges was discussed but 
it was felt that by applying increases to the rates as in the conversion 
supplements it would continue the simplicity obtained in our former 
adjustment. 


Rails Cite Car Supply Improvement; 
Seek Rehearing on Motor Authorities 


Three northwestern railroads have asked the Commission 
for further hearings at St. Paul, Minn., in three motor-carrier 
authority proceedings in which recommended reports have 
been issued, on the ground that developments since the first 
hearings materially affect the question of whether there has 
been or is now any basis for the recommended reports. Im- 
provement of the car supply situation is cited as one such 
development. 

Identical petitions were filed by the Soo Line, the Great 
Northern, and the Northern Pacific in MC 59681, Sub. 19, 
Dakota Transfer and Storage Co.; MC 66788, Sub. 12, Raymond 
Bros. Motor Transportation, Inc.; and MC 43475, Sub. 21, 
Glendenning Motorways, Inc., involving recommended authority 
for the transportation of commodities in bulk, except liquids, 
over irregular routes between specified points in Minnesota, the 
Dakotas, Montana, and Wisconsin. 

Evidence presented by the applicants, said the petitioners, 
consisted of testimony about conditions in the fall of 1946, and 
predictions of what the situation would be in the fall of 1947. 
They said the circumstances existing in the fall of 1946 were 
not repeated in the fall of 1947 and that the predictions of 
witnesses for the applicants had now been shown incorrect. 

The petitioning railroads said that events materially affect- 
ing the question of whether there had been or was now any 
basis for the recommended reports, were as follows: 


1. The percentage of cars on line to car ownership of the railroads 
serving the territory involved herein, has greatly increased since the 
hearing. 

2. In the territory involved herein there were throughout the fall 
of 1947, and are now, fewer blocked elevators than there were at the 
corresponding times in 1946. 

3. The construction of new box cars now exceeds the retirement of 
old ones. 

4. The average turn-around time of freight cars has decreased since 
the hearing herein to an extent that is the equivalent of the addition 
of 80,000 new freight cars. 

5. Carloadings of grain and other commodities in bulk, except 
liquids, in the territory involved herein, have substantially increased. 

6. Despite the predictions of applicants’ witnesses, there was in 
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fact substantially less trucking of grain in the fall of 1947 than there 
was in the fall of 1946. 


The carriers also asked that the time for filing exceptions 
in the three proceedings, now scheduled to expire December 1, 
be extended for 30 days beyond the Commission’s ruling on 
their petitions or until after the further hearing requested. 


A. T. A. Asks Postponement of 
Motor Route Tariff Order 


Postponement for a year of the effective date—December 
31—of the Commission’s order requiring, that motor carrier 
routes be published in their tariffs has ‘been asked by the 
routing subcommittee of the national traffic committee of 
American Trucking Associations, Inc. 

In a conference with Commission officials, according to 
Carl F. Jackson, director of A. T. A.’s traffic department, mem- 
bers of the subcommittee explained “the tremendous difficul- 
ties involved in obtaining all the information needed.” Con- 
tinuing, he said: 


Most of the tariff bureaus represented at the meeting reported con- 
siderable progress has been made toward gathering the necessary 
information and outlined their plans for working out the many prob. 
lems presented by the Commission’s order. When complete, the data 
will show which carriers have interchange arrangements and the points 
of interchange. They also will show the carriers that do not inter. 
change, thus showing where a combination of local rates will apply. 

The subcommittee members assured the Commission representatives 
of their full cooperation in an effort to obtain the information needed 
and indicated they might seek another meeting with the I. C. C. in the 
future to work out problems that might arise in the coming months. 


The Commission was represented at the meeting by W. Y. 
Blanning, director of the Bureau of Motor Carriers; Clarence 
Peck, assistant to the director, Bureau of Motor Carriers; 
Clarence Jensen, director, Bureau of Traffic, and C. G. Van 
Slyke, tariff reviewer. 

Bureau representatives included W. M. Miller, Southern 
Motor Carrier Rate Conference, Atlanta, chairman of the sub- 
committee; C. L. Lawson, Central States Motor Freight Bu- 
reau, Chicago; C. E. Bellew, Middle West Motor Freight 
Bureau, Kansas City; K. Tracy Power, Rocky Mountain Motor 
Tariff ‘Bureau, Denver; E. H. Russell, Eastern-Central Motor 
Carriers’ Association, Akron; D. T. Waring, Middle Atlantic 
States Motor Carrier Conference, Washington, D. C.; R. L. 
Weck, Central and Southern Motor Freight Tariff Association, 
Louisville; and Leo Golden, Jr., and Henry J. Nolte of the 
Eastern Motor Freight Conference, West Hartford, Conn. 


A. T. A. representatives besides Mr. Jackson were Ralph 
D. Yates, assistant director, traffic department, and Peter T. 
Beardsley, of the law department. 


Newtex Attacks Rail Requests for 
Reduction on East Coast Traffic 


Newtex Steamship Corporation, also designated the Texas 
Line, has asked the Commission to suspend two tariff items on 
canned citrus fruit and juices and other canned goods in carload 
quantities, applicable from Florida producing points to Trunk 
Line and New England Freight Association territories consum- 
ing points, scheduled to become effective December 15, and two 
supplements scheduled to become effective January 1, 1948. 

The protested tariffs were identified as items 2051 and 
2050-F, supplement 134, Hoke’s 600-G, I. C. C. 668, and items 
1043 and 1042- c supplement 81. Curlett’s 44- : es Cc. Cc. A-800, 
effective December 15, and supplement 52, Pan-Atlantic tariff 
37-E, I. C. C. No. 84, and supplement 5, Pan-Atlantic tariff 57-G, 
I. C.-C. 134, both in full. 


_  Newtex said it desired to bring to the Commission’s atten- 
tion “an extremely paradoxical situation’? which it described 
as follows: 


On the one hand the railroads of the United States and the coast- 
wise steamship lines, operating between the north Atlantic ports and 
the Gulf of Mexico ports, have petitioned the Interstate Commerce 
Commission for an increase in freight rates (currently being handled 
by the Commission under Ex Parte 166). At the same time, some of 
the railroads, parties to this petition for increased rates are strenuously 
directing their efforts toward the reduction of certain rates. The atti- 
tude of these railroads is, in this respect, exceedingly inconsistent and 
incomprehensible. 


In the justification submitted by the railroads for the proposed 
reduction in rail rates under attack here, it is stated that the adjust 
ment will result in the rail carriers handling a greater portion of this 
traffic even after the return of competitive modes of transportation. 
The competitive modes of transportation referred to are those of the 
coastwise steamship lines operating between the Gulf of Mexico ports 


Decer 


and tl 
from © 

Ww 
will b 
effecti 


I 
suppl 
the r 
preve 
wate! 
situa’ 
the c 
the s 
now, 
and \ 
this 
Com} 


ber < 
and | 
had | 
rail-\ 
of tI 
furth 
land 


rates 
torie 
pose 
the | 
effec 
Vall 
their 
even 


to be 
its e 
betw 
the - 
be a 


Le! 
Va 


the 

of I 
Bure 
Cor 
prec 
quel 
kow 
the 


be a 
on d 
orr 
onc 
nor 
shal 
on ¢ 


assi; 
whe 
It a 
deb’ 


and 
tion 


the 
whi 
and 


wat 
bee: 
Inc. 
wol 
feet 


Coc 
Hai 


ser 
itie 





YRLD 


n there 


ptions 
iber 1, 
ing on 
d. 


-ember 
carrier 
by the 
tee of 


ling to 
, mem. 
lifficul- 
* .Con- 


ted con- 
ecessary 
ly prob- 
the data 
e points 
t inter- 
ipply. 

ontatives 
| needed 
>. in the 
months. 


rw. ©. 
larence 
arriers; 
G. Van 


outhern 
he sub- 
yht Bu- 
Freight 
1 Motor 
| Motor 
Atlantic 
: 
ciation, 
of the 
nn. 

> Ralph 
eter T. 


e Texas 
tems on 
carload 
>» Trunk 
consum- 
and two 
1948. 

051 and 
id items 
. A-800, 
ic tariff 
iff 57-G, 


’s atten- 
escribed 


he coast- 
ports and 
yommerce 
y handled 
~ some of 
renuously 
The atti- 
stent and 


proposed 
1e adjust- 
yn of this 
portation. 
se of the 
<ico ports 








December 6, 1947 


and the north Atlantic ports. The railroads seek to divert this traffic 
from the coastwise steamship lines. 

We do not admit, nor can it be proven, that any useful purpose 
will be served by the reduction in the rail rates scheduled to become 
effective December 15, 1947.... 


Newtex said Pan-Atlantic Steamship Corporation filed its 
supplements to become effective January 1, seeking to restore 
the relationship between the rail rates and the water rates now 
prevailing. It said that if the aforementioned rail rates and the 
water rates were allowed to become effective the competitive 
situation would not have changed in any important aspect. On 
the contrary, it continued, the situation would be substantially 
the same after these adjustments became effective as it was 
now, but both sets of carriers would have reduced their rates 
and would have needlessly sacrificed much needed revenue, “and 
this comes at a time when both sets of carriers are before this 
Commission seeking to have their rates increased.” 

Newtex noted that, scheduled to become effective Decem- 
ber 30, railroads serving the lower Rio Grande Valley of Texas 
and railroads serving Trunk Line and New England territories 
had joined Newtex in establishing a through, joint water-rail, 
rail-water and rail-water-rail rates. It said one of the purposes 
of this adjustment was to provide the Rio Grande canners a 
further market for their products in Trunk Line and New Eng- 
land territories. 

“This objective will not be achieved if the protested rail 
rates between Florida and Trunk Line and New England terri- 
tories are allowed to become effective,” said Newtex. ‘The pro- 
posed reduced all-rail rates and the proposed reduced rates of 
the Pan-Atlantic Steamship Corporation if allowed to become 
effective will very completely remove the lower Rio Grande 
Valley from any possibility of restoring prewar markets for 
their products in Trunk Line or New England territories or 
even at the north Atlantic ports served by the Texas Line.” 

Newtex said that if the rates under protest were permitted 
to become effective, it would be necessary for it to also reduce 
its existing rates in order to restore the present relationship 
between the Texas producers and the Florida producers. It said 
the inevitable result of this restoration of relationships would 
be a cycle of rate cutting. 


Lehigh Coal & Navigation Objects to 
Values of Its Lines in C. of N. J. Case 


The Lehigh Coal & Navigation Co. has filed a motion with 
the Commission in Finance No. 12620, Central Railroad Co. 
of New Jersey, asking that the figures in a report of the 
Bureau of Valuation, filed in the proceeding by order of the 
Commission, containing cost, reproduction costs new or de- 
preciated, or land values, of the properties of Lehigh & Sus- 
quehanna Railroad; Nesquehoning Valley Railroad Co., Tresc- 
kow Railroad Co., and Scranton Railway Co., be stricken from 
the record. 

As alternatives, the parent company asks that the figures 
be deemed evidence only to the extent, if any, they might bear 
on determination of the earning power of the leased properties, 
or reserving to Lehigh the rights to renew its motion to strike 
on conclusion of the hearings and that neither cross-examination 
nor introduction of rebuttal evidence with regard to the figures 
shall prejudice Lehigh’s right to renew its motion or to object 
on argument to the admissibility or materiality of such figures. 

Lehigh said it leased the Lehigh & Susquehanna, and had 
assigned the leases of the other three railroads to the C. of 
N. J. It said the only possible issue in the proceeding was 
whether the lease should be adopted as it stood or be rejected. 
It added that “the leased properties are not properties of the 
debtor and are not before the Commission for reorganization, 
and valuation of those properties is not germane to the prepara- 
tion of a reorganization plan.” . 

Lehigh also said it would not consent to any reduction of 
the rental, $2;267,801 a year, payable for the properties ‘on 
which it can earn a profit greatly exceeding the lease rental, 
and stands ready and able to resume their operation.” 


PACIFIC COAST EMERGENCY LUMBER TRIPS 


Application for temporary authority for an emergency 
water carrier service in transporting Pacific coast lumber has 
been filed with the Commission by Olympic Steamship Co., 
Inc., Seattle, Wash., in W-434, Sub. 2, TA. It said the authority 
would be for transporting nine million to 15 million board 
feet of lumber and lumber products for a 90-day period on 
the steamer Diamond Cement from Gardiner, Reedsport, and 
Coos Bay, Ore., to points on San Francisco Bay, Los Angeles 
Harbor, and Long Beach, Calif. 

The applicant said its request was made to permit the 
service for relief of an acute shortage in transportation facil- 
ities for moving lumber on the Pacific coast. It said it was 
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expected the vessel would complete about dne round trip be- 
tween the designated ports every 20 days and would make 
as many trips on such schedule as could be completed under 
the terms of its contract and any Commission authorization. 

Normally, said the applicant, its vessel carried lime rock 
from Alaska points to Seattle, and to permit it to operate as a 
lumber carrier in the coastwise trade, it would be necessary to 
remove temporarily her bulk carrying equipment. It said the 
vessel could be employed in coastwise lumber service in a period 
in which she would otherwise be laid up because of weather 
conditions on her regular routes. 


LYKES TEMPORARY AUTHORITY REQUEST 


Lykes Bros. Steamship Co., Inc., in W-976TA, has asked the 
Commission to authorize two of its ships to operate for a period 
not exceeding 60 days, each to perform one voyage only, carry- 
ing about 1,600 tons of bulK coconut oil and/or liquid tallow 
from Long Beach, Calif., to an Atlantic Coast port of discharge. 

The applicant said the Maritime Commission had granted 
the requisite authority under section 805(a) of the merchant 
marine act, 1936 for it to act as a contract carrier for the 
period mentioned. Lack of adequate tank space in intercoastal 
trade and “a drastic tank car shortage” produced a situation 
requiring emergency measures, Lykes said. 


CANADIAN FORWARDER ASKS EXEMPTION 


Adanac Freight Forwarders, Ltd., of Vancouver, B. C., 
Canada, in an application in FF-185, asks the Commission for 
authority to continue to use railroad, express and motor carrier 
facilities in forwarding machinery, machines and parts, elec- 
trical goods, iron and steel articles, auto parts and accessories, 
from Chicago, Ill., direct to Vancouver. At the same time, the 
applicant said it did not consider its operations subject to the 
interstate commerce act and asked dismissal of the application 
for lack of jurisdiction. 

The applicant said it was composed of a group of Vancouver 
merchants who imported commodities eligible for loading in 
“our cars’. It said shipments were consigned to Central For- 
warding Co., of Chicago. There was only the one point of as- 
sembly, Chicago, it said, and no break-bulk points. It said it did 
not issue its own bill of lading, but that Central issued a uni- 
form straight bill of lading covering the movement of “our 
cars” from Chicago to Vancouver. 


BARGE LINE COTTON RATE PROTESTED 


W. F. Knobeloch, for and on behalf of all southwestern, 
railroads, has asked the Commission to suspend item 305 in 
supplement 32 to Federal Barge Lines’ freight tariff 77-M, 
I. C. C. No. 233, publishing a rate of 120 cents a bale on com- 
pressed cotton, in bales, minimum 100 bales, from Memphis, 
Tenn., and Helena, Ark., to New Orleans, La., effective Decem- 
ber 10. The petition said this publication was the first notice 
given the public or the railroads “that any such unreasonably 
low rate or charge was even contemplated for publication.” 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Kentucky western district at Louisville. On November 15, 
fines totaling $1,500 were imposed on Logan Johnson and Karl 
Nussbaum, Jr., of Louisville, following entry of their separate 
pleas of guilty to an information charging each of them with 
violations of part II of the act. Each defendant was fined 
$750. The defendant Nussbaum was required to pay the en- 
tire amount of his fine. The defendant Johnson was required 
to pay $100 of the fine imposed on him. The remaining $650 
of his fine was suspended for a probationary period of two 
years. The defendant Logan Johnson was charged with oper- 
ating as a common carrier of property for compensation with- 
out a Commission certificate authorizing the particular opera- 
tions described in the information. The defendant Karl Nuss- 
baum, Jr., was charged with aiding and abetting Johnson in 
performing such operations. 

Northern Texas district, Wichita Falls division, at Wichita 
Falls. On November 17, W. S. Bristow, of Kamay, Tex., was 
fined $300, which was paid, on a plea of guilty to an informa- 
tion charging him with operating as a common carrier of prop- 
erty for compensation without authority from the Commission. 

Kentucky western district, at Louisville. On November 15, 
Harry Tushman, dba Orleans Poultry Co., of Owensboro, Ky., 
was fined $500 following entry of his plea of guilty to an infor- 
mation charging operation as a common carrier of property for 
compensation without a certificate issued by the Commission 
authorizing the operations. The fine was required to be paid. 
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Georgia northern district, Rome division, at Rome. On No- 
vember 17, fines totaling $660 were imposed on Glover B. Sewell 
and R. D. Cole Manufacturing Co., Newman, Ga., following 
entry of a plea of guilty by the defendant Sewell and entry of a 
plea of nolo contendere by the defendant corporation to an in- 
formation charging Glover B. Sewell with engaging in the busi- 
ness of a contract carrier of property for compensation without 
a Commission permit authorizing the described operations and 
charging R. D. Cole Manufacturing Co., shipper of the property 
transported, with aiding and abetting Sewell in performing the 
operations. Each defendant was fined $330, which was required 
to be paid. 

Kentucky western district, at Paducah. Lee Staley, of Pa- 
ducah, on November 19, was fined $500 and sentenced to serve 
six months in jail following entry of his plea of guilty to an 
information charging him with contempt of court for violating 
the terms of an injunction previously obtained against him by 
the Commission. The jail sentence was suspended for a proba- 
tionary period of two years and the court ordered payment of 
the entire amount of the fine. The defendant was charged with 
violating the terms of. a judgment entered by the court on No- 
vember 19, 1946, whereby the defendant was enjoined from op- 
erating as a common or contract carrier of property for com- 
pensation unless and until he should have obtained requisite 
authority from the Commission. In the information charging 
contempt of court it was specifically alleged that he had trans- 
ported eight separate shipments of household goods without 
authority since issuance of the injunction against him. 

Southern Georgia district, Augusta division, at Augusta. 
H & S Transfer Co., of Augusta, and Cotton States Motor Lines, 
Inc., of Aiken, S. C., were fined a total of $500, November 19, 
following entry of their separate pleas of guilty to informations 
charging them with violations of the act. Of the total fine im- 
posed, H & S Transfer Co. was required to pay $300 and Cotton 
States the balance of $200. H & S was charged with operating 
without a certificate authorizing the operations described, with 
failing to require its driver to keep driver’s logs, with failing to 
have on file certificate of physical examination for a new driver, 
and with operating a motor vehicle on public highways without 
having its brakes, steering mechanism and lighting devices in 
good working order. Cotton States was charged with aiding and 
abetting H & S in performing some of the unauthorized opera- 
tions. 

Southern Georgia district, Augusta division, at Augusta. 
Fines totaling $375 were imposed, November 19, on Reliable 
Transfer Co., Inc., Walter Watkins, John L. Duggan and I. N. 
Farmer, following entry of their separate pleas of guilty to 
informations charging them with violations of the act. Of the 
total fine imposed, Reliable was required to pay $300, and each 
of the remaining defendants, $25. Reliable was charged with 
failing to have in its files certificates of physical examination 
for its new drivers, failing to require drivers to keep drivers’ 
logs, and with permitting and requiring drivers to remain on 
duty for excessive weekly hours. Watkins, Duggan and Farmer, 
drivers employed by Reliable, were each charged with falsifying 
drivers’ logs. 


Negro Firemen Win Preliminary 
Injunction Against Rail Union 


Judge Holtzoff, of the federal district court for the District 
of Columbia, has granted a preliminary injunction against the 
Brotherhood of Locomotive Firemen and Enginemen, requiring 
the brotherhood to cease discrimination against Negro firemen 
employed by the Atlantic Coast Line and the Southern Railway. 
The injunction was issued in a suit instituted by 21 Negro fire- 
men, for themselves and about 1,000 other Negroes employed 
in a like capacity on the two railroads, against the B. of L. F. 
and E. and two of its local lodges and against the A. C. L. and 
Southern (see Traffic World, Nov. 1, p. 1267). 


In his ruling on the plaintiffs’ motion for a preliminary in- 
junction, Judge Holtzoff said that, as he viewed it, the suit 
was primarily against the brotherhood “because the complaint 
shows that the brotherhood was instrumental in securing such 
discriminatory action on the part of the railroads.” The “dis- 
criminatory action” alleged, he said, was that the Negro loco- 
motive firemen, “euphemistically known as non-promotable 
firemen,” at times lost their seniority rights and sometimes even 
their employment when steam power was displaced by Diesel 
power on any run on which a non-promotable fireman was 
employed, and that at times a person with less seniority was 
hired as a helper on a Diesel engine when a Diesel replaced 
steam power. 

Judge Holtzoff said he would not grant an injunction 
against the railroad defendants because “their function is to 
run railroads, and in the performance of their obligations they 
may be constrained to enter into agreements with Jabor unions 
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to prevent interference with the operation of the line.” He 
granted the brotherhood a week’s stay of the injunction order 
pending the filing by the brotherhood of an application for per. 
mission to take a special appeal to the U. S. Court of Appeals 
for the District of Columbia. 

Judge Holtzoff’s discussion of the issues presented by the 
complaint included the following: 


We are dealing here with the law regulating the duties of an 
agent toward his principal....He may not neglect some of the 
members, prefer some as against others, or discriminate among them, 
... The brotherhood was under no obligation to become a bargaining 
agent for the employes within its craft. Having sought to do so, and 
having been elected to that position of trust, the brotherhood is ip 
duty bound to represent fairly not only its own membership, but al| 
the employes in whose behalf it has authority to bargain. ...The only 
permissible distinctions may be those based on seniority, efficiency, 
reliability, aptitude and similar considerations bearing on the quality 
of services rendered by the employes.... 

This is not a matter of race distinction in social relations between 
man and man. This is a matter of arbitrary classification in labor 
relations. The problem that confronts us is simply this: May a faithful 
employe who has earned a place for himself by a long period of service 
be stripped of his means of livelihood by his own bargaining agent? 
To the individual immediately concerned such an eventuality would 
be a disaster. To permit such a tragic result would be to tolerate a 
grave injustice. ... 


Court Enjoins I.C.C. Order 
Concerning Western Smelters 


By unanimous decision of three judges in the federal dis. 
trict court at Salt Lake City, Utah, the decision of the Com- 
mission in Ex Parte 104-Part 11 proceedings involving Utah and 
Colorado smelters has been remanded to the Commission and 
the Commission’s order temporarily enjoined. The two causes 
heard by Circuit Court Judge Orie L. Phillips, and District 
Judges Tillman D. Johnson and T. Blake Kennedy, were Bing- 
ham & Garfield Railway, Denver & Rio Grande Western Rail- 
road, Union Pacific Railroad, and American Smelting & Refining 
Co. vs. U. S. and I. C. C., and United States Smelting, Refining 
& Mining Co., Denver & Rio Grande Western, and Union Pacific 
vs. U. S. and I. C. C., Nos. 1324 and 1325. The plaintiffs sought 
an order restraining the carrying into effect of a Commission 
order with respect to charges for switching services involved in 
the transportation of ores to and in connection with the opera- 
tion of the smelters. 

The court in its findings stated that the Commission had 
determined that the plant yard at Garfield, the hold tracks at 
Murray, and the flat yard at Leadville constituted reasonable 
points for the delivery of cars of ore and receipt of empty cars 
at the smelters; and that line-haul outbound transportation 
begins and line-haul inbound transportation terminates at these 
points. 

The court held that the above yards and hold tracks “have 
the physical characteristics of terminal facilities and are actually 
used by the railroads as terminal facilities,” and declared: 

The challenged order is predicated on the finding that railroad 
companies ‘‘line-haul rates do not include compensation’’ for switching 
services beyond the points where the Commission found line-haul 
transportation begins and terminates, and that such switching services 
were performed without compensation in addition to the line-haul rates, 
and were therefore unlawful. 

The Commission order requires the railroads to establish reasonable 
and compensatory charges for all switching services rendered beyond 


the points where it held the line-haul transportation begins and 
terminates. 


Judge Phillips in his concurring opinion found “that the 
only evidence tends to support the factual conclusion that the 
tariffs include compensation for switching services beyond the 
points where the Commission found the line-haul transporta- 
tion begins and terminates, especially uninterrupted movements 
beyond such points. . .. There is no evidence to overcome the 
presumption that the railroads are not performing services gra- 
tuitously and that the tariffs do include compensation for move- 
ments beyond the points where the Commission found line-haul 
transportation begins and terminates.” 

Commenting on the Commission order requiring the rail- 
roads to file additional tariffs exacting separate and additional 
reasonable and compensatory charges for switching services, 
Judge Phillips said “this would result in two charges for the 
same services. . . . While I would hold the order illegal and 
permanently enjoin its enforcement, I will join in the order of 
remand.” 

It was contended in the case that the issues involved in 
connection with these Utah and Colorado Smelters were sub- 
stantially different from any other Ex Parte 104-Part 11 pro- 
ceedings heretofore decided by the Commission, in that the 
tariffs themselves since 1908 specifically stated, in effect, that 
the line-haul rates included a number of movements within the 
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smelters for the purpose of weighing, sampling, thawing and 
spotting at stockpile or receiving bin. Furthermore, there was a 
transit feature involved, it was held. 


IND. COURT UPHOLDS BELOIT COAL RATE 


A three-judge district court has supported the order of 
the Commission in I. and S. 5139, Coal to Beloit, decided in 
1945, saying that “We must recognize that decisions of the 
I. C. C., like decisions in other administrative boards, are -con- 
clusive where the evidence is conflicting or capable of giving 
rise to different inferences.” 

The decision was rendered in No. 1072 civil, Ayrshire Col- 
lieries Corporation et al. vs. United States of America et al., 
and No. 1076 civil, Chicago, Milwaukee, St. Paul & Pacific 
Railroad Co. vs. Same. 

The three judges, Evan A. Evans, Walter C. Lindley, and 
Robert C. Baltzell, sat in the southern district of Indiana and 
made their decision after the Supreme Court of the United 
States had returned the case to the district court because, it 
said, two judges could not dispose of the case even though 
the third judge of the statutory court was ill and could not 
participate. 

The rate complained of was for coal from the Ayrshire 
mines in southern Indiana to Beloit, Wis., and its vicinity. The 
court said it concluded there was evidence to support the 
Commission’s findings, that the Commission must be the judge 
of the relative importance of the various factors going to 
make up the rates, “and if there be some evidence to justify 
the. Commission’s decision, we cannot disturb it.” The court 
continued by saying that it was satisfied that, had the Com- 
mission fixed a different rate, there would have been evidence 
to support such findings and that it could not say the evidence 
was such that no other rate but the one which the Commis- 
sion made could be charged. 


HUDSON TRANSIT ASKS COURT ACTION 


Hudson Transit Lines, has filed in the New Jersey federal 
district court a complaint in civil action No. 10864, Hudson 
Transit Lines, Inc. vs. U. S. A. and the Commission, asking 
that the Commission be temporarily enjoined from enforcing 
an order of July 8, in MC 2835, Sub. 10, Adirondack Transit 
Lines, Inc., Extension—Lincoln Tunnel, according to informa- 
tion received by the Commission. 


Hudson Transit, in its complaint, said the aforementioned 
order authorized issuance of a certificate to Adirondack per- 
mitting it to transport passengers by motorbus between New 
York City, on the one hand, via a proposed Lincoln Tunnel 
extension, to all points on its routes north of a point on New 
Jersey highway 17, 2,000 feet north of the intersection of New 
Jersey highways 17 and 4. 


The effect of the report and order of July 8, said Hudson 
Transit, was to single out Hudson and another protestant, 
Mountain Transit Corporation, that rendered service between 
New York, on the one hand, and points north of the intersec- 
tion of New Jersey highways 17 and 4 and Monroe, N. Y., on 
the other hand, and permit Adirondack to compete therewith, 
without having proved necessity and convenience for service 
between New York and those points and places in question. 


REEFER SERVICE ORDER COURT ACTION 


The Commission has announced it has been informed by 
the United States Attorney at Omaha, Neb., that on November 
19, the Union Pacific Railroad Co. confessed judgment in six 
counts of a penalty suit in which it had been charged with 
violation of the Commission’s service orders with respect to the 
use of refrigerator cars. It said a decree was entered by Judge 
Donohue, of the federal district court, against the aforemen- 
tioned carrier in the sum of $100 on each count, ora total of 
$600 plus costs. It said the violations arose through the use of 
refrigerator cars for the transportation of commodities not per- 
mitted by the Commission’s service order No. 95 in conjunction 
with Agent Taylor’s I. C. C. order No. 413. The Commission 
Said the suit was brought under the provisions of section 1(17) 
of the interstate commerce act. The case was investigated by 
the Commission’s Bureau of Inquiry, it said. 


CARAS HEADS HOUSE COMMITTEE STAFF 


Chairman Weichel, of the House committee on merchant 
marine and fisheries, has announced appointment of Gus Caras, 
of Delaware, as chief of the committee’s professional staff. Mr. 
Caras served as principal accounts auditor in the General Ac- 
counting Office for five and one-half years before receiving the 
Committee appointment and had been employed earlier in the 
making of G. A. O. audits of Maritime Commission and War 
Shipping Administration accounts. 


1661 


Congressional Group Hears Pleas 
to Extend O. D. T. Beyond Feb. 29 


The House and Senate Joint Committee on the Economic 
Report, headed by Senator Taft, of Ohio, in hearings it has held 
on questions relating to the effect of exportation of foreign-aid 
supplies on domestic production and distribution, has heard 
testimony by spokesmen for the Agriculture and Commerce 
Departments in advocacy of extension of existing legislative 
authority of the Office of Defense Transportation for allocation 
of the use of transportation facilities and equipment of rail 
carriers. 

Under a provision of the second decontrol act of 1947, such 
authority of the O. D. T. would expire February 29, 1948. 

Secretary Harriman, of the Department of Commerce, in 
testimony he presented before the Congressional joint com- 
mittee, referred to the recommendation he had made in his 
quarterly report to the Congress under the second decontrol 
act with respect to continuation of the rail equipment alloca- 
tion powers of the O. D. T. (see Traffic World, Nov. 8, p. 1318), 
and reasserted his opinion that “there is greater need now for 
controls over such (rail) facilities than existed at the time of 
the enactment of the second decontrol act of 1947.” He also 
asked extension of Commerce Department export control pow- 
ers. More extensive testimony urging continuation of the 
O. D. T.’s allocation powers was presented, by William C. Crow, 
director of the marketing facilities branch in the Agriculture 
Department’s Production and Marketing Administration. 


Harriman on Transport Controls 


In his testimony before the joint committee, Secretary 
Harrison said that the program of “limited controls” exercised 
by the O. D, T., through the active cooperation of the railroads 
with that agency, had increased the average load per car, re- 
duced car detention, and accomplished the distribution of avail- 
able freight cars “in a manner so as to spread equitably among 
shippers the burdens resulting from the deficiency in freight 
car equipment. 

“But,” he continued, “while this program has alleviated 
the freight car shortage, it has not affected a solution. True, 
the present voluntary program for the construction of new 
freight cars for use in this Country has shown substantial re- 
sults, but it has not fully met our hopes. Clearly, transportation 
occupies a central place in both our international program, and 
in the stimulation of the domestic output of goods and their 
distribution.” } 

Mention of proposals for extending the “deadline” for exer- 
cise of O. D. T. powers over rail transport equipment was made 
by an Agriculture Department witness who preceded Mr. Crow 
in the joint committee hearings, and that witness was advised 
by Chairman Taft that the subject of “placing limitations on 
delivery or transportation” would be “passed over” by the joint 
committee, since he thought that that subject probably would 
be dealt with by the Senate interstate and foreign commerce 
committee. 


Car Shortages and Agriculture 


Mr. Crow, in his testimony, outlined the present car supply 
situation of the railroads, and added: 


To the shipper of agricultural products, the situation is even more 
difficult than is indicated by these figures on car ownership. The un- 
usually heavy burdens of war and postwar traffic have made many cars 
now in service unfit for transporting grain and other food products 
which require a high class of equipment for safe transportation. 
Furthermore, in the handling of perishable foods delays in obtaining 
cars, which are frequent in periods of car shortage, increase the possi- 
bility of loss through spoilage. The failure of canners to obtain cans 
at the proper time can also result in loss of food, and the failure to 
receive seed on time may curtail production. 

Sufficient transportation to move the output of the nation’s fac- 
tories and farms is essential to our domestic economy and to the export 
program. Since we continue to have an insufficient supply of transporta- 
tion it is imperative that all possible steps be taken to use effectively ._ 
such facilities as we have. The authority to allocate transportation 
facilities and equipment has been used to aid the distribution of prod- 
ucts within the United States as well as to facilitate the export move- 
ment. To illustrate, order 18-A of the O. D. T., requiring the loading 
of cars to their capacity, rests on this authority. If this order ceases to 
operate at the end of February because of the expiration of the au- 
thority for it, and loadings drop back to the minima established in the 
tariffs, the effect would be the same as the withdrawal of a large num- 
ber of cars from the service. ... 


Transport Controls and Exports 


In addition to the need for transportation controls to facilitate pro- 
duction and distribution within the United States, such controls have 
been, and will continue to be, one of the most effective measures to 
assure an orderly export program... . 

An order (issued by the I. C. C. under certification of the O. D. T.) 

. establishing car priority for wheat in the Pacific northwest .. . 
became effective November 14 and is now scheduled to expire January 
31, but in view of the critical box car shortage we cannot be sure that 
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it will not have to be extended beyond that date or that orders of like 
nature may not have to be applied in other areas. 

It should be pointed out that the need for priorities of this kind 
stems not only from an insufficiency of cars in the area from which the 
grain is to be transported, but also from the fact that it is not within 
the power of the railroad to dictate the use which a shipper makes of 
eae 


Tank Cars for Vegetable Oils 


Right at the present time the Department (of Agriculture) is buying 
for shipment through the winter and spring months a considerable 
quantity of vegetable oils which are badly needed in Germany and 
Austria. Tank cars are all privately owned, and we have not been able 
to lease the cars necessary to transport the oil from crushing mills in 
the interior to the seaboard. There are no cars which are not under 
lease in other service. We now are trying to work out arrangements 
to use cars that are moving west from North Atlantic ports loaded with 
other oils for a return movement to the seaboard with vegetable oil. 
While we are optimistic that this may be worked out without the use 
of a priority, should it not prove possible, the authority to issue a 
priority for the use of cars for that movement should be available. 

In view of the certainty of continued shortages of transportation 
facilities and equipment for many months, and the serious effect which 
such shortages can have on the domestic economy and the export pro- 
gram, the Department of Agriculture as the agency responsible for the 
food program is of the opinion that present authority for the allocation 
of railroad facilities and equipment and for the issuance of priorities 
for the movement of essential traffic should be extended beyond Febru- 
ary 29, 1948, the present expiration date. 


Extension of Export Controls 


In discussion of the proposed extension of export controls, 
Secretary Harriman said that under the second decontrol act 
his department was told to eliminate all but the most essential 
commodities that remained subject to such controls, he said, 
his department was authorized to control their export from the 
United States for two main purposes: (1) to limit the quantity 
exported in relation to domestic supplies thereof, and (2) to 
direct their flow into countries where need was greatest and 
“where our foreign policy interest would be served best.” He 
said that export controls had indirectly assisted in the control 
of inflation, by “preventing a concentration of foreign buying 
on those goods which are scarcest here.” 


“Among the goods still subject to export restrictions,’ he 
continued, “are essential foods, including meat products, fats 
and oils, butter, wheat, and other essential grains and prepara- 
tions; fodders and feeds; seeds and fertilizers; soap; lumber 
and lumber products; coal; petroleum; many of the more im- 
portant chemicals; steel-mill products and iron and steel manu- 
factures; copper, brass, lead, zinc, tin and tin manufactures; 
building materials and plumbing supplies; and certain types of 
machinery still in short supply... . 


“Foreign purchasers are often willing to pay prices sub- 
stantially above the domestic price of scarce materials. Export- 
ers are therefore in position to sell them at excessive prices 
and hence to pay excessive prices for their supplies, thus bid- 
ding the available supplies away. .. . 

“There are two ways in which we could strengthen our 
exercise of export control. In the first place, with increased 
funds, we could undertake a broader program of export con- 
trol. . . . In this connection I would like to point out that on 
V-J Day there were about 800 employes engaged in this work, 
with 798 commodities on the classified list. At the present time 
there are less than 200 employes and 352 commodities under 
control. In the second place, with increased statutory author- 
ity we could strengthen the drive against profiteering in ex- 
ports.” 


Freight Cars and Steel Priorities 


Secretary Harriman referred to the need for steel for 
freight cars in discussion of proposed extension of “limited 
priority powers” to increase domestic production or prevent a 
— of such production of short-supply materials and 
products. 


“The most important place in which this power can be 
exercised is steel,” he said. “By the use of limited priority and 
allocation powers over steel, I believe we could direct a small 
proportion of steel to the most essential programs, and reduce 
the amount of steel going into a few less essential purposes. 
The increased production of freight cars, so greatly needed by 
our domestic economy, is a case in point... .” 

In the course of questioning by committee members, Sec- 
retary Harriman said that if his department obtained “limited 
authority” with respect to allocations of iron and steel “we 
would immediately undertake steps to see to what extent uses 
of steel could be curtailed so that adequate amounts of steel 
could be made available for important programs such as freight 
car production and, perhaps, a few others.” 

He proposed, also, investigations “to see whether this 
authority could be used to stimulate steel production.” 

“I believe that the issuance of a few priority orders in a 
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few cases, such as freight cars, will help the entire economy 
by getting more freight cars,” Secretary Harriman said. 


Allocation of Coal Cars 


Senator Watkins, of Utah, said there should be a bette 
allocation of coal cars, so that more coal could be transporte; 
to steel plants, and Secretary Harriman indicated agreement 
with that view. 

Chairman Taft pressed Secretary Harriman for a definition 
of what was meant by a “limited authority” to allocate ma. 
terials for domestic production and took the position that what 
the Secretary of Commerce really wanted was complete power, 
with discretion to select the specific items or commodities 
to be allocated. Senator Taft suggested that as to freight car 
production “the whole question is the failure of the steel com. 
panies to allocate steel.” 

“You want this power because it has not worked on a 

prey ad basis,” he said. “You want the power to allocate 
steel.’ 
“If the government has the power (to allocate) it stimulate 
voluntary action and gets quicker action,” Secretary Harrima 
replied, adding that there was a question as to whether it was 
“within the right of certain producers to make allocations a 
between themselves because of the anti-trust laws.” 

“Would you take steel away from the automobile indus. 
try?” asked Chairman Taft. 

“We would have no intention of attempting to decide wha 
amount of steel should go to the automobile companies, or t 
refrigerators, or the main body of users of steel,” answerej 
Secretary Harriman. 


Bill for Extension of O. D. T. 


Senator Reed, of Kansas, has introduced S. 1818, designated 
by its title as a bill “to extend certain powers of the President 
to allocate the use of railroad transportation equipment ani 
facilities through January 31, 1949, under title III of the 
second war powers act.” Thus the bill would pave the way 
for continuance of the O. D. T. for eleven months beyond the 
date on which it otherwise would expire, the President having 
delegated to it the powers held by him under title III of the 
second war powers act for allocating the use of rail equipment. 
The text of the bill follows: 


Be it enacted . .. that, notwithstanding any other provision of 
law, title III of the second war powers act, 1942, as amended and ex- 
tended, shall continue in effect to and including January 31, 1949, or 
such earlier date as the Congress by concurrent resolution of the 
President may designate, for the purpose of allocating the use of 
railroad transportation equipment and facilities without regard t 
ownership. 


The legislative authority under which the life of the O. D.T. 
was prolonged from June 30, 1947, to February 29, 1948, wa: 
the second decontrol act of 1947, signed by the President o 


_July 15 (see Traffic World, July 19, p. 191). The O. D.T. 


remained operative in the first 15 days of July as a result 
of approval by the President, on June 30, of S. J. Res. 139 
continuing certain war powers of the President for 15 days (see 
Traffic World, July 5, p. 34). 

In testimony he gave at a hearing by the House banking 
and currency committee, December 1, Secretary Harrima 
offered substantially the same representations concerning rai 
transport equipment controls, export controls and allocatio 
of scarce-supply materials as he had presented earlier befor 
the joint committee on the economic report. 


U. S. Department of Transportation 
Proposed in Bills in Congress 


Senator Capehart, of Indiana, and Representative Stefan, 
of Nebraska, have introduced companion bills in the Senate 
and House providing for establishment of a Department 4 
Transportation, headed by a Secretary of Transportation wh, 
under terms of the legislation, would be a member of the Pres 
ident’s cabinet. 

In a press conference they held jointly in Senator Cape 
hart’s office, the authors of the two bills said the legislatio 
was designed to coordinate the function of all transportatio 
bureaus, agencies and boards under one head, with the excep 
tion of the Railroad Retirement Board, the National Mediation 
Board, the Alaska Railroad and the Panama Canal. 

The bills provide for the appointment of three assistal! 
secretaries of the Department of Transportation, with the it 
tention, as stated by Senator Capehart and . Representativ 
Stefan, that their duties would be directed individually to all, 
land and water transportation. j 

Senator Capehart is chairman of the government organiz* 
tion subcommittee of the Joint Congressional Air Policy Boat, 
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and Representative Stefan is a member of the same subcom- 
mittee. A statement they issued, explaining provisions of the 
legislation proposed by them, included the following: 


Through the creation of the new Department of Transportation, 
provision is also made for the transfer to the new department of the 
Interstate Commerce Commission and its functions, the United States 
Maritime Commission and its functions, the Civil Aeronautics Authority, 
the Civil Aeronautics Board, the Civil Aeronautics Administration, the 
Office of the Administrator of Civil Aeronautics, the Weather Bureau, 
the Inland Waterways Corporation and the Office of Defense Transpor- 
tation and all the functions of those divisions. 

The new Secretary of Transportation, under the bill, would take over 
the administration of the functions of all transportation agencies, the 
budgeting, accounting, personnel and procurement as well as the re- 
lated routine management. 


Secretary Would Be Coordinator 


The new Secretary would establish general policies and programs 
for the new department and coordinate the activities of the various 
agencies with a view to carrying out the national transportation policy 
declared by Congress in the transportation act of 1940. He also would 
be empowered to make recommendations to agencies in the department 
or to Congress in the same procedure as followed by other Cabinet 
members. The bill contains all of the provisions of legislation previously 
enacted to direct the functions of other departments of government. 

Efficiency is and has been sadly lacking in governmental functions 
with respect to all forms of transportation and it is our aim in the 
introduction of this measure that coordination of the many scattered 
agencies and bureaus under a single department with a single head 
will work toward the efficiency needed to bolster the transportation 
facilities of the nation. 


Though the Capehart and Stefan bills provided that all 


‘functions of the Administrator of Civil Aeronautics, the Weather 


Bureau, the Inland Waterways Corporation and the O. D. T. 
be administered under the direction and supervision of the 
Secretary of Transportation, and that the budgeting, account- 
ing, personnel, procurement and “related routine management 
functions” of the I. C. C., the Maritime Commission and the 
C. A. B. be likewise administered; the bills would leave the 
I. C. C., the Maritime Commission and the C. A. B. independent 
of the Secretary of Transportation in the exercise of their rule- 
making, adjudication and investigation functions. The part of 
the proposed legislation providing for such independence of the 
three agencies named reads as follows: 


The rule-making (including the prescription of rules, regulations, 
rates, and divisions of rates, charges, standards, and practices), ad- 
judication (including the making of reparations orders and the deter- 
mination of construction-differential and operating-differential subsi- 
dies), and the investigation functions of the Interstate Commerce Com- 
mission, the United States Maritime Commission, and the Civil Aero- 
nautics Board shall be exercised by each of them independently of 
the Secretary of Transportation. 


A further provision of each bill is that each of the govern- 
mental agencies proposed to be placed under the jurisdiction 
of the Secretary of Transportation “shall hereafter make all 
of its reports to the President and Congress through the Secre- 
tary of Transportation.” The bills also provide for transfer to 
each agency affected, for use for the same purposes for which 
the amounts in question were available prior to the transfer, 
of “so much of the unexpended balances of appropriations, allo- 
cations, or other funds available for the use of any agency 
transferred by this act, or for the use of the head of any 
agency in the exercise of any.function transferred by this act, 
as the director of the Bureau of the Budget with the approval 
of the President shall determine.” 


The Capehart bill was identified as S. 1812, and the Stefan 
bill was numbered H. R. 4595. 


Subcommittee to Hold Hearing 


In an executive session on November 28, the Senate inter- 
State and foreign commerce committee agreed to appointment 
of a subcommittee to consider S. 1812, and it was stated, after 
the meeting, that designation of the subcommittee membership 
would be made at a later date. 


Chairman White, of the full committee, subsequently an- 
nounced appointment of the subcommittee on S. 1812, as fol- 
lows: Senator Capehart, chairman; Senators Reed, of Kansas; 


Brewster, of Maine; Johnson, of Colorado, and McFarland, of 
Arizona. 


Senator Capehart announced on December 2 that his sub- 
committee on S. 1812 would hold hearings on the bill, “prob- 
ably after Congress convenes in the regular session in January.” 

_ “Any and all persons who believe they can contribute to the 
ultimate goal of more efficiency in governmental interests in all 
forms of commercial transportation in the United States will 
be given an opportunity to make that contribution,” he said. 

_He stated that it was the purpose of S. 1812 to “provide a 
basis on which to work toward bringing order out of the gov- 
ernment’s transportation chaos.” 
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Bill to Increase I. C. C. Powers 
Over Explosives Transport Hit 


Legislation now pending in the Senate, proposing a broad- 
ening of the Commission’s power to prescribe regulations for 
the transportation of explosives and other dangerous articles 
so as to bring about uniformity of such regulations and vest 
the regulatory authority in one agency of the government, was 
a target for verbal attacks by a number of barge line operators 
and by spokesmen for other barge companies in a hearing held 
December 3 by the House select committee on problems of 
small business. 

The assailed bill was S. 1141, introduced April 22 of this 
year by Chairman White, of the Senate interstate and foreign 
commerce committee, on request of the Commission, by which 
the bill was drafted. Chairman Ploeser, of the House “small 
business committee,” explained at the outset of the December 3 
hearing that the committee had no jurisdiction over the bill in 
question but that the hearing was being held because of com- 
plaints received from a number of small contract-carrier barge 
operators, and that the committee was interested in the “eco- 
nomic effect” the proposed legislation would have on these 
“small business” concerns. 

A salient provision of S. 1141, entitled “a bill to amend 
the transportation of explosives act, as amended,” is its section 
233(a), reading as follows: 


Sec. 233. (a) The Commission is authorized and directed to pre- 
scribe and promulgate with or without hearing or notice (except as 
provided in paragraph (c) of this section) such rules and regulations 
relating to containers, the handling, marking, labeling, packing, 
stowage, certification, transportation, or storage or other matters in- 
cidental to transportation of dangerous articles transported or to be 
transported in commerce as the Commission may deem necessary to 
provide for the safe transportation in commerce of such articles and to 
amend, modify, suspend or revoke such rules and regulations. The 
rules and regulations, and any amendment, modification, suspension or 
revocation thereof, prescribed and promulgated by the Commission, 
shall, unless a shorter time is specified by the Commission, take effect 
on the ninety-first day after the issuance thereof. 


I. C. C. Witness Supports Bill 


The only witness testifying as an advocate of the bill was 
Frank Perrin, appearing as the Commission’s representative, 
who said that his prepared statement had been approved in its 
entirety by the Commission’s legislative committee. He said it 
was his understanding that the complaints the “small business 
committee” had received about S. 1141 were to the effect that 
it would subject contract carriers by water of bulk petroleum 
and petroleum products to complete economic regulation by the 
Commission. He said that the transportation of explosives act 
and the interstate commerce act were completely divorced and 
separate, and he noted that contract carriers by water of bulk 
commodities in non-oceangoing vessels were exempt from 
I. C. C. regulation under provisions of section 303 (c), (d) and 
(e) of the interstate-commerce act. He said legislation such as 
S. 1141 had been introduced the first time, at the Commission’s 
request, in 1943, and that exigencies of World War II had em- 
phasized the need for it. 

His statement continued, in part, as follows: 


ty 


The volume of explosives and other dangerous articles transported 
has increased progressively beginning with 1939. It is our understand- 
ing that the commercial transportation of these commodities is now at 
an all time high. During the war many situations too numerous to 
mention arose which, under the present law, could not be adequately 
dealt with. New types of explosives and dangerous articles became 
common articles of commerce. 

Because of the enormous increase in the transportation of ex- 
plosives and other dangerous articles by other modes of transporta- 
tion, i.e., motor and water transport, the Commission on April 20, 
1943, by order, extended the application of the Commission’s explosive 
regulations to private and intrastate motor carriers. This order was 
amended on August 27, 1943, limiting its effectiveness to the duration 
of the war and six months thereafter. . 

Another aspect of regulation of the handling, labeling, packaging, 
and stowing which is important and demands uniform regulations has 
been caused by the increase in interchange of traffic between the various 
modes of transportation; namely, motor-air; motor-rail, and motor- 
water. Further, increases in this interchange of goods between various 
types of carriers can be expected as time goes by. 

Furthermore, the proposed bill would simplify regulation of the 
transportation of explosives and other dangerous articles since there 
would be a single regulatory body to which a carrier or shipper could 
look for uniform rules pertaining to their transportation. This seems 
particularly desirable, both from an administrative standpoint and from 
the point of view of the carriers and shippers themselves. It can be 
expected to result in substantial economies in the administration of 
regulations pertaining to the transportation of explosives and other 
dangerous articles. Of course ‘the end product of the proposed bill is 
to assure protection to life and property. 


Exempt Barge Operations 


The proposed revision does not attempt to put carriers now exempt 
from the interstate commerce act under that act. It has no effect what- 
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rust a Bthusiasm with which they tackle each 
y’s problems. They know the score in the 
eas which their Tidewater units serve. 
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Street, Newark 5, New Jersey 131 Beverly St., Boston 14, Massachusetts 701 Front St., Norfolk 7, Virginia 


Lehman, Vice-President & Gen. Mgr. T. W. Haskell, Vice-President & Gen. Mgr. L. L. Henninger, Jr., Manager 
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soever on carriers’ operating rights. Neither does it make the carriers 
subject to record and report requirements of the interstate commerce 
act. This applies with equal force to the rate and charge provisions 
of the interstate commerce act. 

Even assuming that the above were not true, the proposed bill as 
now drawn exempts (1) any public vessel which is not engaged in 
commercial service and (2) any vessel constructed or converted for 
the principal purpose of carrying inflammable or combustible liquid 
cargo in bulk in its own tanks, which vessel ‘is subject to the pro- 
visions of section 4417-a of the Revised Statutes (U. S. C., 1940 edition, 
title 46, sec. 391 a). 

In conclusion, I should assure you that the Commission in recom- 
mending and urging enactment of the proposed legislation is not at- 
» tempting to make a flank attack on any carrier not now subject to the 
interstate commerce act by placing such carrier under that act. 


Contentions of Opponents of Bill 


Principal contentions of the barge line interests that voiced 
opposition to S. 1141 in the hearing were: (1) That the small 
bulk cargo carrier barge lines were now properly supervised, 
as to the safety of their operations, by the U. S. Coast Guard, 
and that their safety record under such supervision through 
many years gave evidence of Coast Guard efficiency in this 
matter; (2) that there would be an overlapping and duplica- 
tion of authority, as between the I. C. C. and the Coast Guard, 
since the Coast Guard would retain jurisdiction over certain 
bulk petroleum shipments exempted from I. C. C. jurisdiction 
under term of the bill; (3) that granting of the power sought 
by the I. C. C. under terms of S. 1141 with respect to water 
carriers was unnecessary, would not contribute to greater effi- 
ciency of government, and would increase costs of operation 
and, as a result, the freight rates, of the barge lines; (4) that 
the definitions of dangerous articles set forth in the bill were 
such as to make possible the assertion by the I. C. C. of juris- 
diction over transportation of bulk sulphur, hay, and certain 
other commodities that might be considered: as inflammable, 
and (5) that the bill, if enacted, might be an entering wedge 
for an ultimate “grab” by the Commission of complete regula- 
tory powers over the water carriers that now were exempt 
from regulation as to rates, etc. 

Joseph D. Henderson, of New Orleans, national managing 
director of the American Association of Small Business, the 
first witness, said that the small barge line operators repre- 
sented at the hearing comprised a small segment of the trans- 
portation industry which was operating at a profit, while rail, 
air, and water common carriers were operating at a loss. This 
group of independent contract barge line operators were asking 
to remain healthy, he said. 

“They fear,” he continued, “the same regulation by govern- 
ment under which the large transportation group is handi- 
capped. I have always considered our waterways as the high- 
ways of free enterprise from the beginning of time. I am con- 
vinced that in a large measure the cost of reporting to govern- 
ment is the reason that the majority of carriers find themselves 
in financial difficulty. .. . 

“The -Association . . . takes the stand that enactment into 
law of S. 1141 would be a dangerous step toward suppression 
of free enterprise . . . Men of business already experience too 
many restrictions. . . .” 

Position of Coast Guard 


Commodore H. C. Shepheard, chairman of the Coast 
Guard’s merchant marine council, expressed fear that the Com- 
mission, in event of enactment of S. 1141, might take over such 
Coast Guard functions as approval of vessel design, inspection 
of vessels, and licensing and certification of pilots and seamen. 
| He said that at present there were no less than 67 government 
| agencies with which ship owners had to deal in the conduct of 
_ their business. The dangerous cargo section of the Coast Guard 
' now had only one stenographer and one other full-time employe, 
he said, in discussion of the claim the bill would promote econ- 
omy. He said there was no question but that, if this country 
should become involved in another war, the Coast Guard again 
would be assigned to handling of the port security program. 
He said he could think of no specific problem of need for 
_ greater uniformity in dangerous cargo regulations that had 
34 om brought to his attention by the O. D. T. or the 

Chester C. Thompson, president of American Waterway 

erators, Inc., said that about 15 per cent of the nation’s 
freight was moved by domestic water carriers. He said he did 
not know a single carrier in the water carrier industry who 
was not opposed to S. 1141. The economic effect of the bill on 
small barge operators, he said, would be “most adverse.” 


Others who testified in opposition to S. 1141 were: Munger 
T. Ball, president, Sabine Transportation Co., Port Arthur, 
Tex.; Rene A. Stiegler, transportation consultant, of New Or- 
leans, representing three small water carriers operating in the 
New Orleans area; Harry D. Jordan, vice president of the 
Canal Barge Co., New Orleans, and chairman of the water 
transportation committee of the American Association of Small 





TRAFFIC WORLD 


Business; Fred Sanford, of DeFuniak Springs, Fla.; A. P. Ward, 
of A. P. Ward & Son, Pensacola, Fla.; “Pete” Hyer, of Pensa- 
cola; Morris Creditor, vice president, The Ohio River Co., Cin- 
cinnati, O.; Elmer Batzel, Houston, Tex.; Sidney Pflager, of 
Mobile, Ala., and Harry J. Collins, of Koch-Ellis Marine Con- 
tractors, New Orleans. 


Messrs. Sanford, Ward and Hyer were “introduced” by 
Representative Sikes, of Florida, who said that the need for 
controls over business which had existed in wartime was di- 
minishing now, and that business now wanted to “get loose.” 


Criticism of “Bureaucrats,” Railroads 


Mr. Jordan, in his testimony, said he did not believe that 
federal government “bureaucrats” were particularly concerned 
about what happened to small barge line operators, as long as 
they (the bureaucrats) obtained the control they sought. Small 
business men could not afford to travel to Washington fre- 
quently to oppose bills of the nature here considered, “bills 
that would harness us and harass us,” he said. Representative 
Hill, of Colorado, noting that S. 1141 had been introduced at 
the Commission’s request, said he could remember the time 
when Congress wrote and introduced its own bills. He said the 
railroads were “behind” the bill and that “there’s only a vicious- 
ness on their part to destroy us.” He contended that the pipe- 
lines, rather than the railroads, were the competitors of the 
petroleum barge operators. He disagreed with a plea he said 
he had heard from a speaker at a petroleum industry meeting, 
to the effect that the barge operators, if they did not want the 
government to own them, had better accept regulation. 


Oil, Coal Transport Inquiries 
Proposed by House Member 


Four House resolutions calling on the Maritime Commis- 
sion, the Office of Defense Transportation and other government 
agencies to supply information about their efforts to relieve fuel 
shortages in New England have been introduced by Representa- 
tive (Mrs.) Rogers, of Massachusetts. They are identified as 
H. Res. 380 to 383, inclusive. 

According to an announcement she issued, the “preferred” 
resolutions asked the Maritime Commission to furnish to the 
House full information relative to idle tankers under the com- 
mission’s control and as to why the tankers had not been put 
into operation; the Navy Department was asked concerning 
tankers under its control, whether full use was being made of 
them, and how soon full use would be made of additional tank- 
ers being received from the Maritime Commission; and the 
O. D. T. director was asked for information concerning short- 
ages of coal cars used in transportation of coal to New England 
and whether coal cars being released from the Great Lakes 
terminals could be assigned to New England. 

The Secretary of Commerce, Mrs. Rogers said, was asked 
for information concerning the amount of coal and oil being 
sent from the United States to Canada and other countries and 
the amount sent in the past year. 

Mrs. Rogers said she had discussed fuel oil shortages in 
New England and other parts of the United States with Sec- 
retary of the Navy Sullivan and had asked him to release Navy 
oil for use in New England and to see that all tankers under his 
control be placed in service immediately. She said she also had 


asked Secretary Sullivan to cooperate with the Maritime Com- § 


mission in putting additional tankers into operation, and to 
assign Navy men to all available tankers. ’ 

“The Secretary agreed to look into the matter immedi- 
ately,” she said. j 

The request for information made by H. Res. 380 was di- 
rected to the Secretary of Commerce; that by H. Res. 381, to the 
Maritime Commission; that by 'H. Res. 382, to the director of 
the O. D. T., and that by H. Res. 383, to the Secretary of the 
Navy. 

Inquiry by Senate Committee 


Pursuant to a motion by Senator McMahon, of Connecticut, 
which the Senate interstate and foreign commerce committee 
had adopted unanimously in an executive session, Chairman 
White, of the committee, on December 1 announced appoint- 
ment of a subcommittee for investigation of coal and oil supply 
problems. Senator Tobey, of New Hampshire, was designated 
as chairman of the subcommittee, with Senators Hawkes, of 
New Jersey, Moore, of Oklahoma, McMahon, and Myers, of 
Pennsylvania, as its other members. 


Committee Conference Set for December 9 


The Tobey subcommittee, in a meeting it held late Decem 
ber 2, decided to confer, in an executive session December 9 in 
the Senate interstate and foreign commerce committee room 
in the Capitol, with about 20 representatives of the coal indus- 
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try, the petroleum industry, the railroads, the trucking industry, 
the Office of Defense Transportation, the Maritime Commission, 
the Secretary of the Navy and the Department of the Interior, 
to whom it sent invitations. 

Representative (Mrs.) Rogers on December 3 made public 
the text of a letter she had received from Secretary of the Navy 
Sullivan, relating to the use of tankers in connection with a 
threatened shortage of fuel oil in New England. Secretary 
Sullivan’s letter included the following: 

The Navy Department fully appreciates the gravity of the 
impending fuel situation in New England and stands ready to be 
of any practicable assistance in preventing hardships as a re- 
sult thereof. 


The 50 tankers to which you refer are now being reconditioned by 
the Navy and the Maritime Commission to be operated by contract to 
the Navy Department as public vessels with civilian crews in exclusive 
military petroleum service. Upon going into such service these ships 
will immediately release an approxi'mately equal number now allocated 
to the services by the Maritime Commission under their general agency 
method of operation. The Maritime Commission vessels thus released 
may be expected to be made immediately available for com:mefcial do- 
mestic use. Nine of the 50 ships are being reconditioned in east coast 
yards and 18 in the Guif. The remainder are being reconditioned on 
the west coast. While in most cases completion dates for the vessels 
are not yet firmly established, every effort is being made to expedite 
the necessary work and it is expected that some ships will be ready 
for service in the Atlantic by early January. When ready it is planned 
to position them for immediate loading of military cargoes. 

I believe you appreciate the legal restrictions imposed on the use 
of public vessels for other than government business. In view of such 
restrictions it would appear that the Navy may render maxiimum 


‘assistance in easing the New England situation by bringing these vessels 


into military service at the earliest possible date and thereby releasing 
an equivalent number of Maritime Commission vessels to immediate 
use by the domestic industry. I assure you that the expedition of the 
Navy’s program in this regard is being vigorously pursued by the 
department. 


House Unit Reports Bill Seeking 
Data on Rail Equipment Exports 


The House committee on interstate and foreign commerce, 
after a hearing on a resolution requesting the Secretary of 
Commerce to supply to the House complete information on 
1947 export shipments of heavy machinery, farm equipment 
and freight cars to the Soviet Union, has reported the con- 
sidered resolution, amended so as to make the requested in- 
formation include shipments to all foreign countries of the 
types of commodities named in the original resolution and, in 
addition, a number of other specified commodities. 

The subject matter of the hearing was H. Res. 366, intro- 
duced November 24 by Representative Mundt, of South Dakota. 
Mr. Mundt, the first witness at the hearing, said it had been 
stated in a White House press conference that 216 freight cars 
had been shipped from the United States to Russia “between 
April and October” of this year. He Said he had advice that 
recently a shipload of locomotives destined for Poland had 
left Weehawken, N. J., and that these locomotives were the 
first of 100 to be sent to Poland and paid for out of an Export- 
Import Bank loan of $46,000,000 to Poland. He urged the com- 
mittee to obtain from President Truman a “firm agreement” 
to prohibit shipments- of scarce commodities to Russia, and 
said that if such efforts failed, Congress should enact legisla- 
tion to stop exports to all countries which did not permit U. S. 
citizens to see what use was being made of the machinery 
exported to those countries from the United States. 

Chairman Wolverton said that the question of policy with 
respect to the matters discussed by Mr. Mundt “would seem 
not to be matters for consideration of this committee.” Repre- 
sentative Sadowski, of Michigan, argued that the locomotives 
sent to Poland were needed for transportation of coal which 
was being exported from Poland to Italy, Belgium, Denmark, 
Sweden and England, and said that “the Polish people will 
always be with the American people.” 

Representative Keefe, of Wisconsin, said that the State 
Department had never refused to furnish information to a 
congressional committee, and that the Mundt resolution would 
“confirm a preconceived notion that the department intended 
to refuse it.” Representative Keating, of New York, said it 
was his opinion that passage of the Mundt resolution was the 
only way in which the information sought could be obtained. 

William C. Foster, Under Secretary of Commerce, testified 
that the goods exported from this country to Russia in many 
cases were highly important to “our own industries,” in that 
they obtained, through trade with the Soviet Union, raw ma- 
terials that they needed. He said that 75 per cent of American 
ae including heavy machinery, was not under export 
control. 


The committee revised the language of the Mundt resolu- 
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tion so as to request of the Secretary of Commerce informa- 
tion on 1947 U. S. exports to all countries of “heavy machinery, 
farm equipment, railroad equipment, motor vehicles, metals 
and metal products (including tubular steel), coal, petroleum 
and petroleum products, building materials, meats and grains, 
and all other supplies shortages of which might endanger the 
national defense or security.” It asked the Secretary to supply 
“the names of firms or individuals in the United States making 
the sales of such supplies, the dates on which the orders were 
received and the supplies delivered, and the nature of the 
payments made in return for such supplies,” and to supply, 
also, all, information available to him revealing the extent of 
unfilled orders of foreign countries, placed in the United States, 
for commodities of the varieties previously indicated, on record 
as of the date of adoption of the resolution. 



















































































Panama Sea-Level Canal Costing 
$2.48 Billion Urged on Congress 


President Truman has transmitted to Congress a report of 
Governor J. C. Mehaffey, of the Panama Canal, on “Means of 
Increasing the Capacity and Security of the Panama Canal.” 
The report, prepared in compliance with legislation enacted in 
December, 1945 (public law 280, 79th Congress), recommends 
conversion of the existing lock canal across the isthmus between 
the Atlantic and Pacific oceans into a sea-level canal, at an 
estimated cost of $2,483,000,000. 

A memorandum addressed to the President by Secretary 
of the Army Kenneth C. Royall and attached to Governor 
Mehaffey’s voluminous report noted that the governor had con- 
cluded that “only a sea-level canal can provide capacity and 
security adequate to meet the future needs of interoceanic com- 
merce and national defense,” had recommended that the exist- 
ing lock canal be converted to a sea-level canal, and had stated 
that the conversion would require ten years. 

“The Joint Chiefs of Staff and the Secretary of the Navy,” 
said Secretary Royall, “have concurred in the recommendation 
of the governor, and the Atomic Energy Commission has con- 
curred in the statements in the report concerning the effects 
of atomic explosion. I am making a study of the report and 
will transmit my views and recommendations to you through 
the Secretary of Defense at the earliest feasible time.” 


Capacity and Transit Time 


In the Panama Canal governor’s report it was stated that, 
with either controlled or uncontrolled tidal currents, the capa- 
city of a sea-level canal would be “greatly in excess of the pre- 
dicted peak-day traffic of 69 ships in the year 2000.” The gover- 
nor said the average time of transit through a regulated sea- 
level canal would be four and one-half hours. 

He said there had been a comprehensive study of 30 canal 
routes in an area from the Isthmus of Tehuantepec in Mexico 
to the Alcato Rico region in Colombia and that the study had 
shown that either an improved lock canal or a new sea-level 
canal could be constructed in the vicinity of the existing 
Panama Canal more economically than elsewhere and that a 
canal at any other site would not provide sufficient benefits and 
capacity, in reduced shipping costs or in security, to compensate 
for the additional cost. 

“Exhaustive investigation indicates,” he said, “that begin- 
ning about 1960, the Panama Canal will be unable to meet the 
demands of interoceanic commerce without inflicting delays 
that will become increasingly more serious to shipping as 
further traffic increases are realized.” 

He said that warships too large to pass through the existing 
locks were built in World War II and that two existing com- 
mercial ships were unable to pass through the present locks. 
He added that “the essential elements of the present canal can- 
not withstand attack by modern weapons.” 






































































































































































































































No Interference With Present Canal 











-The channel of the proposed sea-level canal, Governor 
Mehaffey said, would be “60 feet deep at low tide and 600 feet 
wide at a depth of 40 feet.” He said such a canal would pro- 
vide a waterway in which two-way traffic could be maintained 
with safety. He stated that conversion of the existing canal 
to a sea-level canal, involving excavation of 1,069,000,000 cubic 
yards of earth and rock, could be accomplished without inter- 
fering with the operations of the present canal.” 

“Predictions of the volume of future commercial traffic 
through the canal,” he continued, “and consideration of the 
future role of the canal in meeting the needs of national defense 
by increasing the combat efficiency of the Navy and facilitating 
the movement of wartime supplies, leave no doubt regarding 
the need of the United States for a dependable and secure canal 
in peace and in war.” 

Governor Mehaffey said that, if the sea-level canal were 
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operated as an open waterway without tidal-regulating struc- 
tures, the tidal currents produced by the Pacific tides would 
flow through the canal and reverse with each change of the 
tide in the Pacific, “reaching an occasional value of 4.5 knots 
during the extreme tidal range of 20 feet.” 

“The Atlantic tide, having a maximum range of 2 feet, 
would have a negligible effect on currents in the sea-level 
canal,” he added. 

He said that pilots and experienced navigators agreed that 
two-way navigation in an open sea-level canal of the selected 
dimensions was safe and practical. He said that tidal regulation 
locks with a navigable pass at the Pacific end of the canal had 
been proposed on the ground they would provide flexibility and 
permit vessels of any size to transit the canal. However, he 
said, among the members of the Board of Consulting Engineers 
that had participated in the canal studies there had been a 
divergence of views on the subject of tidal regulation. The two 
members of the board who had favored tidal regulation, he said, 
had agreed that the canal could operate without such structures 
when the need arose. He regarded their position as one that 
added “emphasis to the conclusion that the canal could be op- 
erated with entire satisfaction without tidal regulation if cir- 
cumstances should require.” 


Other Alternate Proposals 


The Panama Canal governor’s report discussed at some 
length three other proposals for improving the canal. One of 
these, “Plan I,” he said, called for improvement of the existing 
canal so as to meet “only the demands of commercial traffic to 
the year 2000” and would involve an estimated cost of $130,- 
000,000. “Plan II,” he said, proposed a reconstructed canal, 
satisfying future commercial needs and affording passage for 
the largest ships, but leaving the canal vulnerable in time of 
war. This plan, he stated, would involve expenditure of $1,126,- 
000. He said that “Plan III” would offer the advantages of 
Plan II plus maximum feasible security in the lock canal, at an 
estimated cost of $2,308,000,000, but that even under this plan 
“irreparable damage to a lock could be inflicted by a hit of a 
single atomic bomb.” 

The report contained an estimate that the annual net costs 
of operation and maintenance of the proposed sea-level canal 
would be $5,834,000. 


House Unit Chairman’s Views 


In a statement he issued December 2, Representative Potts, 
of New York, member of the House committee on merchant 
marine and fisheries and chairman of its subcommittee on the 
Panama Canal, said that his subcommittee would, “of course, 
give profound and respectful consideration to the recommenda- 
tions of President Harry S. Truman and of the Governor of the 
Canal Zone.” ; 

“We trust that it is to be understood,” he continued, “that 
so far as I and my subcommittee are concerned, or for that 
matter so far as the committee on merchant marine and fish- 
eries are concerned, no stand has been taken for or against any 
of the various alternatives which are designed to maintain the 
_ defenses of the most vital link in our nation’s chain of inter- 

oceanic communication.” 

Mr. Potts described the transmittal of the Panama Canal 
governor’s report concerning canal defenses as a matter of 
“transcendent importance.” He said that newspaper stories con- 
cerning the report were “of little value as compared with the 
stories which will come as a result of the committee’s treatment 
of the recommendation given in the governor’s report and of 
- such recommendations as the committee may see fit to make.” 
_ After stating that it was apparent that, “in a matter which 
affects the security of the United States and the hemisphere so 
vitally,” the entire public should be informed clearly about the 
urgency of the problem, he said that he would soon discuss 
“the essentials of the complex problems involved” so that the 
public might be in position to consider with full knowledge and 
judgment just what the issues were and what they thought 
ought to be done. 


Report Held Adverse to Seaway 


Carroll B. Huntress, chairman of the National St. Lawrence 
Project Conference, described the Panama Canal defense report 
by Governor Mehaffey as “the statement which ends all state- 
ments in support of the St. Lawrence project.” 

“That report,” said Mr. Huntress, “concurred in by the 
Joint Chiefs of Staff, disposes of the latest argument advanced 
for the St. Lawrence scheme. The report stated that a lock- 
structured canal could be put out of operation for years, or 
perhaps ‘permanently,’ by a single atomb-bomb hit and that 
only a sea level canal would be bomb-proof. Gatun Lake, the 
report said, could be breached with ordinary bombs and closed 
for a year. An appropriation of $2,483,000,000 is recommended 
to convert the Panama Canal into a sea-level channel. Such 
conversion of the St. Lawrence canal is out of the question. 
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This report is in line with the testimony before the Senate for- 
eign relations subcommittee last June by two retired officers, 
Vice Admiral Russell Wilson and Major General Follett Brad- 
ley. These officers stressed the vulnerability of the proposed 
St. Lawrence canal, located in that portion of the United States 
which the War Department says is the most vulnerable to 
enemy attack. 

“Three years ago the St. Lawrence plan was again revived 
as a make-work project on the prediction that extensive unem- 
ployment would follow the end of hostilities. When that pre- 
diction failed to materialize, the national-defense argument was 
concocted. What next?” 


Aiken Scores “Defeatist” Attitude 


In a statement he issued December 3, commenting on Mr, 
Huntress’ adverse views concerning the St. Lawrence seaway 
project in the light of Governor Mehaffey’s report on Panama 
Canal defense problems, Senator Aiken, of Vermont, described 
Mr. Huntress’ statement as “one of the most flagrantly defeat- 
ist statements I have seen in a long time.” 

“Mr. Huntress evidently believes,” said Senator Aiken, 
“that the construction of any industrial plant, any project for 
the expansion and growth of the country, or any defense 
project is futile and useless because it might be vulnerable to 
atomic-bomb attack. If we accepted his philosophy, we would 
have to stop all surface operations and go underground forth- 
with. If we accepted his statement at face value all railroad 
lines and power facilities would have to go underground to be 
even reasonably safe. . . . Not even a sea-level canal would be 
atom-bomb proof. . . . If we can develop only sea-level projects, 
this renders obsolete all our internal waterways... . 

“Among those who have said that the project is a worth- 
while defense undertaking was the Joint Chiefs of Staff in the 
spring of 1946. This position has lately been vigorously upheld 
by General George C. Marshall. ... 

“I want to make it clear ... that the St. Lawrence has 
never been put forth solely as a national defense or an employ- 
ment project. The main emphasis has been .. . to provide ad- 
ditional transportation and power facilities as a contribution 
to an expanding national economy. 

“Mr. Huntress is following the same defeatist attitude and 
obstructionist viewpoint that the railroads and power companies 
have followed for a long time by opposing the development of 
an expanding economy. It is men like him and his associates 
that are responsible for the acute power shortage in many 
areas of the nation and inadequate transportation facilities 
over the entire country. They have yet to learn that our na- 
tional security and an expanding economy are of greater im- 
portance than the maintenance of swollen power profits and 
rail monopolies.” 


Rep. Latham Says U. S. Must Not 
“Give Up” Own Merchant Fleet 


If Congress should see fit to accept the requests of the 
16 European nations sharing in the so-called Marshall plan, 
for “loans” of U. S. war-built merchant ships to haul relief 
cargoes or for the furnishing to them by this country of ma- 
terials and money with which to build new merchant ships, 
it would mean that these foreign nations by 1951 would possess 
nearly 7,500,000 more tons of merchant ships than they owned 
and operated in 1938, while the American merchant marine 
would suffer further set-backs from the foreign competition 
thus created, Representative Latham, of New York, said in an 
extension of remarks in the Congressional Record. His state- 
ment was titled, “Don’t Give Up the Ships!” 

A “giant shipbuilding program” proposed by the 16 ‘“Mar- 
shall plan” nations, Representative Latham said, called for 
new ship construction totaling 15,500,000 deadweight tons, in- 
cluding a number of large passenger vessels, whereas the United 
States now had only one “really first-class” passenger liner 
on the North Atlantic and no passenger liners scheduled for con- 
struction. 

“Contrast with our present inadequate position,” he con- 
tinued, “the Caronia, launched October 30 for the Cunard Line 
and christened by Princess Elizabeth; the new Mauretania and 
Parthia, recently placed in service by the British; the new 
Willem Ruys for Rotterdam Lloyd Line, accommodating 842 
passengers; and the two new Castle liners of British ship 
owners, the Pretoria Castle and the Edinburgh Castle, each 
over 28,000 tons. Where is the American flag in the passenger 
service on the North Atlantic?” 

In view of a proposal of the 16 Marshall plan nations that 
the United States sell to them, at favorable terms and with 
money supposed to be supplied by the United States, “some 
300 to 400 of our war-built merchant ships,’’ Mr. Latham said, 
there was not the slightest doubt that these 16 nations were 
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planning new, modern merchant fleets, in the aggregate greater 
than they had in 1939, “at the expense of our own American 
merchant marine.” 

“By our own government estimates,’ he added, “during 
the next four years our own fleet, even by the rosiest estimates, 
will be almost back to the position it occupied in 1938. And 
at that time, we were carrying less than 30 per cent of our 
own foreign trade... . 

“In certain parts of our country, American seamen and 
officers even now are available in greater supply than there 
are ships to employ them. It would be senseless to contribute 
even further to unemployment of our maritime labor by turning 
over more of our vessels to foreign nations on the premise that 
by carrying relief cargoes with low-wage foreign crews the 
American taxpayer would be saved small amounts of money.” 

Representative Latham wondered what guaranty there 
would be that after the turning over of U. S. ships to the 
foreign countries in question, the ships would not later fall 
into the hands of “foreign governments professing a different 
ideology than our own?” 

“We turned over a considerable number of our ships to 
the Russians during the war,” he said, “and thus far we 
have not received even a reply to our inquiries as to what 
has become of them. We have just received a report that -one 
such Liberty vessel has been chartered by Russia to Swedish 
ship owners, and that our State Department says this is 
legal under the lend-lease agreement... . 

“We now have the ships constituting the basis of a strong 
merchant marine. .. . We can keep the American flag flying 
on all of the high seas if we ‘don’t give up the ships!’ ” 


Truman Asks Congress to Extend 
M. C. Ship-Chartering Authority 


President Truman, in a message he sent to Congress on 
December 1, asked for action by Congress in its current spe- 
cial session to extend for 16 months beyond the present dead- 
line of February 29, 1948, or until June 30, 1949, the existing 
legislative authority of the Maritime Commission to operate, 
sell and charter war-built merchant ships owned by the fed- 
eral government. 


His message emphasized the view that the chartering of 
government-owned ships by the commission to American citi- 
zens and the operation of other ships by the commission 
through general agents must be continued after February 29 
in order to provide “essential” services, including the furnish- 
ing of aid to foreign countries in the winter months. The 
text of his message follows: 


The present authority of the United States Maritime Commission 
to operate, sell, and charter government-owned vessels which were built 
during the war will expire on February 29, 1948. 

It is now clearly apparent that this authority must be continued 
beyond that date in order to prevent a breakdown in vital shipping 
services. 

Over 1200 dry-cargo vessels are now chartered to American citizens 
by the commission. The bulk of this fleet is devoted to carrying vital 
relief cargo, chiefly coal and grain exports. Its continued operation will 
be essential in furnishing aid to foreign countries during this winter. 
Other portions of this chartered fleet are devoted to essential coastwise 
and intercoastal services. 

Under its authority to operate vessels, the Maritime Commission, 
through general agents, is now operating emergency passenger vessels 
and tankers.. It is necessary to continue the authority for the operation 
of these passenger vessels if we are to meet essential needs for which 
no other passenger service is available. While the number of tankers 
operated by the commission is being steadily reduced as tankers are 
sold under the ship sales act, those which remain unsold must be kept 
in operation to assist in averting a serious world-wide shortage of 
petroleum. 

In order to avoid needless disruption of the vital services now being 
provided with government-owned ships, the present authority of the 
Maritime Commission should be renewed well in advance of its expira- 
tion date. I recommend, therefore, that the Congress give consideration 
to this matter during its present session. 

There are other questions concerning the maritime industry which 
will require consideration of new legislation in the near future. These 
questions relate to the shipping requirements of the European’ recovery 
Program and the long-range requirements of our own merchant marine. 
Our most immediate need, however, is to assure-the maintenance of 
essential shipping services by continuing in effect the present provisions 
of law which make possible the use of government-owned ships. 

Accordingly, I recommend that these provisions of law be extended 
until June 30, 1949. 


SHIP SALVAGE FACILITIES 


Senator Gurney, of South Dakota, has introduced S. 1785, 
a bill to authorize the Secretary of the Navy to provide, by 
contract or otherwise, necessary salvage facilities for both pub- 
lic and private vessels and requiring that such proposed con- 
tracts for salvage facilities, when they affect the interests of 
the Maritime Commission, shall be submitted to that commis- 
Sion for recommendation and comment. 
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Keep Wage-Hour Law Inapplicable 
to Seamen, Towboat Group Asks 


Joseph O. Earp, secretary of the Northwest Towboat Asso- 
ciation, of Seattle, Wash., has filed with a subcommittee of the 
House education and labor committee which is considering 
proposed amendments to the so-called wage-hour law (the fair 
labor standards act of 1938) a statement on behalf of the 
association setting forth opposition to proposed addition of 
seamen to the classes of employes now covered by that law. 

Mr. Earp told the subcommittee that the Northwest Tow- 
boat Association comprised 30 water carriers who operated 
tugs and barges on the waters of Puget Sound, at Grays Harbor, 
between Puget Sound and Alaska, and coastwise along the 
Pacific coast and who held labor contracts with the Inland- 
boatmen’s Union of the Pacific and local No. 6 of the Masters, 
Mates and Pilots of America. 

“Under the present* labor contracts,” he said, “seamen and 
officers work 17% twelve-hour days on double-crewed boats 
and 21 ten-hour days on single-crewed, or harbor, boats, or 
210 hours per month. . . . Through the collective bargaining 
processes, the seamen and officers employed on these towboats 
have enjoyed a consistent reduction in their hours of work and 
concurrently an increase in their hourly and monthly earnings. 
The present wage rates in the industry far exceed the minimums 
set by law. 

“By the very nature of the operations of these companies 
it is well-nigh impossible to subscribe to the 40-hour week, 
and so far as coastwise towing is concerned the hours of 
duty are covered by statutes other than the fair labor standards 
act. . . . Payment of time-and-one-half for all hours over 40 
per week worked by any seagoing employe would result in 
wage costs so high that the cost of operating tugs and barges 
would be prohibitive. . . . We know that the entire maritime 
industry of this country is opposed to the elimination of the 
‘seamen’s exemption.’ ... ” 


Mediation Continues in Dispute 
Between Railroads, Three Unions 


Mediation of the dispute between the nation’s railroads and 
the three operating railroad unions with which no agreement 
has yet been reached, continued in Chicago. The mediators— 
F. P. Douglass, chairman of the National Mediation Board, 
F. A. O’Neill, Jr., Thomas E. Bickers, and J. W. Walsh—were 
meeting alternately with union and carrier representatives. 
None of the parties to the mediation proceedings would make a 
statement. 

Mediation began November 24, at the request of the rail- 
roads, following the refusal of the Brotherhood of Locomotive 
Engineers, the Brotherhood of Locomotive Firemen and Engine- 
men, and the Switchmen’s Union of North America, to accept 
the 15.5-cent hourly wage increase for which the two remaining 
qeene unions settled (see Traffic World, November 22, p. 

To strengthen their hands in the mediation proceedings, the 
three unions are taking a strike vote among the 125,000 em- 
ployes whom they represent. “Since October 31,” union offi- 
cials declared, “we have been meeting with representatives of 
the railroads, in an effort to secure an increase in wages suffi- 
cient to at least ‘partially enable our members to meet the 
rising costs of living. Living costs have increased in excess of 
20 per cent since engineers, firemen, hostlers and switchmen re- 
ceived the last increase in their wages on May 25, 1946. In 
addition to the general increase which we have requested for all 
employes represented by our organizations, we are seeking a 
modest increase for the employes in yard and hostling service, 
over and above the general wage increase.” 


BOARD ADVICE ON RETIREMENT CLAIMS 


Unnecessary delays in the handling of annuity applications 
by the Railroad Retirement Board can be prevented by appli- 
cants and employers furnishing promptly any additional infor- 
mation and evidence which may be required by the board in the 
adjudication of claims, according to a statement issued by the 
board. The board urged that all railroad employes who were 
aware of some discrepancy in their records which might cause 
difficulty when applying for annuities take immediate steps to 
obtain all pertinent information and evidence. 

The board cited the case of a carman on an eastern railroad 
which was completed exactly one month after his application 
was Officially filed because the record of his service and proof 
of his age had been established and his employer had given 
prompt confirmation of the applicant’s statements. However, in 
another case cited, a delay of several months was involved in the 
adjudication of a boilermaker’s claim owing to the fact that the 
applicant’s record had not been entirely established at the time 
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he filed the application, that he had used two different given 
names during his railroad career, that a complete medical report 
certifying his disability for his regular occupation had to be 
obtained, and that the board had not been furnished with a 
final report of service and compensation by the employer. 








N. L. R. B. Asks Court to Restrain 
Union in Trucker Strikes 


The National Labor Relations Board has petitioned the 
New York federal northern district court in civil No. 3084 for 
a temporary injunction to restrain local No. 294, Internationa 
Brotherhood of Teamsters, Chauffeurs, Warehousemen an 
Helpers of America, A. F. of L., from engaging in or induci 
employes of Conway’s Express, Pittsfield, Mass., to engage/i 
a strike or a refusal to perform any services in order to forte 
Conway to stop doing business with Middle Atlantic Tr 
portation Co., Inc. 


In another petition the N. L. R. B. asked the same court, 
in civil No. 3083, to restrain the same union from engaging 
in or encouraging employes of Motor Leasing, Inc., or other 
truckers servicing the Montgomery Ward & Co. plant at 
Menands, N. Y., to engage in a strike in order to force Ward 
to cease doing business with truckers who did not employ 
members of the union, or to require Motor Leasing, Inc., or 
other truckers to cease doing business with Ward. 


The injunctions were requested pending adjudication of the 
matters involved by the N. L. R. B. The union was ordered 
to appear December 9 in the court at Utica, N. Y., to show 
cause why the injunctions should not be granted. 


The petition in No. 3084 said Conway leased certain motor 
truck and trailer equipment to Middle Atlantic Transportation 
Co., Inc., New Britain, Conn., and that at various times prior to 
September 10, the union requested Conway to refrain from 
leasing the equipment to Middle Atlantic. It said that on 
September 10, the union ordered Conway employes to go on 
strike the following morning to compel Conway to cease doing 
business with Middle Atlantic. It said the employes went on 
= as ordered and that the strike order had remained in 
effect. 


The same petition said that about September 27, at a meet- 
ing between representatives of Conway and the union for the 
purposes of collective bargaining and settlement of the strike, 
the union demanded as a condition for such settlement that 
Conway enter into a collective bargaining agreement with the 
union containing, among other things, a provision that Conway 
would employ only members of the union. It said that at the 
same meeting the union further demanded that Conway pay 
it a sum of money equal to the wages that a member of the 
union would have received for a trip from New Britain, Conn., 
to Cleveland, O., made on or about September 10, by a driver 
hired and paid by Middle Atlantic Transportation Co., Inc. 


By this demand, said the petition, the union had caused 
or attempted to cause Conway to pay or deliver or agree to 
pay or deliver money in the nature of an exaction, for services 
that were not performed or not to be performed. 


It also said that at various times the union -engaged in 
observation and surveillance of Conway employes and threat- 
ened them with bodily injury, suspension of membership in the 
union and loss of present employment and prevention of future 
employment. 


The petition said the union encouraged employes of other 
employers, including Universal Carloading and Distributing 
Co., Fort Orange Equipment Co., Inc., Central Warehouse Cor- 
poration, Palmer Lines, Inc., and Cluett, Peabody & Co., 
Inc., to refuse to deliver or load commodities to and on trucks 
of Conway, and to refuse to accept or unload commodities de- 
livered by Conway trucks. 


HOURS OF SERVICE ANALYSIS ISSUED 


The Commission has issued a statistical analysis of car- 
riers’ monthly hours of service reports, compiled by its Bureau 
of Safety. The analysis covers all railroads that reported dur- 
ing the year ended June 30 instances in which employes were 
on duty for periods other than those provided by the federal 
hours of service act. 


The analysis contains three tables: one containing a sum- 
mary of all instances of excess service; one containing causes 
for excess service performed by employes subject to the 9-hour 
and 13-hour provisions of the law; and one showing causes for 
instances of service in excess of 16 consecutive hours. Figures 
for the preceding four years are shown at the end of each table 
for comparative purposes. 
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A. R. Calls St. Lawrence Seaway 
The’Great Delusion” M 


athe Association of American Railroads has issued a pam- 


#acts you should know about the proposal to build a so-called 
. Lawrence ‘seaway.’” In a summary of the pamphlet, the 
association says: 


(ses entitled ‘The Great Delusion,” containing, as it says, 
t 


Its proponents usually speak of this project as a ‘‘Seaway,’’ and 
try to create the impression that its construction would make of the 
Great Lakes a fourth seaboard. Actually, if all the 10 million tons of 
added traffic which the Department of Commerce in its detailed traffic 
study in 1941 estimated that United States ports ‘might handle as a 
result of the project were treated as being the commerce of a single 
port, that fictional port in 1939 would have been no more than the 
twelfth largest in the country. Thus, the waterway would create, not a 
seaboard, but one medium-sized port. 

Moreover, this waterway would be completely ice-bound for almost 
five months of the year, and is exceedingly difficult of access. In addi- 
tion, vessels using the waterway could have a maximum draft of only 
24 feet, smaller than most of the ships we built during the war. The 
cost to the United States of the navigation phase of the project would 
be approximately $375 million. This is equivalent to more than half 
of what the federal government has spent in 150 years on the seaboard 
harbors and channels of our three coasts. When compared with expendi- 
tures on other inland waterways the construction of the St. Lawrence 
project would be by far the most extravagant such expenditure to date 
by the federal government. Measured in terms of initial capital outlay 
per ton of annual traffic it would be from 8% to 60 times more expensive 
than other typical inland waterway developments in the United States. 
Thus, the St. Lawrence in its true perspective is merely an extremely 
high-priced, medium-sized, part-time waterway, to be principally used, 
in all likelihood, by small, foreign vessels. 


The question of making the project self-liquidating, as 
proposed in pending legislation, is dismissed, the conclusion 
reached being that, using the figure of 16 million tons estimated 
by the U. S. Department of Commerce in 1941 as the total 
added traffic for the United States and Canada, the total rev- 
enues available for liquidation would be between $7,200,000 
and $10,400,000 annually, while the annual charge to liquidate 
the total cost to the two countries would be $22,514,000 for new 
work only, or $30,432,000 if past expenditures were to be liqui- 
dated as well. The A. A. R. also comes to the conclusion that 
“there is practically no likelihood that the proposed St. Law- 
rence waterway could be made self-liquidating through the 
imposition of reasonable tolls.” 


Opposition to Project 


“The construction of the proposed waterway would be a 
detriment to many segments of our national economy,” says 
the A. A. R. “Such traffic as would move over the waterway 
would largely be diverted from a few railroad systems. War- 
time experience brought home forcefully the fact that the rail- 
roads of this country are its basic form of transportation and 
constitute its first line of defense. Some of the railroads which 
would be most harmfully affected by the proposed waterway 
were leaders in handling this war traffic. Since it seems im- 
possible that the proposed project can be made self-liquidating, 
its construction would mean government-subsidized competi- 
tion with the railroads. Such a policy could only result in 
weakening our railroad system to the detriment of the nation 
as a whole.” 

Others who had testified they would be seriously harmed 
if the seaway were built, said the A. A. R., were the ports of 
the eastern seaboard and Gulf coast, the coal industry, lake 
carriers, railroad and mine labor, the longshoremen and ship- 
ping lines. As to contentions that the seaway was needed for 
importation of foreign ores and for national defense, the A. A. R., 
in part, said: 


Construction of the waterway is now proclaimed as necessary t0 
facilitate imports of foreign ores, because of war-accelerated depletion 
of our high-grade ore deposits at the head of Lake Superior. Aside 
from the question already raised as to the physical capacity and charac 
teristics of the proposed waterway, as bearing upon the ability of the 
waterway to accommodate a heavy volume ore movement, is it a wise 
policy to make ourselves dependent upon imports from foreign countries 
for so vital a material as iron ore? We have almost unlimited deposits 
of low grade ore and the process for converting this into high-grade 
ore already exists: However, the high capital outlay required will 
probably not be made while the threat of the importation of foreig? 
ores via the proposed St. Lawrence project exists. 

The fact is that construction of the St. Lawrence waterway with 


Dec 


a de 
wou 
mod 
try © 
it d 
put 
they 


proj 
yeal 
of i 
expt 
has 
poss 


re] 
Co 
lis] 


93: 
$3! 


sp 
dr: 





a pam- 
t Says, 
-called 
let, the 


y,’’ and 
e of the 
tons of 
‘d traffic 
lle as a 
a single 
than the 
te, nota 


r almost 
In addi- 
. of only 
rar. The 
ct would 
han half 
seaboard 
expendi- 
uawrence 
> to date 
al outlay 
xpensive 
d States. 
xtremely 
lly used, 


ting, as 
nclusion 
‘timated 
he total 
tal rev- 
"200,000 
iquidate 
for new 
be liqui- 
ion that 
st. Law- 
ugh the 


ld be a 
y,” says 
aterway 
s. War- 
the rail- 
tion and 
is which 
raterway 
ems im- 
uidating, 
competi- 
esult in 
e nation 


harmed 
ports of 
ry, lake 
ind. ship- 
eded for 
A ALT 


essary t0 
depletion 
or. Aside 
nd charac- 
ity of the 
it a wise 
countries 
d deposits 
1igh-grade 
uired will 
of foreign 


"way with 











December 6, 1947 





a depth of: 27 feet, and the present bottleneck of the Weiland Canal, 
would provide merely an expensive but an already obsolete and out- 
moded type of waterway. However, the strategy of proponents is to 
try to get approval for a 27-foot waterway and then seek later to have 
it deepened and enlarged. Qualified proponents should be required to 
put themselves squarely on record as to the adequacy of the waterway 
they are now proposing. 

Efforts have been made to play up the importance of the proposed 
project from the standpoint of national security. During the past 15 
years, however, there has been a progressive decline in the estimate 
of its value from this standpoint, in the light of wartime and other 
experience and developments. For the last two years, the waterway 
has received just about the mildest and most ambiguous endorsement 
possible from the military authorities. 







Ship Conference Agreements 


An agreement, No. 7633, between a group of 13 Scandi- 
navian steamship companies (Skibsaktieselskapet Skogstad and 
12 others), on the one hand, “as one member or party only,” 
and, on the other, Waterman Steamship Corporation, has been 
‘filed with the Maritime Commission to wait its approval. 

Signer of the agreement as Pacific coast agents for the 


Scandinavian steamship company group, designated in the 
agreement as the “transpacific carrier,” was the Sudden & 
Christenson Overseas Corporation. Sudden & Christenson, Inc., 
signed the agreement as Pacific coast agents for the Waterman 
Steamship Corporation. The agreement covers and is restricted 
to the transportation of cargo under through bills of lading from 
Japan, Korea, Formosa, Manchukuo, Manchuria, Siberia, China, 
Hong Kong, Siam, Indo-China, Kwantung, Philippine Islands, 
East Indies, Straits Settlements, Ceylon or India to the ports 
of San Juan or Ponce or Mayaguez in Puerto Rico, with trans- 
shipment at Seattle or Portland or San Francisco or Los An- 
geles Harbor or Long Beach. The agreement includes provi- 
sions that through rates under its terms will be named by the 
transpacific carrier and that, on traffic from that carrier’s load- 
ing ports, Waterman will receive as its proportion, except on 
lumber, 50 per cent of the through rate, subject to a net mini- 
mum of $12 a ton, as freighted. On lumber, the net minimum 
proportion accruing to the carrier handling the cargo beyond 
the Pacific coast port of transshipment will be $24 a thousand 
board feet, under the agreement. 

Member lines of the Trans-Pacific Passenger Conference 
have filed with the Maritime Commission, for approval, a pro- 
posed modification of the conference’s basic agreement, No. 131, 
covering the transportation of passengers between North Ameri- 
can Pacific coast ports, including Hawaii, and ports in Hawaii, 
Japan, China, the Philippines, Australia, New Zealand, Malaysia 
and the islands of the South Seas; also specified inter-port and 
cruise traffic. The modification, designated as No. 131-208, pro- 
vides for addition to the by-laws which form a part of the basic 
agreement of a new provision permitting member lines to pay 
commissions to air carriers with which they have interchange 
traffic arrangements. 


M. C. FIXES DRY CARGO SHIP PRICES 


Pursuant to terms of the merchant ship sales act of 1946 
relative to prices for standard war-built vessels, the Maritime 
Commission has issued supplement 12 to general order 60 estab- 
lishing the following prices for the dry cargo N3-M-A1 ship: 

Prewar domestic cost, $786,000; domestic war cost, $1,334,- 
932; unadjusted statutory sales price (50 per cent of 1941 cost), 
$393,000; and floor price (35 per cent of war cost), $484,726. 

The N3-M-A1 is described as a vessel of 4,054 long tons, 
speed of 10% knots, cubic bale capacity of 161,000 feet; and 
draft of 20 feet and 9 inches. 


M. C. TANKER ALLOCATIONS 


Following recent exchanges of correspondence between 
members of the Maritime Commission and legislators and state 
governors in New England concerning a threatened oil shortage 
in the north Atlantic, as to which M. C. members stated that the 
maritime agency was doing everything it could to meet needs 
for tanker transportation (see Traffic World, Nov. 29, p. 1600). 
the commission has announced allocations for sale to U. S. flag 
companies of 27 of its 51 Liberty-type tankers remaining avail- 
able for purchase. Subject to legal and financial clearances, 
allocations were made as follows: 


Charles Kurz & Co., 2; Hillcone Steamship Co., 4; Southeastern 
Oil Co., Inc., 4; Bernuth Lembcke, 1; Coastwise Line, 2; Stockard 
Steamship Co., 1; Pace Tankers, Inc., 2; First National Oil Corporation, 
2; Sabine Transportation Co., 1; T. J. Stevenson, 2; and Pacific Tankers 
Corporation, 6. 


Inquiries to the commission relative to the possible acute 
fuel oil shortage facing New England in the coming winter were 
made by Massachusetts legislators and governors Horace A. 
Hildreth, of Maine, Ernest W. Gibson, of Vermont, Charles M. 
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Dale, of New Hampshire, Robert F. Bradford, of Massachusetts, 
James L. McConaughy, of Connecticut, and John McKiernan, of 
Rhode Island. In a telegram signed by the New England gov- 
ernors, the state executives said, in conference assembled, they 
urged recommissioning of as many tankers as possible to meet 
the situation. Seventy per cent of New England coal, the tele- 
gram stated, was transported in oil burning cargoes, for which 
there had been insufficient oil recently. With increased usage 
obviously coming this winter, the telegram added, one addi- 
tional tanker a day was needed to make up the deficiency in 
storage that already existed compared with the storage on hand 
at this time last year. 


EXPORT CONTROLS 


The Office of International Trade, Department of Com- 
merce, has announced extension of export controls to include 
36 additional iron and steel products, effective January 1, 1948, 
bringing under control 95 per cent of the exports of steel mill 
products bs all destinations except Canada. In explanation, 
O. I. T. said: 


Export controls over iron and steel products have been broadened 
after careful analysis of the trend of exports in relation to the domes- 
tic supply. The action was taken because of the continued domestic 
shortage of many steel products, caused principally by shortages of 
pig iron and scrap, required in the production of steel. Extension of 
these controls will afford more effective supervision over the destina- 
tion of all steel exports and their end-use. 


The O. I. T. has also announced export licenses for seed 
corn will be issued only to cover sales of the varieties, types 
and strains adapted to the country of destination. Statements 
with license applications must furnish detailed specifications of 
the seed corn. O. I. T. said seed corn was under government 
allocation and could be exported only to countries for which 
— have been made, adding that licenses must be ob- 
tained. 


COLORADO TRUCK RATE HEARING 


The Public Utilities Commission of Colorado has an- 
nounced a hearing to be held in Denver, December 15, at 
10 a. m.,/at 330 State Office Building, in case No. 1585, involving 
a general investigation of freight rates, and classification of 
freight, of all common and private motor vehicle carriers, and 
also involving a joint complaint and petition of the Motor Truck 
Common Carriers’ Association and its members for an emer- 
gency increase of rates for the transportation by motor vehicle 
of general commodities. The truck association, among other 


_ things, asked for a general emergency horizontal increase of 


15 per cent on all less-than-truckload and any-quantity rates; 
an emergency horizontal increase of 15 per cent on all rates, 
subject to stated minimum weights, and a general increase 
of 25 per cent on all rates published in sections 1, 2, and 3 
of the association’s local and joint freight tariff No..12, Colo- 
rado P. U. C. No. 6. 





ALASKA ROAD CONSTRUCTION 


Extension to Alaska of the provisions of the federal-aid 
road act of July 11, 1946, as amended and supplemented, and 
the transfer to the Public Roads Administration of the func- 
tions, duties and authority of the Department of Interior per- 
taining to construction, repair and maintenance of roads, tram- 
ways, ferries, bridges, trails and other works in Alaska are 
proposed in H. R. 4574, introduced by Representative Dondero, 
of Michigan, chairman of the House public works committee. 
Representative Dondero also has introduced H. R. 4575, to au- 
thorize construction of a road connecting the Kenai peninsula, 
Alaska, with the central road system of the Territory of Alaska. 


SALE OF SYNTHETIC RUBBER PLANTS 


J. P. Seiberling, president of the Seiberling Rubber Co., of 
Akron, O., advocated enactment of legislation to prohibit the 
sale or lease of government-owned synthetic rubber plants to 
private interests “for one year, or until such time as the na- 
tional emergency rubber stockpile is substantially completed,” 
as he testified before a subcommittee of the House armed serv- 
ices committee, December 1. in a hearing on legislation relating 
to future national policy with respect to synthetic rubber pro- 
duction. Mr. Seiberling said that the war-built synthetic rubber 
plants should not be privately owned as long as use of synthetic 
rubber by tire manufacturers was made mandatory by the 
government, because, he contended, under such ownership of 
those plants it would be necessary for his company and other 
companies that could not buy the plants to purchase their syn- 
thetic rubber from competitors. He said he wished someone 
would explain what kind of “free enterprise” it would be that 
would compel a “free enterpriser” to buy from his competitor 
or close up shop. 
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Buhner Seeks Improvement in 
Highway Courtesy, Safety 


In his first official address since he became president of 
American Trucking Associations, Inc., Ed J. Buhner, in an 
address December 1 at Jefferson City, Mo., at the annual con- 
vention of the Missouri Bus and Truck Association, said his 
major objective for the coming year would be to “achieve 
sharp and substantial improvement” in the highway courtesy 
and safety performance of the trucking industry. 

Truck drivers, as a class, were still the best drivers on any 
street or highway, but too many individuals among them “are 
driving in such fashion as to haul down the average instead of 
boosting it, and too many in top management are permitting it 
to continue,” said he. 

“So far as the public is concerned, every truck is a part of 
the trucking industry,” he asserted, adding that “as an industry, 
we have to take the blame for improper performance of every 
truck in the land, whether it belongs to the organized segment 
of the industry or not. That’s a pretty harsh responsibility, but 
I don’t think we can dodge it.” 

“I can sum up my major objective,” Mr. Buhner said, “by 
reading to you the concluding paragraph of a letter which I hold 
in my hand. Here is what it says: 


I am taking this occasion to call upon all of you to redouble your 
efforts: in helping to banish unsafe and careless driving from the high- 
ways, by setting an example for motorists. Never before has your 
slogan, ‘‘Safety Is No Accident,’’ meant so much—and I only wish 
every operator and every driver in the country would put those words 
into practice. 


“What I have read to you is part of a letter of greetings 
and good wishes sent to our annual convention by that famous 
Missourian, Harry S. Truman, president of the United States. 
Earlier in that letter, President Truman had said: 


In a very real sense, we might call the appalling destruction of life 
and property through highway accidents one of our major postwar prob- 
lems. Yet, while our efforts to combat the nation’s high accident rate 
have shown heartening promise—the job has merely begun. 


“In no uncertain language, that message of the President 
is a challenge to every driver of every motor vehicle. To the 
extent that it applies to this industry I know you will want me 
to take it up on your behalf and leave nothing undone to make 
the President’s wish come true; to work unceasingly toward 
that goal which he sets forth, that every operator and every 
driver in our industry put the words, ‘Safety Is No Accident,’ 
into practice.” 

Mr. Buhner called on every motor carrier owner and ex- 
ecutive to give safety “top priority in your own personal pro- 
gram” and to proceed “from here on out exactly as though the 
matter of our courtesy and safety was your own personal 
responsibility.” 

A. T. A. Activities 


Mr. Buhner said that for a long time he had had the feel- 
ing that truck operators throughout the land had not been well 
enough acquainted with all that was going on in their national 
headquarters and that it was his intention to organize what “our 
theatrical friends would call a ‘road company.’ ” 

“We intend to whip into shape at A. T. A. a packaged pro- 
gram which includes items of major interest and to bring this 
direct to you in the field in a series of seven to ten meetings 
spotted at carefully selected locations throughout the country,” 
said he. “When you come to one of these two or two-and-a-half 
day sessions, you will be brought up to date on problems of 
national interest affecting operation of trucks. ... We are going 
to talk about labor relations, claims, public relations, legisla- 
tion, accounting, safety, and every other subject of prime in- 
terest to top management excepting only rates. That’s a job 
for the rate men employed by the for-hire carriers, and we won’t 
touch it.” 


In addition to safety and courtesy, the trucking industry 
had several other “continuing jobs of major importance,” said 
Mr. Buhner. He referred to, among others, public relations, in- 
dustrial relations, claims, and carrier insurance problems. 


Claim Prevention Booklet 


The freight claim section of the American Trucking Asso- 
ciations, Inc., has issued an instruction booklet for commercial 
vehicle drivers and dock men as part of its program to prevent 
freight claims. The 20-page booklet contains chapters on pick- 
ing up freight from shippers and from connecting carriers, de- 
livering freight to consignees and to connecting carriers, han- 
dling and loading of freight, and miscellaneous information. 

New Finance Committee 


President Buhner, of the American Trucking Associations, 
has reappointed Charles P. Clark, of Columbia Terminals Co., 
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St. Louis, chairman of the association’s finance committee. He 
se announced appointment of the following committee mem- 
Ts: 

H. D. Horton, Associated Transport, Inc., Charlotte, N. C.; 
John M. Akers, Akers Motor Lines, Inc., Gastonia, N. C.: 
George V. Eastes, Lee & Eastes, Seattle; and Philip Smith, 
Smith Cartage Co., Chicago. 


National Traffic Committee Appointments 

Henry E. Howell of Associated Transport, Inc., New York 
City, has been reappointed chairman of the National Traffic 
Committee of the American Trucking Associations, Inc., by Ed 
J. Buhner, president of the association. Mr. Buhner also an- 
nounced that A. F. Mathews of Consolidated Freight Co., Sagi- 
naw, Mich., would be first vice-chairman, and E. F. Eardley, 
Pacific Intermountain Express, Salt Lake City, second vice- 
chairman. 


Highway Planning, Moderate 
Taxation Urged by Butler 


An integrated national road system patterned after the 
United States’ proposed interstate highway system could help 
automotive transportation in Canada grow to even greater 
stature, the Automotive Transport Association of Ontario was 
told at Ontario, December 3 by Arthur C. Butler, director of 
the National Highway Users Conference, Washington, D. C. 


“It seems to me there is hardly a conceivable limit to Can- 
ada’s attraction for tourists if good roads are provided,” said he. 
Your great country has almost everything that would attract 
a traveler. Its biggest need in this respect is a better road 
network. Such interregional highways could also be a boon to 
general commerce.” - 

“It is not for a visitor to suggest the answer to a problem 
like this but we are creating our own answer to a similar prob- 
lem through enlightened federal aid to the states,” said he, 
adding that this aid came from general revenues, not from 
special taxes on vehicle users. 

On the subject of federal aid, he said that this aid, while 
a tonic, is “also a strong drink. It is possible to get inebriated 
on it.” 

“Too large a federal aid program (in the states) can only 
Se of state functions by our federal government,” 
said he. 


Asserting that in the United States highway users had more 
than paid their way in state taxes, he said that “in your country, 
as in our country, trucking companies need not be at all apolo- 
getic in this regard. In one recent year Ontario commercial 
vehicles, while representing only 13.5 per cent of all registra- 
tions, paid almost 53 per cent of all Provincial license fees and 
40 per cent of all gasoline tax collections.” 


Continuing on the subject of automotive taxes, he said it 
was interesting to note that in the United States, where he 
said highway transportation had generally benefited by mod- 
erate taxation, there was a passenger car to every 4% persons 
in 1941 while in Canada, “where auto taxation always has 
seemed rather steep to U. S. visitors,” there was only one car 
to every nine persons. 


“It would be difficult to prove a thesis that taxes have been 
totally or even almost entirely responsible for this difference,” 
he said, “yet few persons would doubt that it has some re- 
sponsibility. And when one considers that in the United States 
one out of every seven jobs depends on highway transportation 
the economic import of these taxes becomes plain.” 


Discussing the need of tax policies ‘which mean broader, 
rather than restricted, highway usé, and the need for better 
highways,” he said that long-range highway planning could 
deal with both these problems, and added: 


We, too, have pressing demands for new highways and improvement 
of old highways. Our motor vehicle registrations are at an all time 
peak. We must provide for that traffic, and deal with old road prob- 
lems, too. If we willed it, there is hardly any limit to the billions 
we could spend correcting these conditions. 

But could we collect the billions in taxes that would be needed? 
And could we collect them without making car ownership too costly for 
many of our highway users, including the private driver? Could we 
collect them without making truck operation so costly that the prices 
of all products carried in trucks would also rise? 


Official long-range planning committees, created by state 
legislatures in the United States, should deal with this prob- 
lem, Mr. Butler said. These committees, in which highway user 
representatives should be included, should study all highway 
needs, find which are most urgent and see how they can be paid 
for without excessively burdening the taxpayer, he said. He 
said that 10 of the 48 American states had already set up such 
planning groups. 
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U. S. Highway Engineers to 
Help Turkey Build Roads 


Eight engineers of the Public Roads Administration have 
left the United States to aid the government of Turkey in 
planning and constructing a national system of modern high- 
ways, Thomas H. MacDonald, Commissioner of Public Roads, 
has announced. The mission is being sent in response to a 
request from the Turkish government through the Department 
of State for assistance in improving its highways under the 
Turkish aid program provided by the act of May 22, 1947, 
says the P. R. A., adding: 


The mission is headed by H. E. Hilts, deputy commissioner of the 
Public Roads Administration, who will stay in Turkey through the 
preliminary stages of the work. Jesse E. Williams has been appointed 
to head the office being established at Ankara as division engineer. 
Mr. Williams has been district engineer in charge of federal-aid work 
in New Mexico and has had wide experience in the design and con- 
struction of federal-aid and forest highways. Four more engineers will 
follow on December 19. All of these engineers are specialists in 
various branches of.highway work such as planning, financing, design, 
material testing, construction, bridges, maintenance and equipment. 

The purpose of the mission is to assist the Turkish government in 
launching a long-range program of highway construction that will 
result eventually in a system of all-weather highways reaching to all 
parts of the country.... 

American aid is to be financed by $5,000,000 assigned by the Depart- 
ment of State from the Turkish aid fund. This will be used largely 
for machinery and equipment and to meet the expenses of the mission. 
Already equipment valued at about $750,000 has been obtained from 
the army and is being shipped to Turkey. Costs of right-of-way, mate- 


rials, labor and detailed supervision are to be met by the Turkish 
government. 


Manufacturers to Rate Trucks 
by Gross Weight, Horsepower 


Beginning January 1, 1948, most truck manufacturers will 
be prepared to rate their vehicles in terms of gross vehicle 
weight and net horsepower, the Automobile Manufacturers As- 
sociation has announced. Although a number of truck manufac- 
turers have been using this method of rating for several years, 
the decision to recommend uniformity in the change from the 
old method of rating in terms of tonnage capacity was made 


— after a survey of manufacturers’ opinions by the 


Truck manufacturers will file gross vehicle weight and net 
horsepower ratings with state licensing authorities on request. 
An identification plate, containing these ratings, will be attached 
to each vehicle to assist state licensing and enforcement officials. 

The change is expected to have many benefits. The identi- 
‘fication plate will enable registration officials to determine the 
carrying capacity of the vehicle as established by the manufac- 
turer, and will help enforcement officers to determine whether 
any commercial vehicle on the road is keeping within the load 
limits for which its registration fees have been paid. 


The purchaser of the vehicle, by dividing the g.v.w. rating 
by the horsepower rating, may easily get a measure of perform- 
ance for acceleration and speed on grade, which factor has been 
lacking in all methods of rating hitherto employed. 

The decision to make the change, stated the A. M. A., was 
based on an effort to comply with requests of the motor vehicle 
administrators and the Public Roads Administration. It was 
also given impetus by the industry’s wartime experience with 
the gross vehicle ratings required by the military for govern- 
ment reports. By the end of the 1947 legislative sessions, 26 
States were using g.v.w. rating, 10 were using net weight, and 
13 employed tare weight rating. 






UNITED VAN LINES CONVENTION 


Approximately 200 agents and members from nearly every 
state in the union attended the recent annual United Van Lines 
convention at the Chase Hotel, St. Louis. Among the topics 
discussed were sales and advertising, ways and means of co- 
operation between agents and company and United’s cargo and 
customers’ insurance program. 


FURNITURE WAREHOUSEMEN’S ANNUAL MEETING 


The National Furniture Warehousemen’s Association will 
hold its twenty-seventh annual meeting January 25-30 at the 
Palm Beach Biltmore Hotel, Palm Beach, Fla. The meeting 
will open with a dinner, Sunday, January 25, and terminate with 
a luncheon, Friday, January 30. As the program has been espe- 
cially designed to consider the expected outstanding industrial 
problems of 1948, special attention will be given to employer- 
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employe relations and the Taft-Hartley law. Advertising and 
sales promotion will be the featured theme of the program. 

All reservations for attendance at the convention and hotel 
accommodations must be made before January 10, through the 
office of the secretary, Joseph A. Hollander, National Furniture 
Warehousemen’s Association, 1018 S. Wabash Ave., Chicago 5, 
Tll., association president, Herbert B. Holt, has announced. 


October Truckloading Summary 


The volume of freight transported by motor carriers in 
October increased 13.5 per cent over September and 18.7 per 
cent over October of last year, according to statistics compiled 
by the Department of Research of American Trucking Associa- 
tions, Inc. 

Comparable reports recéived by A. T. A. from 256 carriers 
in 41 states showed these carriers transported an aggregate 
of 2,731,407 tons in October, as against 2,407,236 tons in Sep- 
tember and 2,300,977 tons in October, 1946. 


The A. T. A. index figure, computed on the basis of the 
average monthly tonnage of the reporting carriers for the 
three-year period of 1938-1940 as representing 100, was 245— 
an all-time peak, said A. T. A., adding: 


Approximately 84 per cent of all tonnage transported in the month 
was hauled by carriers of general freight. The volume in this category 
increased 13.0 per cent over September and 17.0 per cent over October, 
1946. 


Transportation of petroleum products, accounting for about 8 per 
cent of the total tonnage reported, showed an increase of 8.5 per cent 
over September and 17.3 per cent over October, 1946. 

Carriers of iron and steel hauled about 2 per cent of the total 
tonnage. Their traffic volume was 20.3 per cent over September and 
31.6 per cent over October, 1946. 

About 6 per cent of the total tonnage consisted of miscellaneous 
commodities, including household goods, textiles, groceries, agricul- 
tural, packing house products, tobacco, wood, heavy machinery, paper, 
motor vehicles and motor vehicle parts. Tonnage in this class increased 
24.6 per cent over September and 42.5 per cent over October, 1946. 

The October tonnage of carriers reporting from the Eastern Dis- 
trict represented an increase of 13.1 per cent over September and 18.8 
per cent over October of 1946. . 

Carriers in the Southern Region reported increases of 20.7 per cent 
over September and 32.6 per cent over October, 1946. 

Tonnage reported from the Western District revealed an increase 
of 11.8 per cent over September and 14.6 per cent over October of 
last year. 


MOTOR VEHICLE BRAKE RESEARCH 


Members of the Advisory Committee on Motor Vehicle 
Brake Research, whose activities‘ were suspended during the 
war years, at a meeting at the office of Public Roads Com- 
missioner Thomas H. MacDonald in Washington, D. C., dis- 
cussed plans for resumption of research activities. The studies 
eventually will lead to recommendations for the establishment 
of minimum brake performance requirements that will insure 
maximum safety of operation for all.types of motor vehicles, 
according to Mr. MacDonald. 

B. B. Bachman, representing the Society of Automotive 
Engineers, was elected chairman of the committee. D. D. 
Blanchard, also from the staff of the Society of Automotive 
Engineers, was elected recording secretary. 


MIDWEST TRANSFER STAGES ROADEO 


In conjunction with its regular safety meeting, the Midwest 
Transfer Co. of Illinois recently staged a roadeo at the Chicago 
terminal. A feature of the roadeo, which was attended by 125, 
drivers, was a demonstration by Charles “Chuck” Zimmerman, 
national roadeo champion in the tractor semi-trailer class, Mid- 
west officials said. David H. Ratner, president of the company, 
awarded prizes to drivers eligible for safety awards. 


PUBLIC MERCHANDISE WAREHOUSING 


The October ratio of occupied to occupiable space of 86.8 
per cent was slightly under September, 87.7 per cent, accord- 
ing to a report by the bureau of census of the Department of 
Commerce on public merchandise warehousing for October. 
The October, 1946, ratio was 87.6, it said. It added that in 
pre-war October, 1941, a ratio of 80.6 per cent was reported. 
It also said the slightly declining occupancy trend since July 
was contrary to the seasonal pattern as computed from the 
indices for the years 1930 through 1940. 

A total of 588 cooperating firms reported 1,920 merchan- 
dise warehouse buildings operated during October, with 46,463,- 
000 square feet of occupiable space intended for public ware- 
housing of general merchandise, of which 40,336,000 were re- 
ported occupied at the end of October. 
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Harriman Urges Development of Air 
Cargo at Air Policy Hearing © 


If America was to have a continuing military air force as 
the most efficient means to security, it must have civil air 
power, Secretary of Commerce Harriman told the President’s 
Air Policy Commission in testimony he presented on aviation 
problems at hearings before the five-member body in Washing- 
ton. 

“In addition to its value for our commercial development, 
a large civil air fleet is an essential adjunct to our military 
establishment,” said he. “Armed British sea power grew out 
of the shipyards that were necessary to her commerce. Our 
air power must likewise grow out: of the factories which, we 
hope, will eventually be devoted largely to the production of 
aircraft necessary to our air commerce.” 

Mr. Harriman said, at the moment, government expendi- 
ture would certainly ‘be necessary in order to maintain a civil 
aviation potential of the size and quality needed for our eco- 
nomic welfare and security, but, ultimately, he said he hoped 
that, with proper leadership, commercial aviation would be 
able not only to support itself but also to provide support for 
necessary military potential. 

Mr. Harriman dwelt at some length on the subject of air 
cargo, saying he thought that was an aspect which could begin 
to promote self-sufficiency in civil aviation. 

“By promoting the development of transport planes that 
could operate at a lower cost per mile, we could create a 
demand for many times the number of airplanes now in use 
and automatically raise a large portion of the aircraft industry 
into adequate production brackets,” said he. “Passenger traffic 
demand, also, would increase with faster and more reliable 
aircraft of lower operating cost.” 


Urges Complete Rate-Making Machinery 


Mr. Harriman said he would like to advocate early pro- 
vision of complete rate-making machinery, asserting that the 
Civil Aeronautics Board acknowledged the present lack of 
adequate data on which to base proper rate determination, 
but that that agency had started an investigation of the ques- 
tions which might lead to the establishment of the required 
system. 


A good rate structure, based on sound economics and with 
sufficient flexibility to encourage competition but to discourage 
rate wars, said he, could materially aid the development of 
cargo transportation. The experience of other forms of trans- 
portation had shown, said he, that cargo ultimately constituted 
the larger source of revenue of any transportation system. 


“The expansion of such traffic will, in turn, automatically 


increase the demand for more cargo aircraft, and the manufac- - 


turing industry will become increasingly self-sufficient while 
growing to a desirable size in terms of our national security 
requirements,” he said, adding, in part: 


I mention this rate problem because I believe that those responsible 
for the formation of our air cargo rate policies have an unprecedented 
opportunity to benefit from our rate experience with other forms of 
transportation. By comparison, for example, with the railroad rate 
structure, the air cargo rate system is an infant whose future growth 
can be planned to some extent to avoid many of the complex problems 
now besetting railroads and their customers. By that I do not suggest 
that anything as complex as a rate structure can be planned in detail 
for years ahead, but I do believe that more adequate machinery for 
collecting and analyzing the facts one must know in order to do a 
better job of rate setting can now be planned and put into operation. 


Mr. Harriman said the carriers themselves could do much 
to develop cargo carrying and he cited, in support of this con- 
tention, action of the railroads when, in the early 1920’s, they 
revised their older freight practices in order to provide con- 
sistently regular service on fast schedules. 


“Consistency and dependability of schedules, planned to 
serve the particular needs of business, not only affect the 
volume of traffic but ultimately affect the type and location of 
business served, thus further improving our production capa- 
bilities,” said he. 

Mr. Harriman said he felt very strongly that the full de- 
velopment of the air cargo potential offered us the greatest 
possibilities for achieving the full benefits of aviation, which 
benefits included the following: 
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The expansion and ultimate self-sufficiency of the air transporta- 
tion system itself. 


The natural stimulation and support of the aircraft manufacturing 
industry. 


The general increase in volume and tempo of business as a whole 
which comes from better transportation service. 


Mr. Harriman advocated research and development to 
produce civilian transport planes that, while they would not 
serve all military needs, would serve many such needs. He 
also advocated a study of airline subsidies and mail payments 
because, he said, “when increased costs do not affect. profits, 
it seems reasonable to presume that some of the incentive 
toward efficiency and progress will be lost.” 

His final recommendation was continuing analysis of poten- 
tial demand for air service beyond such analyses as were being 
conducted by individual airlines on their own routes. 


Behnke Pleads for Safety Board 


David L. Behncke, president, Air Line Pilots’ Association, 
in a statement to the President’s Air Policy Commission, De- 
cember 2, charged, among other things, that the independent 
air safety board, provided for by the civil aeronautics act of 
1938, after a long effort by the pilots, had been “nullified, made 
useless, and reduced to a mockery, by the Presidential reor- 
ganization plan No. 4,” approved in 1940. 

After referring to the work of the special board of inquiry 
on air safety appointed by President Truman, and saying it 
had been able to process only a small number of its 115 recom- 
mendations, Mr. Behncke said that unless provisions were made 
to take over the work of the special board by an independent 
air safety board, “how can we face what is bound to happen 
and how can we say that an effective remedy has been created 
and placed into effect?” 

Since the independent air safety board was abolished June 
30, 1940, he said, there had been 1,016 casualties to passengers 
and crew on the air line network, representing 880 killed and 
136 injured. 

In other portions of his statement, Mr. Behncke said 
stalling speed was the principal factor in air safety. He as- 
serted that the pilots had battled against a move “initiated and 
sponsored in 1945 by the air carriers and the air line equip- 
ment manufacturers, with the cooperation of the C. A. B.... 
to squeeze a few more pounds of payload onto air line aircraft 
at the expense of safety.” He said the “voice of payload dol- 
lars” was stronger than that of the pilots. He assigned the 
same reason for the adoption of the tangential airport runway 
plan, as against the parallel runway plan advocated by the 

ilots. 

5 In discussing civil aviation in relation to military needs, 
Mr. Behncke said politics should be swept clean from the civil 
air regulatory agency in all respects. The C. A. B., said he, 
should surround itself with more dignity and “should not be 
quite so easy to talk to.” He said the board could well take a 
page on conduct and procedure from “the venerable and far 
more seasoned Interstate Commerce Commission.” 


Commercial Planes to Fly 600 
Miles an Hour, Says Arnold 


Within the next ten years the public could expect with 
assurance 600-mile-per-hour commercial aircraft capable of 
non-stop coast-to-coast flights in six to seven hours, Brig. Gen. 
Milton W. Arnold, vice-president of the Air Transport Asso- 
ciation, said in an address December 2 at Kansas City before 
the Society of Automotive Engineers. 

Although aircraft design would soon reach this stage, he 
said, there must be improvement and coordination of many 
other factors if such flights were to be safe, regular and efii- 
cient. He said that the key to such coast-to-coast schedules was 
effective air traffic control. Such schedules would demand four 
general requirements, said he, adding: 


1. Each pilot must be provided means for indicating to the traffic 
control agency the flight plan he wishes to follow. 2. The pilot of 
each aircraft must know his position at all times. 3. The traffic control 
agency must know continuously the location and, if possible, identity 
of all aircraft over which it is exercising control. It must also know 
the estimated time of arrival of aircraft approaching its control area. 
4. The traffic control agency must be provided means for indicating 
continuously to each aircraft the desired position along its route. 


In order to provide these necessities for the future progress 
of air transport, General Arnold included, among his sugges- 
tions and recommendations, the following: 


Airport designs altered to include longer, wider and thicker rut 
ways; parallel runways at major airports. 

Weather forecasting improved to provide accurate wind, ceiling 
and visibility reports 12 to 24 hours in advance. 
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Improved communications for all branches of traffic control, prefer- 
ably language-free, with a monitoring check system. 

Guidance for take-offs of large aircraft similar to the service per- 
formed on landings by the Instrument Landing System and Ground 
Controlled Approach, capable of directly controlling the aircraft through 
an auto-pilot. 

Surveillance radar or similar system to assure positive intervals 
between planes on take-offs and in flight. 

Provision, perhaps through television, of continuing pertinent traf- 
fic data in map form to pilots in flight. 

Automatic touch-down control for large aircraft. 

Installation of some type of block signal system in the air, and a 
like system for controlling all surface movements at airports—this 
probably through high definition radar. 






C. A. B. Statistics Show 12-Month 
Air Express and Cargo Increase 


The Civil Aeronautics Board has announced that U. S. 
mail ton miles flown by the 16 domestic trunk airlines for July 
increased 11.35 per cent, and for August, increased 10.85 per 
cent, over the corresponding 1946 periods. It also said express 
ton-miles increased 25.78 per cent in July and 17.62 per cent 
in August over the corresponding periods for 1946. 

Revenue miles flown increased 2.61 per cent in July and 
18 per cent in August, as compared with last year, and the 
number of revenue passenger miles (in thousands) decreased 
5.66 per cent in July and 3.05 per cent in August, as compared 
with a year ago, said the C. A. B. 

The airlines flew 98.76 per cent of their scheduled mileage 
in July and 99.10 per cent in August, said the C. A. B. 

U. S. mail ton-miles decreased from 46,296,374 for the 12 
months ended with July, 1946, to 31,645,724 for the 12 months 
ended with July, 1947, it said. 

Express ton-miles increased from 18,061,261 in the earlier 
period to 28,467,233 in the later period, while freight ton-miles 
increased from 5,949,702 in the 12 months ended with July 31, 
1946, to 23,957,706 in the 12 months ended with July 31, 1947, 
said the C. A. B. 

U. S. mail ton-miles decreased from 42,490,410 to 31,888,- 
702, and express ton-miles increased from 18,391,522 to 28,802,- 
269; and freight ton-miles increased from 7,042,209 to 25,198,- 


823 ro! the periods ended August 31, 1946, and August 31, 1947, 
it said. 


C. A. B. Extends Plane Equipment 
Order Because of Short Supply 


The Civil Aeronautics Board has further extended from 
December 1 to May 1, 1948, the termination date of its special 
civil air regulation No. 390 which relieved carriers from com- 
pliance with amendments 41-3, 42-2 and 61-2 of the civil air 
regulations requiring certain design changes and installations 
to be made on all airplanes used in passenger service if a show- 
Ing were made that such installations and modifications could 
not be accomplished because of inability to procure the neces- 
sary equipment or parts. 

The board said it had previously extended the expiration 

date of the regulation, adopted May 14, 1947, from November 
1 to December 1, to allow time for it to study the problem 
presented by the “continuing unavailability of such parts and 
to determine the best procedure, consistent with safety, of ap- 
plying the basic requirements to individual aircraft as the parts 
became available.” 
_ Asa result of this study, the board said it found that the 
items of equipment and parts in short supply varied with each 
airplane and that an examination would have to be made in 
each case to determine the extent of compliance appropriate to 
the particular modification. It added that it also found that 
“even where full modification had not been possible, substan- 
tial compliance with these amendments has accomplished a ma- 
terial improvement in safety.” Therefore, the board said it 
Considered that it was in the public interest to extend the ex- 
Piration date of the regulation to May 1, 1948. 


AIR SERVICE APPLICATIONS 


The following new applications for air rights or services 
have been filed with the Civil Aeronautics Board: 


No, 3201, Monarch Air Lines, Inc., Denver, Colo., for a change in 
service pattern to authorize suspension of service at Gallup, N. M., for 
a temporary period, on daily southbound flights on segment 2 of 
applicant’s route. 

No. 3202, Pan American Airways, New York, N. Y., for suspension 
and revocation of Northwest Airline’s nonstop authorization between 
Tokyo, Japan, and Okinawa, and for institution of an investigation by 
the board with respect to whether such nonstop operation is adverse 
to the public interest. 
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No. 3203, Royal Dutch Airlines (KLM), New York, N. Y., for amend- 
ment of Willemstad, N. W. I.-Miami, Fla., route so as to omit Aruba, 
N. W. I., as an intermediate point and make Willemstad and Oranjestad, 
N. W. I., co-terminal points. ° 

No. 3204, China National Aviation Corporation, Shanghai, China, 
for amendment of its Shanghai, China-San Francisco, Calif., permit to 
include Okinawa as an intermedjate point. 

No. 3205, Willis Air Service, Inc., Teterboro, N. J., for a certificate 
authorizing scheduled transportation of property between the terminal 
points Jacksonville, Fla., Miami, Fla., and Tampa, Fla., and the co- 
terminal points of Cartagena and Barranquilla, Colombia. 

No. 3208, Chicago & Southern-Airlines, Memphis, Tenn., for amend- 
ment of its so-called route No. 8 so as to authorize service between 
Chicago, Il!l., and Minneapolis-St. Paul, Minn., via Rochester, Minn. 


C. A. B. Is Asked to Reconsider 
Ship-Air Pact Disapproval 


United States Lines Co., a steamship operator, has filed a 
petition with the Civil Aeronautics Board for rehearing, reargu- 
ment and reconsideration of its decision in No. 2492 by which 
it disapproved an agreement, designated as C. A. B. Agreement 
No. 157, between U. S. Lines and Pan American Airways, 
executed in 1935, under which the ship line acts as general 
agent in the solicitation of westbound European traffic for Pan 
American, and for “immediate” stay of the board’s order en- 
tered therein requiring cancellation of the agreement within 
90 days from October 20. 

In its opinion (see Traffic World, Nov. 1, p. 1298), the 
board said it found that continuation of present arrangements 
between the two companies would not be in the public interest 
but that immediate cancellation of the contract might have an 
adverse effect on the parties. 

The steamship company said it desired to introduce new 
evidence that had arisen since the previous hearing which 
should cause the board to vacate or modify its order of Oc- 
tober 20. This new evidence, the company said, included the 
board’s “Transatlantic Passenger Traffic Analysis,” referred to 
as the “Crozier Report,” dated September, 1947, and published 
at the end of October after decision in the matter, which proved 
that: 





(a) The United States Lines’ passenger organization in Europe is 
developing westbound passengers for Pan American Airways more 
effectively than is done by the European passenger organization of 
any competing air line. 

(b) The extent by which the sale of westbound Pan American 
passenger tickets by the United States Line Co. exceeds the sale of 
eastbound tickets by Pan American was greater than the comparable 
situation of competing air lines. 

(c) The United States Lines Company’s European passenger organi- 
zation is doing a better job of developing air passengers westbound 
than Pan American itself is able to do eastbound. It is doing a better 
job of developing westbound air passengers than any competing 
European organization. 


(d) The rate of supremacy of the United States Lines Company’s 
European passenger organization is increasing. 


A rehearing, the steamship company said, should also af- 
ford opportunity to bring out into the open such information 
as was available to the board but not to U. S. Lines and which 
the board had in mind when it stated in its opinion that there 
was no evidence as to the actual extent of the economies that 
would be effected, that “while witnesses for both Pan American 
and United States Lines expressed the opinion that it would 
cost Pan American more to perform the solicitation itself, no 
witness made an estimate as to the amount of the additional 
cost.’”” The steamship company said any such estimate as might 
have been made would have been speculative, but the board 
had the actual present cost figures for Pan American’s two 
principal competitors in Europe (American Overseas Airlines 
and Trans World Airline, Inc.), and added that the burden of 
proof in this case was on the board. The company said, further, 
that it would be a simple matter to compare the solicitation 
results of all three American airlines with their respective 
costs, and directed the board’s attention in their respect “to the 
value of retaining this contract for the additional value it may 
have as a yardstick.” 


U. S. Lines said it reserved its contention that the board 


“does not have jurisdiction to approve or disapprove this agree- 
ment.” 


Cc. A. B. AIR ACCIDENT REPORTS 


The Civil Aeronautics Board has issued reports of its 
investigation of two aircraft accidents which occurred last fall, 
one of which was a Western Air Lines’ DC-3, en route from 
Las Vegas, Nev., to Burbank, Calif., which crashed on the north 
slope of White Mountain, 14 miles south of Lebec, Calif., on 
November 13, and the other, an Eastern Air Lines’ DC-4, en 
route from Miami, Fla., to Newark, N. J., which crashed near 
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Alexandria, Va., on October 11, “during an instrument ap- — 


proach” to the Washington (D. C.) National Airport. 

According to the reports, both planes were demolished by 
impact and subsequent fire. All occupants of the DC-3 were 
fatally injured. The pilot of the DC-4 was seriously injured but 
none of the remaining three crew members or the 22 passengers 
sustained other than minor injuries. 

The board found that the probable cause of the DC-3 crash 
was the action of the pilot in making an instrument letdown 
without previously establishing a positive radio fix. This action, 
it added, was aggravated by conditions of severe static, wind 
in excess of anticipated velocities, preoccupation with an un- 
usual amount of radio conversation, and the “inoperative New- 
hall” radio range. 

The probable cause of the DC-4 accident, the board said 
it found, was the failure of the pilot to maintain flight at or 
above the minimum safe altitude for instrument approach to 
the Washington National Airport. 


C. A. B. Report on “Crash Landing” 
Notes New Air Navigation Aids 


Inability of the pilot to land at a prepared landing area, 
due to the loss of radio navigational reference resulting from 
‘severe static interference, was the “probable” cause of an 
accident that occurred the night of January 5, 1947, at Jones 
Beach, N. Y., in which an American Airlines plane made an 
emergency landing on the beach with its landing gear re- 
tracted, with the result that the plane was heavily damaged, 
though none of its 16 occupants was injured, the Civil Aero- 
— Board stated in a report on investigation of the acci- 

ent. 

The board said that a contributing factor was the satura- 
tion of navigational facilities in the New York-Washington 
area due to the existence of a large number of emergencies 
which prevented an early landing. (It was shown in the report 
that the plane had left Baltimore at 7 p. m., bound for Wash- 
ington, D. C., and subsequently had been unable to obtain 
“clearance” for landings at the National Airport in Washing- 
ton or at Baltimore and Philadelphia airports; and that the 
“crash landing” was made when the plane had only 30 min- 
utes’ supply of gasoline remaining.) A further contributing 
factor, said the board, was “the failure of the company and 
the United States Weather Bureau to forecast adequately the 
high level conditions affecting this area due to insufficient 
number of radiosonde stations in the northeastern states.” It 
said that although most of the aircraft which accounted for 
the “emergencies” at the Washington ‘and Baltimore airports 
were nonscheduled operations, it appeared that this condition 
might have been alleviated to some extent had the Army and 
Navy aircraft which were among those for which emergencies 
were declared been routed to nearby military airports. 

“In view of the serious lack of emergency facilities in the 
Washington-New York area,” said the C. A. B., “the installa- 
tion of new equipment and the fuller utilization of military 
facilities has been accomplished.” 


SCANDINAVIAN AIRLINES PERMIT 


The Civil Aeronautics Board has issued a foreign air car- 
rier permit to Scandinavian Airlines System authorizing it to 
engage in foreign air transportation of persons, property and 
mail between the coterminal points of Stockholm, Sweden; Oslo 
and Stavanger, Norway; and Copenhagen, Denmark; interme- 
diate points in the United Kingdom, Eire, Iceland, Greenland, 
The Azores, Labrador, Newfoundland, and the Province of Que- 
bec, Canada, and the alternate terminal points New York, N. Y., 
and Chicago, Ill. The Board’s decision, made in No. 2560, was 
approved by President Truman. 

The board said that the Scandinavian Airlines System 
(SAS) was composed of three companies known as Danish Air- 
lines (DDL), Norwegian Airlines (DNL), and Swedish Airlines 
(SILA), that had created a consortium for the purpose of con- 
ducting as a separate entity the air service authorized by the 
board to each of these individual carriers in separate foreign 
air carrier permits. The board said that the existing individual 
foreign air carrier permits of DDL, DNL, and SILA were can- 
celled as of the effective date of the permit issued to Scandi- 
navian Airlines System. 


Cc. & S. CERTIFICATE STAYED 
The Civil Aeronautics Board, by an order in No. 1051 et al., 
has reopened the proceeding for the purpose of receiving in 
evidence its September, 1946, air traffic survey, and for re- 
argument and reconsideration on the supplemented record. It 
also stayed temporarily the amended certificate issued to Chi- 
cago & Southern Airlines, Inc., for route No. 8, insofar as it 
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authorized: service between Kansas City and Springfield, Mo., 
and Memphis, Tenn., until final decision. 

The board said, among other things, that the September, 
1946, air traffic survey included data that, under the peculiar 
circumstances involved, should be considered in the final dis- 
position of the proceeding. 


AIRLINES SEEK INCREASE IN FARES 

The nation’s domestic airlines, members of the Air Trans- 
port Association of America, have filed tariffs with the Civil 
Aeronautics Board proposing a general 10 per cent increase in 
their passenger fares, effective December 12. 

At the offices of the A. T. A. of A., in Washington, it was 
said the increase was sought to offset rising costs in operation. 
Carriers proposing the increase, it was stated, were the follow- 
ing, in addition to Northwest Airlines which increased its fares 
last month: 

American Airlines, Pennsylvania-Central, Chicago & South- 
ern, Delta, Inland Airlines, Southwest, Transcontinental & 
Western Air, United, Western, and Braniff Airways. 


NON-CERTIFICATED RIGHTS DENIED 

By an order in No. 3083, the Civil Aeronautics Board has 
denied a petition of U. S. Airlines, Inc., for issuance of a letter 
of registration as a non-certificated irregular air carrier to 
U. S. Flying Services, Inc.—Division of U. S. Airlines, Inc., and 
dismissed the petition in all other respects. The board found 
that both Flying and Airlines were, in substance, the same 
entity. The order said it had denied an application of Flying in 
September pursuant to paragraph (a) of sections 292.1 and 
292.5 of the board’s economic regulations because, it said, they 
precluded any air carrier from holding contemporaneously let- 
ters of registration under both sections. 


WILLIS AIR SERVICE RIGHTS DENIED 

The Civil Aeronautics Board, by an order in No. 3141, has 
denied an application of Willis Air Service, Inc., for a certifi- 
cate of exemption that would permit the applicant to engage 
in scheduled air transportation as a non-certificated cargo car- 
rier between points in the United States and points in Puerto 
Rico, and between points in Puerto Rico and points in the 
Virgin Islands. It said the applicant was precluded from en- 
gaging in such service because it did not have an application 
on file on May 5, 1947. 


AIR FREIGHT TARIFF SUSPENDED 

The Civil Aeronautics Board has suspended air freight tar- 
iff No. 3, C. A. B. No. 7, of National Airlines, Inc., containing 
charges for the transportation of freight, and has consolidated 
the proceeding in which it issued the order, No. 3208, with Nos. 
3170 and 3178, in which it suspended a number of tariffs con- 
taining air cargo rates for seven airlines (see Traffic World, 
Nov. 1, p. 1283). : 


LOS ANGELES MAIL PAY RATES 


Pending determination of final rates, retroactive to October 
1, 1947, the Civil Aeronautics Board has issued an order in 
docket No. 3123, identified as E-1027, establishing, for appli- 
cation on and after that date, temporary rates to be paid Los 
Angeles Airways, Inc. for transportation of mail over its so- 
called route No. 84, of $1 an airplane mile for mileage not in 
excess of 22,000 in any calendar month, and 60 cents an airplane 
mile for mileage in excess of 22,000 in any calendar month, such 
rates to be paid without reference to base poundage of mail. 


ALASKA AIRLINES SHOW CAUSE ORDER 


The Civil Aeronautics Board has issued an order in docket 
No. 3209, designated as E-1028, directing Alaska Airlines, Inc., 
to show cause why it should not be ordered to cease and desist 
from engaging in regular and scheduled air transportation of 
persons between points in the U. S. and points in Alaska, par- 
ticularly between Seattle, Wash., and Anchorage, Alaska, which 
service, the board said, the carrier had received no authority to 
perform. The airline’s answer to the show cause order is to be 
made on or before December 15. 


AIR EXPRESS SHIPMENTS 


Air express shipments handled in nationwide service in- 
creased 23.8 per cent for the nine months ending September 30, 
the air express division of Railway Express Agency has reported. 
There were 2,649,982 shipments handled for the scheduled air- 
lines in the nine-month period, compared with 2,139,682 ship- 
ments for the corresponding period of 1946, the agency said. 
This involved an increase in gross revenue of 33.2 per cent. A 
total of 33,838,535 pounds was handled during the first six 
months, or a gain of 69 per cent over the 19,931,097 pounds 
handled from January to June of 1946, the agency reported. 
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In the 9 month period ending September 30, 1947, there 
were 448,351 international air express shipments, or a gain of 
32.4 per cent over the corresponding period of 1946 when 338,439 
shipments were handled, the agency announced. September’s 
international air traffic amounted to 45,715 shipments, or an 
increase of 15.8 per cent over September, 1946, R. E. A. officials 
said. Traffic destined to foreign cities in September exceeded 
air express imports by better than 7 to 1, compared with a ratio 
of 3 to 1 in September a year ago, said the R. E. A. officials. 


‘ Miami handled 25,631 shipments in September; New York City, 


4289; San Francisco, 2,948; San Antonio, 2,236; Brownsville, 
a 2,181; Los Angeles, 1,914; New Orleans, 1,691; and Seattle, 
1,489. 


AIRPORT AND AIRCRAFT STATISTICS 


The monthly statistical report to the administrator of civil 
aeronautics, shows 5,614 airports recorded with the C. A. A., 
as of November 1, compared with 4,424 on the same date in 
1946. Scheduled air carrier aircraft as of the same date to- 
taled 957, as against 804 a year ago. 

Production of more than 4-place aircraft, according to the 
release of the Office of Aviation Information, was 50 in Sep- 
tember of this year, compared with 39 in September, 1946. 


U. S.-FOREIGN AIRLINE AGREEMENT 


Interline air freight agreements have been signed by United 
Air Lines with both Air France and Peruvian International 


Airways, it is announced by Harold Crary, vice president— 
traffic and sales. Said he: 


The Air France agreement provides for complete air freight service 
between any point on United’s 10,655-mile system and the foreign car- 
rier’s 132,128-mile world-wide network. Shipments are transferred at 
Air France’s Néw York gateway. 

The Peruvian interline agreement links United with more than 
5,000 miles of airway along the west coast of Latin America, including 


Panama, Lima and Santiago. Connections with Peruvian are made at 
New York and Washington, D. C. 


DELTA AIR LINES FREIGHT RATE CUT 


The Civil Aeronautics Board has permitted to go into effect 
a 40 per cent reduction in air freight rates by Delta Air Lines, 
applicable to northbound shipments of fruits and vegetables, 
where each shipment weighs 100 pounds or more, from 15 or- 
igins on Delta’s routes in the south. Certain other rate reduc- 
tion proposals applying to shipments of léss than 100 pounds 
were suspended by the C. A. B. for 90 days from November 19 
(see Traffic World, Nov. 29, p. 1612). 


CHICAGO & SOUTHERN AIR SERVICE 


Chicago & Southern Air Lines inaugurated two non-stop 
round trip flights December 1 between Memphis and Kansas 
City due to the company‘s decision to postpone indefinitely the 
opening of service to Springfield, Mo., according to an announce- 
ment by S. A. Stewart, C. & S. executive vice-president, and 
T. M. Miller, general traffic manager. Connections with a 
C. & S. four-engine plane at Memphis has placed Kansas City 


within only 4 hours, 55 minutes, of New Orleans, the two of- 
ficials said. 


X-MAS GIFTS TO EUROPE VIA A. A. L. 


Shipments of Christmas packages of food and clothing to 
people in Europe will be expedited as late as December 15 by 
the American Airlines, Norman L. Hess, A. A. L. Chicago dis- 
trict sales manager, has announced. Shipments forwarded to 
American Airlines for transportation abroad should be accom- 
panied by a shipper’s letter of instructions in lieu of an inter- 
national air waybill, said Mr. Hess. 


TAXES AND TRANSPORTATION 


The Bureau of Internal Revenue has announced that in 
October it collected $27,943,833.14 in taxes on amounts paid 
for the transportation of property, as against $25,731,549.44 in 
October last year, and $25,145,056.37 in taxes on amounts paid 
for the transportation of persons, as against $27,881,735.50 in 
October last year. 

On amounts paid for transportation of oil by pipeline the 
taxes collected totalled $2,307,271.51 in October as against $1,- 
566,212.22 in October last year. 

The federal tax on gasoline yielded $35,496,619.79, as 
against $39,237,189.31 in October last year. 

_Employment taxes paid by carriers totaled $3,540,006.15 as 
against $3,139,666.65 in October last year. 


Other tax collections reported for October included the 
following: 


Automobile trucks, $5,599,799.90 as against $5,067,697.56 in October, 
1946; automobiles and motor cycles, $21,462,163 as against $15,464,481,89 
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in October, 1946; automobile parts and accessories, $12,841,811.63 as 
against $8,750,134.56 in October, 1946; tires and inner tubes, including 
floor taxes, $18,869,325.61 as against $15,593,282.60 in October, 1946; and 
lubricating oils, $6,281,696.60 as against $6,040,338.27 in October, 1946. 


SALE OF SURPLUS RAIL CARS 


The War Assets Administration has announced that it has 
negotiated the sale of 751 surplus railroad cars which remained 
in inventory after previous fixed price and sealed bid sales. It 
said it had an original inventory of 1,300 of the standard-gauge 
cars which were used during the war as troop sleepers. They 
previously were sold at fixed prices of $3,780 each for cars 
built in 1945 and 1946 and $2,880 each for cars built in 1943 
and 1944, it said. 

In the final negotiations, 50 cars were sold to the Chesa- 
peake and Ohio Railroad and 701 were sold to the U. S. De- 
= of Interior for transfer to the Alaskan Railroad, it 
said. 


TRAFFIC MANAGERS INSTITUTE ALUMNI 


The Alumni Association of Traffic Managers Institute held a 
meeting November 26 in the Willkie Memorial Building at 
Freedom House, New York City. A United Air Lines film was 
a feature of the evening. 


Ohio Valley Advisory Board 


The Ohio Valley Transportation Advisory Board will hold 
its twenty-fourth annual meeting December 9 in the Nether- 
land Plaza Hotel, Cincinnati, O. A luncheon, jointly sponsored 
by the Cincinnati Traffic Club, Cincinnati Chamber of Com- 
merce Forum and the Cincinnati Board of Trade, will be ad- 
dressed by Ernest E. Norris, president of the Southern Railway 
System. 

After opening remarks by the general chairman, S. C. 
Higgins, secretary-traffic manager, New River Coal Operators’ 
Association, Mount Hope, W. Va., and announcements of the 
Cincinnati committee on arrangements by W. E. Willey, di- 
rector of traffic, Procter & Gamble Co., the report of the ex- 
ecutive committee will be given by E. C. Perkins, manager of 
sales, Appalachian Coals, Inc., Cincinnati. 

Other committee chairmen to report are the following: 


Nominating and car efficiency, R. H. Hagerman, traffic manager, 
National Cash Register Co., Dayton, O.; legislative, Freeman Brad- 
ford, general manager, Board of Trade, Indianapolis, Ind.; traffic, 
J. G. Young, director of transportation, Chamber of Commerce, Colum- 
bus, O.; membership, Mendel A. Keith, traffic manager, Columbus 
Coated Fabrics Co., Columbus, O.; future transportation planning, J. W. 
Peters, traffic manager, Delco-Remy division, General Motors Corpora- 
tion, Anderson, Ind.; railroad contact, C. R. Elkins, superintendent of 
transportation, Baltimore & Ohio Railroad, Cincinnati; loss and damage 
prevention, C. T. Coy, traffic manager, Eli Lilly & Co., Indianapolis, 
Ind.; less carload, W. H. Etzel, traffic manager, Louisville Tin & Stove 
Co., Louisville, Ky. 


Business forecasts and estimates of car requirements will 
be made by commodity committee chairmen. 

H. A. Hollopeter, transportation director of the Indiana 
State Chamber of Commerce, Indianapolis, will discuss the 
proposal of change in the by-laws. W. J. McGarry, manager 
of the Ore & Coal Exchange, Cleveland, O., will give a resume 
of the 1947 lake coal and ore program. W. E. Callahan, man- 
ager of the open car section, Association of American Rail- 
roads, Washington, D. C., will report on national transporta- 
tion conditions. An analysis of prospective carloadings for the 
first quarter of 1948 will be made by J. P. Dockter, of Cin- 
cinnati, district manager, car service division, A. A. R. 


TRANS-MISSOURI-KANSAS SHIPPERS’ BOARD 


The Trans-Missouri-Kansas Shippers’ Board will hold its 
twenty-sixth annual meeting December 10 in the Hotel 
Muehlebach, Kansas City, Mo. A luncheon, jointly sponsored 
by the Traffic Club of Kansas City, Chamber of Commerce of 
Kansas City and the board, will be addressed by I. B. Tigrett, 
president, Gulf, Mobile & Ohio Railroad, who will speak on 
“Peace Hath Her Victories—and Her Battles.” 

The meeting will be opened by general chairman J. W. 
Holloway, executive secretary, Kansas-Missouri River Mills, 
Kansas City, Mo. Carl Giessow, president, National Associa- 
tion of Shippers’ Advisory Boards, and traffic director of the 
St. Louis Chamber of Commerce, will give a report on the 
October annual meeting in St. Louis of the N. A. S. A. B. 
R. E. Clark, manager of the car service division, Association 
of American Railroads, Washington, D. C., will report on na- 
tional transportation conditions. The district manager’s report 
bier ig * given by H. H. Albers, of St. Louis, car service division, 


First quarter of 1948 carloading forecasts and reports will 
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be given by chairmen of the commodity committees. 
committee chairmen to report are the following: 


Executive and planning, G. W. Thompson, general secretary and 
traffic manager, Missouri Portland Cement Co., St. Louis; railroad 
contact, C. W. Pace, general superintendent transportation, Missouri 
Pacific Railroad, St. Louis; car efficiency, C. F.-Real, traffic chairman, 
Chamber of Commerce, Topeka, Kan.; legislative, L. F. Orr, general 
traffic manager, Pet Milk Co., St. Louis. 


Other 



































L. A. TRAFFIC MANAGERS’ CONFERENCE 


The annual meeting of the Los Angeles Traffic Managers’ 
Conference was held December 4 at the Chamber of Commerce. 
Joseph G. Hunter, Southern California director of the Public 
Utilities Conference Commission of California, was the guest 
speaker. A roundtable discussion of the handling of claims was 
led by Frank H. Powers, traffic manager, Sears, Roebuck & 
Co. C. F. Nielsen, Lockheed Aircraft Corporation, led a dis- 
cussion on inter-departmental relationships. Another on intra- 
plant handling of commodities was led by Ted W. Brandes, 
traffic manager, United-Rexall Drug Co. The following officers 
were elected: 


President, J. F. Kirkman, Coca Cola Co.; vice-president, W. E. 
Maley, Pacific Coast Borax Co.; secretary-treasurer, T. W. Brandes, 
United-Rexall Drug Co. New directors include: B. F. Bolling, Pioneer- 
Flintkote Co.; C. S. Baxter, Lockheed Aircraft Corporation; Walter A. 
Wise, U. S. Gypsum Co.; H. F. Gulde, Firestone Tire & Rubber Co.; 
J. D. Rearden, Union Oil Co.; E. H, Huff, Zellerbach Paper Co. and 
H. L. Stevens, General Motors Corporation. 





































































































TIMKEN ROCK BIT PLANT IN COLORADO 


The Timken Roller Bearing Co. has purchased an eight- 
acre site and taken over all construction on a new $150,000 rock 
bit plant at Colorado Springs, Colo., A. L. Bergstrom, vice- 
president in charge of engineering, has announced. A daily 
output of some 10,000 rock bits has been scheduled, company 
officials said. 






































SHARP CURVE ELIMINATED ON N. Y. C. 

A $2,500,000 construction project which changed the course 
of the Mohawk River and eliminated a sharp curve on the New 
York Central System’s four-track main line at Little Falls, 
N. Y., has been announced by Central officials. The project 
was at a relatively narrow, 500-yard cleft in the Appalachians 
squeezing through which are the Central’s main tracks, the 
separate tracks of the Central’s West Shore Railroad, the Mo- 
hawk River, the New York State Barge Canal, and a state high- 
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way which also will be straightened when the old railroad tracks 
are removed, said the Central officials. The new tracks will 
permit operation at regular speed, whereas the old curve had 
necessitated a “slow order” of 45 miles an hour, they said. 


T. & P. NEWS LETTER 


The Texas & Pacific Railway has announced the publication 
of the first issue of Railnews, an interdepartmental news letter 
designed to present “a digest of informative facts and figures 
pertaining to the operations and activities of the several depart- 
ments of the Texas & Pacific Railway in particular and railroad 
industry in general.” 


NEW CUTOFF ON NORTHERN PACIFIC 


Services over the Northern Pacific Railway’s New Salem 
cutoff in western North Dakota, the company’s most extensive 
line relocation in three decades, were inaugurated December 3, 
W. W. Judson, N. P.’s vice-president—operating, has announced. 
The new line, which starts at New Salem, 28 miles west of 
Mandan, runs straight west, reducing the mileage 9.3 miles and 
the grade from 1 per cent to 0.45 per cent. This changeover, 
completed at a cost of $2,750,000, will greatly facilitate han- 
dling of transcontinental traffic, Mr. Judson said. 


CHANGES IN DOCKET 


Hearing in MC 1002, Sub. 5, assigned for December 3, at Newark, 
N. J., was postponed to a date to be fixed. 

Hearing in 29825, assigned for December 5, at New York, N. Y., 
was postponed to a date to be fixed. 

Hearing in MC 109138, assigned for November 28, at Washington, 
D. C., was postponed to December 17, at Washington, D. C., before 
Examiner Harrison. 

Hearing in |. & S. 5522, assigned for December 1, at New York, 
N. Y., was cancelled and reassigned for December 11, at 641 Washington 
St., New York, N. Y., before Examiner Hanson. 

Hearing in 29752, assigned for December 2, at New York, N. Y., 
was postponed to a date to be fixed. 

Hearing in MC 105626, Sub. 1, assigned for December 3, at Newark, 
N. J., was postponed to a date to be fixed. 

Hearing in |. & S. 5535, assigned for December 4, at Washington, 
D. C., was cancelled and reassigned for January 8, at Washington, 
D. C., before Examiner Boisseree. 

Hearing in MC 46599, Sub. 20, assigned for December i, at Topeka, 
Kan., was postponed to a date to be fixed. 

Hearing in MC 46599, Sub. 21, assigned for December 5, at Kansas 
City, Mo., was postponed to a date to be fixed. 

Hearing in 29730, assigned for December 4, at New York, N. Y., 
was cancelled and reassigned for December 15, at 641 Washington St., 
New York, N. Y., before Examiner Hanson. 













News of 
TRAFFIC CLUBS 
































The Mobile Traffic & Transportation 
Club, at its annual dinner November 13 
in the Hotel Admiral Semmes, elected 
as its new president Norman B. Nelson, 
district traffic manager, Aluminum Ore 
Co. Other officers elected are: Vice- 
president, George T. Leslie, Jr., traffic 
manager, Mobile Chamber of Commerce; 
secretary-treasurer, S. Marvin Graham, 
commercial agent, Burlington Lines. 
Members of the board of governors 
are: Ernest C. Ash, traffic manager, Mo- 
bile Chamber of Commerce; Walter N. 
Green, sales manager, Coastal Petroleum 
Corporation; John J. Medicus, superin- 
tendent+sales orders, National Gypsum 
Co.; Ernest M. Hunt, city freight agent, 
Louisville & Nashville Railroad; Sidney 
L. Scott, commercial agent, Frisco Lines, 
retiring president. Installation of the 
new officers will be held January 13. 
































































































































The Traffic Club of Jersey City, at a 
testimonial dinner November 18 in the 
Hotel Plaza in honor of retiring presi- 
dent Edwin A. Meyer, eastern traffic 
manager, Boyle-Midway Co., elected as 
its new president R. A. Gratale, secre- 
tary-treasurer, Gratale Brothers Truck- 
ing Co., Hoboken, N. J. Other officers 






































elected are: First vice-president, Charles 
F. Lovely, agent, Central Railroad of 
New Jersey; second vice-president, 
Harry Nelson, manager, Universal Car- 
loading Co., Newark; treasurer, Frank 
J. Jones, traffic manager, Joseph Dixon 
Crucible Co. Members of the board 
elected are: Jack Pearson, traffic man- 
ager, Alco-Gravure, Hoboken; William 
J. Burns, president, Nasta Trucking Co., 
Newark; George Katz, traveling freight 
agent, Canadian Pacific Railway,’ New 
York City. 





The Chicago Transportation Club held 
a Traffic Topics night meeting Decem- 
ber 4 in the Morrison Hotel. E. L. 
Henken, general agent, at Cincinnati, 
for the Missouri-Kansas-Texas Lines, 
was the guest speaker. An industrial 
night meeting will be held at the Mor- 
rison January 6. Herschel A. Hollopeter, 
president of the American Society of 
Traffic & Transportation and traffic di- 
rector of the Indiana State Chamber of 
Commerce, will be the guest speaker. 





The Transportation Club of Seattle 
held a meeting December 1. Worth 
Fowler, assistant general traffic man- 
ager, American Mail Line, spoke on 
“Selling the Northwest Gateway.” The 
election day meeting will be held De- 
cember 8. 





The Cincinnati Traffic Club and Cin- 
nati Chamber of Commerce Forum will 
hold a joint luncheon in connection with 
the annual meeting of the Ohio Valley 
Transportation Advisory Board Decem- 








ber 9 in the Netherland Plaza Hotel. 
Ernest E. Norris, president, Southern 
Railway System, will speak. 


Col. J. Monroe Johnson, director of 
the Office of Defense Transportation, 
was the guest speaker at the annual 
dinner of the Traffic Club of Minneapolis 
in the Hotel Nicollet December 4. 








The Buffalo Traffic Club held its an- 
nual railroad night meeting November 
18 at the Buffalo Elks’ Club. R. A. 
Erickson, director of public relations, 
Lehigh Valley Railroad, was the guest 
speaker. The annual dinner dance was 
held December 6. 





The Traffic Study Club of Akron held 
a meeting December 3 in Semler’s Hotel. 
William R. Hubbard, district supervisor, 
Bureau of Motor Carriers, gave a re- 
port on the nationalization of transport 
in England. An army film on the build- 
ing of the Burma Road was shown. 





The Indianapolis Traffic Club will hold 
a luncheon meeting December 9 in the 
Lincoln Hotel. Willis B. Conner, Jr., 
assistant vice-president, Merchants Na- 
tional Bank-Indiana Trust Co., spoke 
on “The Field of Public Relations.” 





The Eastern Indiana Transportation 
Club will hold its annual dinner in 
Muncie January 15. 





The Pacific Traffic Association will 
hold a meeting December 9 in the Belle- 
vue Hotel, San Francisco. The Christ- 
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consult ROCK ISLAND’S 





— Industrial Department 


Hundreds of industries have found better 
homes along the 8,000-mile right-of-way of 
the Rock Island Lines in recent years. If you 
are contemplating this, Rock Island will make 
a survey of all conditions important to your 


business in any specific territory— without 
charge. Write to W. E. Bolton, Industrial 
Commissioner, Rock Island Lines, La Salle 
Street Station, Chicago, Illinois. Your inquiry 
will receive prompt and careful attention. 
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mas party will be held December 19 in 
the Palace Hotel. 




















The Transportation Club of the 
Rochester (N. Y.) Chamber of Com- 
merce held a testimonial dinner Decem- 
ber 1 at Lorenzo’s Restaurant in honor 
of Everett D. Davis, past president of 
the club, who has been promoted to 
freight traffic manager, at New York 
City, for the Baltimore & Ohio Railroad. 
The annual dinner on February 5 will 
be addressed by John S. Burchmore, 
counsel for the National Industrial Traf- 
fic League. 




























































































The Bronx Traffic Club held a testi- 
monial dinner November 21 in the Con- 
course Plaza Hotel in honor of Peter 
R. Turnbull, general traffic manager, 
R. Hoe & Company, Inc. Joseph Bren- 
nan, sheriff of Queens County and Judge 
Christopher C. McGrath were speakers. 






























































The Traffic Club of St. Louis held a 
meeting November 24 in the Hotel Jef- 
ferson. Rev. Ed. A. Conway, social 
action department, National Catholic 
Welfare Conference, spoke on “What Is 
Russia Up To?” Ralph W. Yoder, of 
John R. Kauffmann & Co., described the 
Bataan death march at the December 1 
luncheon in the Hotel DeSoto. 




































































The Triple Cities Traffic Club will hold 
a meeting December 9 in the Hotel 
Arlington, Binghamton, N. Y. Judge 
Frank H. Thomas will speak on “The 
Community’s Responsibility toward 
Juvenile Delinquency.” 












































The Traffic Club of Fort Worth held 
a quartermaster depot day meeting De- 
cember 1 in the Blackstone Hotel. Lt. 
Col. C. D. Castille spoke on “Functions of 
the American Graves Division.” 












































The Transportation Club of Saint Paul 
held a meeting December 2 in the Hotel 
Lowry. M. B. Rhodes, special agent, 
Federal Bureau of Investigation, dis- 
cussed F. B. I. activities. ’ 















































Mrs. Evelyn L. McMeken, the newly- 
elected president of the New Haven 
Women’s Traffic 

























































maining there un- 
til she married 
and moved to 
New Haven. She 
was connected 
with the Balti- 

Mrs. Evelyn L. McMeken more & Ohio Rail- 
road passenger department in New 
Haven for three years. Mrs. McMeken 
is now associated with the Smedley Co., 
general transfer agents and forwarders, 
in the merchandise warehouse division. 



















































































The Corpus Christi Traffic Association 
will hold a Christmas dinner December 
9 in the Nueces Hotel. W. G. Bridge- 
water, Southern Alkali Corporation, will 
be installed as the new president. Other 
officers elected November 11 are: Vice- 
president, C. A. Counts, San Antonio 
Machine & Supply Co.; secretary, J. 
Harvey Johnson, Alamo Iron Works; 


















































treasurer, Margaret Hawkins, Eastern 
Seed Co.; program chairman, James 
Matthews, Red Arrow Freight Lines; 
publicity chairman, C. W. Vetters, Re- 
public Carloading Corporation. Directors 
include: B. L. Hicks, Southern Pacific 
Lines and Chilton Hobbs, Brown Ex- 
press. 





The Traffic Club of New York at its 
recent annual meeting elected as its new 
president H. W. 
MacArthur, gen- 
eral traffic man- 
ager, Air Re- 
duction Co. Mr. 
MacArthur re- 
ceived his early 
transportation 
training with the 
Erie and Indiana 
Harbor Belt rail- 
roads in Chicago. 
He entered the 
commercial field 
as assistant traf- 
fic manager of 
the L. Wolff Man- 
ufacturing Co. in 
Chicago. He went 
to New York in 1918 as assistant traffic 
manager for U. S. Industrial Alcohol Co. 
(now U. S. Industrial Chemicals, Inc.), 
being appointed traffic manager in 
March, 1922. On March 1, 1939, the 
traffic departments of the above com- 
pany and the Air Reduction Co. were 
consolidated and he was appointed gen- 
eral traffic manager of the consolidated 
departments. Mr. MacArthur was ad- 
mitted to practice before the Commission 
in 1929. During the recent war he served 
as a member of the traffic advisory com- 
mittee of the Office of Defense Transpor- 
tation and the War Production Board. 
Other officers elected are: First vice- 
president, R. W. Nelson, eastern traffic 
manager, Minneapolis & St. Louis Rail- 
road; second vice-president, J. W. Har- 
ley, director of transportation, U. S. 
Rubber Co.; secretary, G. H. Burtis; 
treasurer, H. H. Huston. Three new di- 
rectors were elected, J. F. Turf, traffic 
manager, Diamond Match Co.; Ralph R. 
Seberry, general traffic manager, Corn 
Products Refining Co.; and Robert S. 
Hirsch, eastern freight traffic manager, 
Santa Fe Railway. The retiring presi- 
dent, H. L. Lauby, eastern traffic man- 
ager, Union Pacific Railroad, was pre- 
sented with a watch. 


H. W. MacArthur 


The Transportation Club of Santa 
Clara County will hold its “Annual 
Christmas Dinner and Jinks’? December 
= bn the Sainte Claire Hotel, San Jose, 

alif. 





The Nashville Traffic & Transporta- 
tion Club held a dinner meeting Novem- 
ber 19 in the Noel Hotel. Vanderbilt 
University football films were shown. A 
Christmas party will be held at the Noel 
December 16. 





The Traffic Club of Norristown, Pa., 
held a meeting November 25 in the 
Valley Forge Hotel. A special tour for 
club members to the La Guardia Airport, 
New York City, was arranged by Robert 
H. Wolfinger of American Air Lines on 
November 22. 





The Metropolitan Traffic Association 
of New York will hold its annual Christ- 
mas luncheon December 18 in the Hotel 
Pennsylvania. 





The Traffic Club of New Orleans will 
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hold its twenty-second anniversary din- 
ner January 15 in the Roosevelt Hotel. 





The Transportation Club of Buffalo is 
now making its headquarters in the 
Buffalo Elks Club. 





The Women’s Traffic Club Of LOs An. 
geles held a freight forwarder girls’ 
meeting December 3 in the Biltmore 
Hotel. Miss Jane Grant, of Max Factor 
& Co., was the speaker of the evening. 





The Elmira Area Traffic Club will hold 
a meeting December 11 in the Langwell 
Hotel. John L. Eyre, commerce promo- 
tion agent, Port of New York Authority, 
will speak on “The Port Authority’s In- 
terest in Shippers’ Problems.” A trans- 
portation forum will precede the meet- 
ing. 





The Berkshire County Traffic Associa- 
tion will hold its annual ladies’ night and 
Christmas party December 10 at the Ma- 
sonic Temple, Pittsfield, Mass. 





The New Haven Traffic Club will hold 
a railroad night meeting December 8 in 
the Hotel Garde. E. V. Murphy, general 
freight sales manager of the New Haven 
Road, will speak on “The Reorganized 
New Haven Railroad.” New Haven and 
Pennsylvania Railroad films will be 
shown. 





The Birmingham Traffic & Transpor- 
tation Club will hold a Christmas party 
December 18 in the Thomas Jefferson 
Hotel. 





The Traffic Club of Memphis will hold 
an evening meeting December 8. The 
Christmas party will be held December 
15 in the Hotel Gayoso. 





The Chattanooga Traffic & Transpor- 
tation Club will hold its annual Christ- 
mas party and dinner dance December 
= at the Chattanooga Golf & Country 
Club. 





The Oklahoma City Transportation 
Club will hold its annual dinner dance 
and installation of new officers Decem- 
ber 11 in the Skirvin Hotel. 





The Transportation Club Of Spring- 
field, I11., will hold its annual election 
meeting December 10 in the St. Nicholas 
Hotel. 


The Youngstown, O., Traffic Forum 
will hold its annual Christmas party for 
the benefit of underprivileged children 
at ee Christ Mission Settlement Decem- 
ber 15. 





The Tri-State Traffic Club will hold 
its annual Christmas party December 10 
at the Ali Ghan Shrine Country Club, 
Cumberland, Md. 


The Green Bay (Wis.) Traffic Club 
will hold its annual election meeting De- 
cember 11 at the Eagies’ Hall. 








The Wachusett Traffic Club held 4 
sports night meeting November 12 at the 
Fay Club, Fitchburg, Mass. 





The York Traffic Club will hold its 
annual oyster bake December 11 in the 
Manufacturers Association Building. 





The Traffic Club of Detroit will hold 
its annual dinner December 9 in the Ho- 
tel Statler. C. F. Kettering, formerly 
vice-president in charge of research for 
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Tue College of Advanced Traffic, 
founded in 1923, is one traffic school 
that is doing a good job today, both 
locally and nationally. 


The College now has three resident 
schools, fifteen organized study groups, 


_and hundreds of students enrolled in 


extension courses. 


For you, for your employees or asso- 


~ ciates, or for your friends, the College 
: offers the best in traffic education. Its 


courses are geared to all levels: for 
beginners, for those now in traffic work 
wanting to advance, for those experi- 


enced in traffic who want a refresher 
course and advanced traffic manage- 
ment, and even for those desiring to 
practice before the Interstate Commerce 
Commission. 

Actually, the name College of Ad- 
vanced Traffic stems from the fact that 
the College is advanced in the field of 
traffic education in such things as: 
course content, facilities, teaching meth- 
ods, teaching experience, personnel, 
national scope, advantages offered stu- 
dents, activity of alumni, success of 
gtaduates, and maintaining highest 
standards. 


COLLEGE. OF ADVANCED TRAFFIC 


14 East Jackson Bivd., Chicago 4, Ill. 
Phone: Harrison 8649 


Minneopolis, Minn., Branch 


1200 Metropolitan Life Bidg. 
Phone: Lincoln 4252 os 


Detroit, Mich., Branch 
Ford Bidg., 615 Griswold St. 
Phone: Cherry 4383 
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the General Motors Corporation, will be 
the speaker of the evening. 





The Women’s Traffic Club of Louisville 
will hold its annual Christmas party De- 
cember 11 in the Seelbach Hotel. Mrs. 
> L. Powell will tell the Christmas 
story. 





The Miami Valley Traffic Club will 
hold its annual stag party December 11 
_ in the Miami Hotel, Dayton, Ohio. 


The Stockton (Calif.) Traffic Club will 
hold its annual “Christmas Jinx” Decem- 
ber 15 at Matteoni’s. 








The Washington Traffic Club will hold 
its annual ladies’ night dinner dance De- 
cember 10 in the Mayflower Hotel. 





The Will County Transportation Club, 
which was recently organized at Joliet, 
Til., will have its first dinner meeting 
December 9 in the Woodruff Hotel, 
Joliet. A. L. Christianson, superintend- 
ent of transportation, Elgin, Joliet & 
Eastern Railroad, and E. F. Stock, gen- 
eral traffic manager, Peoria & Pekin 
Union Railway, will talk on transporta- 
tion matters. 





The Junior Traffic Club of Metropoli- 
tan St. Louis held a steamship & barge 





line night meeting December 3 in the 
DeSoto Hotel. Bert Fenega was the 
guest speaker. The meeting was pre- 
ceded by a traffic forum. Norman 
Raithel, of Alcoa-Delta, spoke on “Ex- 
port Packing.” 





The Traffic Club of Denver will have 
its annual Christmas party December 13 
in the Shirley-Savoy Hotel. 





The Norfolk-Portsmouth Traffic Club 
will hold its annual party January 31 
= the Hotel Chamberlain, Old Point, 

a. 





The Calumet Transportation Associa- 
tion will hold its annual Christmas party 
December 17 at Vogel’s Restaurant, 
Roby, Ind. 





The Women’s Traffic Club of Milwau- 
kee will hold its annual Christmas party 
December 8 in the Schroeder Hotel. The 
club has arranged a joint meeting with 
the Milwaukee Traffic Club and the 
Transportation Club of Milwaukee De- 
cember 12 at the Electric Co. Audito- 
rium. The meeting will be devoted to 
a discussion of the Associated Traffic 
Clubs of America, The Associated Traf- 
fic Clubs Foundation and the American 
Society of Traffic & Transportation. 





PERSONAL NEWS 





Irwin W. Preetorius, who has been 
associated with the General Box Co., 
Chicago, since its organization, will re- 
tire as vice-president and general traffic 
manager December 31 to open his own 
office as Freight Traffic Counsel in the 
Civic Opera Building. Nels E. Wikstrom 
will succeed Mr. Preetorius. 


R. F. Holtz has been appointed assist- 
ant to J. W. Hoover, general traffic man- 
ager, at Pittsburgh, for U. S. Steel’s 
American Bridge Co., Carnegie-Illinois 
Steel Corporation, H. C. Frick Coke Co., 
National Tube Co. and United States 
Coal & Coke Co. rs 


Willis M. Timmons has been appointed 
branch traffic manager, at Chicago, for 
the Coca Cola Co., succeeding Charles D. 
Wilson, promoted. James E. Bilbo has 
been appointed branch traffic manager 
at Baltimore. George J. Brennan suc- 
ceeds Mr. Timmons as branch traffic 
manager at St. Louis. Miss Marietta F. 


Meunier succeeds Mr. Bilbo as branch 


traffic manager at New. Orleans. 


Stuart E. King has been appointed 
traffic manager, at New York City, for 
the Singer Manufacturing Co., succeed- 
ing G. I. Hughes who retired recently. 
Lee Ineson will be Mr. King’s assistant 
in charge of export traffic and George 
Fordi will be assistant to Mr. King in 
charge of domestic traffic. 


Louis Weiler, general traffic manager, 
at St. Louis, for American Refrigerator 
Transit Co., has retired after 57 years of 
continuous service. J. F, Egan has suc- 
ceeded Mr. Weiler. . pais 


Charles W. Brown, chairman of the 
board and president of the Western 


Maryland Railway, Baltimore, Md., is 
retiring December 31 after nearly a half 
century of railroad service, including 17 
years with Western Maryland. Mr. 
Brown will ‘be succeeded as president 
and chairman of the board by Eugene 
S. Williams, vice-president and general 
counsel. 
s s . 

E. T. Moore has been elected presi- 
dent of the Central Railroad Company 
of Pennsylvania, New York City, suc- 
ceeding William Wyer, who has resigned 
in order to give full time to the business 
of William Wyer & Co., of which he is 
senior partner. A. C. Tosh has been 
elected vice-president and general man- 
ager in charge of operations and main- 
tenance. 

* * * 

F. N. Hicks, passenger traffic manager, 
at Chicago, for the Chicago, Milwaukee, 
St. Paul & Pacific Railroad, will retire 
December 31 after more than 47 years of 
railroad service. Joseph Bodenberger, 
general road foreman of engines, at Mil- 
waukee, has retired after 50 years of 
service. Mr. Bodenberger has been suc- 
ceeded. by Theodore Mishefske, who has 
been diesel-electric locomotive instructor 
at Milwaukee. A. M. Martinson, division 
master mechanic of the Milwaukee, Su- 
perior and Madison divisions, at Mil- 
waukee, has retired after 50 years of 
service. F. O. Fernstrom has succeeded 
Mr. Martinson. F. W. Bunce has been 
appointed shop superintendent at Mil- 
waukee. Barry Glen succeeds Mr. Bunce 
as division master mechanic at Chicago. 
E. L. Grote has been appointed acting 
division master mechanic, at Mason City, 
Iowa, for the Iowa & Dakota and Iowa 
& Southern ‘Minnesota. divisions. <M 


Henry D. Walker has_ been. appointed 





TRAFFIC WORLD 








principal assistant engineer, at Chicago, 
for the Illinois Central Railroad. Mr. 
Walker succeeds Maro Johnson, who has 
retired after 49 years of service. E. R, 
Word has been appointed assistant en- 
gineer at Chicago. Other appointments 
in the engineering office at Chicago are: 
E. R. Word to assistant engineer; C. J, 
Wallace to engineer of design; N. W. 
Kopp will continue as assistant engineer, 
specializing in the recruitment of new 
engineering talent. C. D. Turley, engi- 
neer of ties and treatment, will assist 
in the coordination of tests and research 
between the engineering department and 
all other departments of the railroad. 


A. H. Mayo has been appointed as- 
sistant general freight agent, at Rich- 
mond, Va., for the Chesapeake & Ohio 
Railway, succeeding W. K. Weisiger, 
who is retiring after 35 years of service. 
R. P. Van Voorst has been appointed 
district passenger agent, at Cleveland, 
succeeding the late John J. Mulrooney, 
S. R. Secor has been appointed assistant 
general purchasing agent at Cleveland. 
H. W. Brewer has been appointed pur- 
chasing agent, at Cleveland, succeeding 
R. L. Tindal, who has been named staff 
assistant assigned to special duties. D. S. 
Wooldridge, secretary of the office equip- 
ment committee, at Cleveland, has been 
given the additional duties of stationer 
in the purchasing department. J. R. 
Mansfield has been appointed general 
agent at San Francisco, succeeding C. L. 
Brown, retired. 

* * * 

Fred A. Dawson has been appointed 
vice-president, line east, at New York 
City, for the New York Central System. 
Mr. Dawson succeeds A. H. Wright, who 
is retiring after 47 years of service. 
James J. Frawley succeeds Mr. Dawson 
as general manager at New York City. 
J. W. Switzer has been appointed as- 
sistant to general traffic manager, Chi- 
cago; S. W. Bone has been appointed 
passenger traffic manager, Chicago; 
T. E. Nerland haos been appointed gen- 
eral passenger agent, Chicago. 





J. W. Keller has been promoted to as- 
sistant to vice-president—traffic, at Min- 
neapolis, for the Minneapolis & St. Louis 
Railway. R. E. Mooney has been pro- 
moted to chief of tariff bureau, Minne- 
apolis. J. A. Connelly has been promoted 
to assistant general freight agent, Chi- 
cago. The positions of assistant chief of 
tariff bureau and traveling rate repre 
sentative have been. abolished. 


J. G. Morrison has been appointed as- 
sistant vice-president —traffic, at St 
Paul, for the Northern Pacific Railway 
after a leave of absence since July 1. 


Edwin H. Moot, general passenger 
agent, at Chicago, for the Great North- 
ern Railway, was honored with a testi- 
monial dinner’ December 1 at Eitel's 
Yankee Grill on the occasion of his fif- 
tieth anniversary with the Great North- 
— * * * 

William A. Springall has been ap- 
pointed assistant general freight & pas 
senger agent, at Oklahoma City, for the 
Missouri-Kansas-Texas Railroad. The po 
sition of division freight & passenge! 
agent has been abolished. 


The general traffic department of the 
Wheeling & Lake Erie and Lorain & 
West Virginia railways has announced 
the following appointments: Harry 4. 
Quinn to traffic representative, at Whee!- 
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ing, W. Va.; Edward P. Brewer to traffic 
representative at Cleveland, O.; Ashley 
C. Brooks to traffic representative at 
Canton, O. ata 


H. J. Polack, assistant fuel traffic man- 
ager, at Chicago, for the Chicago, Bur- 
lington & Quincy Railroad, has retired 
after 56 years of service. 


F. S. Hales has been appointed vice- 
president—operations, at Cleveland, for 
the Nickel P. ate Road. | 


C. William Stroh has been appointed 
commercial agent, at Boston, for the 
Erie Railroad. - 

W. R. Tice has been appointed general 
freight agent, at St. Louis, for the Mis- 
souri-Ilinois Railroad. ‘i 


S. O. Rentschler has been elected vice- 
president of the Elgin, Joliet & Eastern 
Railway, Chicago, Ill. 

* * * ee 
J. L. Roach, superintendent motive | 
power, at Fort Worth, for the Fort’? 
Worth & Denver City and Wichita Vak © 
ley railways, is retiring.. G. S. Robertson, 
who is succeeding Mr. Roach, will have 
headquarters at Childress, Tex. 


Leonard E. Burdick has been appointed 
general agent, at Detroit, for the Toledo, 
Peoria & Western Railroad. 


Charles C. Robinson has- been ap- 
pointed superintendent of car service, at 
Lafayette, Ind., for the Chicago, Indian- 
apolis & Louisville Railway. 


H. F. McReynolds, traveling freight 
agent, at Philadelphia, for the Delaware 


& Hudson Railroad, died November 29. 
Mr. McReynolds had held the position of 
traveling freight agent for the past 25 
years. 
* tk * 

P. C. Alford has been appointed assis- 
tant general freight agent, at Erwin, 
Tenn., for the Clinchfield Railroad. 


Charles D. Palmer, Jr., has been ap- 
pointed assistant advertising manager, at 
Roanoke, Va., for the Norfolk & West- 
ern Railway. rey 

Herbert P. Wynn has been appointed 
passenger traffic manager, at San Fran- 
cisco, for General Steamship Corpora- 
tion, Ltd. Mr. Wynn succeeds R. W. 
King, who has resigned to become affili- 
ated with Air France. ‘ 


Lewis J. Moorman, Jr., has been ap- 
pointed executive vice-president of Slick 
Airways, Inc., San Antonio, Tex. 


@r J. Koot, general traffic manager, West 


“Indies division, K.L.M. Royal Dutch Air- 


~Jines, has been appointed regional repre- 

egentative for K.L.M. in Central America 
and the northwestern countries of South 
America. New appointments in the West 
Indies division include: Ludo de Jongh 
to director of traffic and sales, and J. W. 
L. Garschagen to general traffic man- 
ager. 

+ co * 

Harry R. Brinkman has been appointed 
operations manager, at Elizabeth, N. J., 
for the Bayway Terminal Corporation. 
The position of assistant plant manager 
has been abolished. | 


A. Ernest Larsen, formerly of the Fed- 
eral Bureau of Investigation, has been 
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appointed assistant manager, at New 
York City, for the prevention & security 
department of Railway Express Agency, 


The Atlanta chapter of Delta Nu Alpha, 
at a meeting November 24, elected J. R. 
Frost, of the U. S. Rubber Co., as its new 
president. Other officers elected are: 
Vice-president, L. W. Fincher, Seaboard 
Air Line Railway; secretary-treasurer, 
F. B. Bond, Baltimore & Ohio Railroad. 
Directors include: W. V. Saggus, Norfolk 
Southern Railroad; E. J. Stegner, Nash- 
ville, Chattanooga & St. Louis Railway; 
J. M. Hambrick, Armour & Co.; J. P. 
Drew, Erie Railroad; Sam Flint, Georgia 
Public Service Commission. 


The Wilmington, Del., chapter of Delta 
Nu Alpha held its annual dinner and 
meeting December 3 in the DiSabatino 
Building Coffee Shop. Dr. G. Lloyd Wil- 
son, of the University of Pennsylvania, 
spoke on “Professionalization of Traffic 
and Traffic Management.” 


The New York chapter of Delta Nu 
Alpha held a meeting December 3 in the 
Hotel Governor Clinton. R. C. Randall, 
general manager, Erie Railroad, spoke 
on “Problems of Railroad Operation.” 


W. W. Rouse has established a freight 
traffic consulting service in connection 
with the Elgin (Ill.) Chamber of Com- 
merce. He will act as traffic commis- 
sioner for the association, and in addition 
will serve other interests in the Fox 
River Valley in general traffic service, 
rate adjustments, and Commission prac- 
tice under his new firm, Shippers Service 
of Northern Illinois. | . 


Anthony T. Thomas has taken over the 








SHIPPERS! 
[Check Portland 





Pa RAIL portland is served by five major railroad 
systems, assuring you adequate and competitive rail rates 
and rail transportation to and from the East, Middle West, 
South and Pacific Coast points. 


pa TRUCK One hundred motor freight lines have 


terminal facilities here. More than one-third of the carriers 
provide service to all U. S. points directly or through 
inter-connecting lines. 


x 


L] AIR An important center of flight transporta- 
tion, Portland is served by two major transcontinental 
airlines, operating Northeast and South. 


 ] WATER Portland now has regular, fast, steam- 


ship service to California, the Gulf ports and East Coast 
as well as to the Orient, and Philippine Islands. Service is 
also maintained with the Netherlands East Indies, Hawaiian 
Islands, United Kingdom, Europe, Mediterranean ports, 
South America, Australia and the four corners of the 
world. Cheap barge transportation is also available the 
year around into the rich, 250,000 square mile Columbia 
Basin hinterlands. 


e PORT this fresh water port of the Pacific has a 
harbor frontage of 29 miles, berthings for more than 60 
vessels while working cargo, and modern freight-handling 
equipment. Acres of waterfront space are still available. 





Portland is strategically located in the rich Columbia Basin country. 


For detailed, up-to-the-minute information on transportation, 
warehousing, distribution of freight and materials handling in 
Portland, cable “‘Docom” or write us today. 


THE 


COMMISSION OF PUBLIC DOCKS 


1884 N. W. Front Avenue 


PORTLAND 9,. OREGON 


Telephone ATwater 7344 
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Universal Traffic Service in Chicago. He 
will specialize in the handling of motor 
carrier problems exclusively. 


Henry Shearer, long active member of 
the Traffic Club of Detroit, died at his 
home in Fort Myers, Fla, November 23. 
Funeral services were held November 26 
in St. Agnes Church. Burial was in Mt. 
Olivet Cemetery, i 

The Oakland Foreign Trade & Har- 
por Club held a meeting December 4 in 
the Athens Athletic Club. Ralph V. 
Dewey, vice-president, Marsman Com- 
pany of California, spoke on “Current 
Report on Far Eastern. Conditions.” 


Francis H. Fenn, president and gen- 
eral manager of the American Bantoam 
Car Co., Butler, Pa., died November 29 
in Mercy Hospital, Pittsburgh. 








LOSS and DAMAGE 
DECISIONS 


Traffic Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
— Reporter System, published by West 
Publi 


shing Company, St. Paul, Minn. Copy- 


tight, 1947, by West Publishing Company. 








LOSS OF OR INJURY TO GOODS 


(Court of Appeal of Louisiana. Second 
Circuit.) Proof of good condition of 
produce when delivered to motor carrier 
for transportation and spoilage of a con- 
siderable portion in transit would pre- 
sumptively establish negligence of car- 
rier and consequent liability for loss in 
absence of proof that deterioration of 
produce was not due to carrier’s negli- 
gence but to some unforeseen event or 
circumstance beyond his control. 

In action against motor carrier for 
spoilage of produce in transit, shipper 
failed to sustain burden of proving by 
preponderance of the evidence the good 
condition of produce at time of shipment. 

Evidence failed to establish any negli- 
gence of motor carrier which would 
render him liable for spoilage of produce 
in transit. 

Motor carrier was not liable for any 
spoilage of produce in transit due to neg- 
ligence in loading, where truck was 
loaded by, and under the direction of, a 
crew employed by shipper’s agent and 
neither carrier nor any agent or em- 
ployee of carrier participated in loading 
operation. 

Only manifest error in trial court’s 
resolution of questions of fact will jus- 
tify reversal by appellate tribunal where 
only questions of fact are involved. 

Where truck was seized under writ 
of attachment in connection with suit 
against nonresident motor carrier to re- 
cover damages for spoilage of produce 
in transit and detained under attachment 
lor two days before being released on 
bond and plaintiff failed to establish 
liability of carrier, allowance of $150 
hamages for wrongful detention of truck 
as proper. (Denton vs. Ramsdell, 31 
So. Rep. 2d. 873). 

(Court of Appeal of Louisiana. First 
Circuit.) Consignee of neon sign, al- 
egedly damaged during interstate trans- 
bortation by Railway Express Agency, 
tould not recover from agency for the 
lamage without proof that the sign was 






















in good condition when received by the 
agency from the consignor, and where 
such proof was not submitted recovery 
could not be had. Interstate Commerce 
Act, Sec. 20(11), 49 U. S. C. A. Sec. 
20(11). 

Consignee of neon sign, allegedly dam- 
aged during interstate transportation by 
Railway Express Agency, could not re- 
cover from agency on ground that 
agency had collected an extra charge as 
insurance cost, where receipts intro- 
duced in evidence did not show any in- 
surance charge. (Colotra vs. Railway 
Express Agency, 32 So. Rep. 2d. 69.) 





(City Court of City of New York, Spe- 
cial Term, New York County.) An ar- 
rangement whereby from time a ship- 
ment left consignor’s place of business 
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in Puerto Rico until it arrived at con- 
signee’s place of business in New York 
it was within control of defendant oper- 
ating trucks in Puerto Rico and in New 
York except that defendant engaged 
ocean carrier and entrusted goods to it 
for purpose of carriage was a shipment 
in ‘interstate commerce” so that where 
defendant did not obtain an order of the 
Interstate Commerce Commission au- 
thorizing rates dependent upon value 
declared by shipper, defendant’s attempt 
to limit liability to $50 for loss of ship- 
ment was invalid. Interstate Commerce 
Act, Secs. 20(11), 201 et seq., 203, 219, 
49 U.S. C. A. Secs. 20(11), 301 et seq., 


303, 319. 

Fact that Puerto Rico is a territory 
and not a state does not prevent a ship- 
ment from Puerto Rico to New York 































A new plant or dis- 


tribution warehouse 

located on the P. & P. 

U. Ry. at Peoria, Illi- 

nois, offers you a num- 

ber one spot directly 
‘accessible to fifteen 

trunk line railroads 

serving the principal 

markets of the United States. 

Situated in the heart of indus- 

trial America’s vast transpor- 

tation network, the P. & P. U. 

Ry. is your “Gateway to a 

Nation.” 


In addition to a strategic loca- 
tion both for incoming mate- 
rials and supplies and outgo- 
ing finished products, you will 
enjoy a savings in transporta- 
tion costs since switching 
charges are absorbed by road 





GATEWAY 
TO A NATION 


PEORIA AND PEKIN UNION RAILWAY COMPANY 


Union Station—Room 36—Peoria 2, Illinois 





haul carriers . . . offering you 
comparable service to having 
your plant located on fifteen 
railroads. 


You will discover to your 
complete satisfaction the ad- 
vantage of a Peoria location 
. .. Why not investigate it now. 
Write, wire or call E. F. Stock, 
General Traffic Manager, to 
help you solve troublesome 
transportation and distribu- 
tion problems. 










It’s Your Move Now— 


We have Vs 
Prinvers 
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Incorporated Under the Illinois State Laws 


A Co-operative Organization Wishes to Announce 
Effective December 15, 1947, and Thereafter— 


Member Cars Containing General Merchandise Will Be Dis- 
patched Daily from Chicago to the Following Break Bulk Points: 
















New York City 
Baltimore 


Philadelphia : 
Washington 
Boston 


Participating Members Are Reducing Their Transportation Costs 
25% and Upwards. 


Membership Is Limited in This NATION WIDE Service and We 
Recommend Shippers and Receivers Mail Us Their Applications 
at Once. 


Forwarding of Member Cars from Chicago to West Coast Points 
Will Be Established Soon. 


















Shippers Consolivating Association 
GRAND CENTRAL STATION, CHICAGO 7, ILLINOIS 

Wabash .7815 and 7816 

Receiving Station B&O House No. 6—Franklin & Harrison Sts. 


Managing directors of the association are: 
HAROLD KUNZER * J. C. LEFFEL a H. V. KUNZER 
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from being one in interstate commerce, 
so as to preclude limitation of liability 
without permission from the Interstate 
Commerce Commission in view of the 
act making specific references to ship. 
ments between states and territories. In. 
terstate Commerce Act, Secs. 20(11), 
et 219, 49 U.S. C. A. Secs. 20(11), 303, 
1 


That a motor truck operator trans. 
porting a shipment from Puerto Rico to 
New York and retaining control of the 
ocean carriage was licensed as a freight 
forwarder under the Interstate Com. 
merce Act did not preclude defendant's 
attempt to limit its liability on an inter. 
state shipment from being ineffective for 
failure to obtain the permission of the 
Interstate Commerce Commission jp 
view that the act applies to freight for. 
warders with the same effect as it ap. 
plies to motor carriers. Interstate Com. 
merce Act, Sec. 401 et seq., 419, 49 U. §, 
C. A. Secs. 1001 et seq., 1013. 

In action by consignee against carrier 
to recover value of merchandise lost 
while in carriers possession, consignee 
must prove value of merchandise at an 
assessment, since defendant will not be 
presumed to have first hand knowledge 
of contents of shipment or its value. 

Rule of Civil Practice relating to sum- 
mary judgment cannot be invoked for 
conversion. Rules of Civil Practice, rule 
113. (Hudson Handkerchief Mfg. Corp. 
vs. Porto Rican Exp. Co., 73 N. Y. Supp. 
2d 600.) 

(Supreme Court of Oklahoma.) Com- 
mon Carrier by special contract in con- 
sideration of lower freight rate may 
legally limit its liability for damage or 
loss of property to a maximum valuation 
per 100 pounds, provided such contract 
is reasonable and just and was fairly en- 
tered into by shipper. 

Where shipper proved damage and 
loss of goods transported intrastate by 
common carrier and amount of such 
damage, carrier had the burden of prov- 
ing alleged contract between the parties 
limiting carrier’s liability. 

Common carrier’s liability for damage 
and loss of goods transported intrastate 
was not limited by provision in bill of 
lading limiting liability to stated maxi- 
mum valuation per 100 pounds in consid- 
eration of lower freight rate, where ship- 
per, having negotiated with another 
company for transportation of goods and 
being absent when they were picked up, 
had no understanding with carrier as to 
their transportation or the rate to be 
charged therefor and shipper’s name was 
stamped on bill of lading by another 
acting without authority from shipper. 

Where claim for damage and loss of 
goods transported intrastate by common 
carrier was prepared by carrier and not 
read by shipper before signing and 
clearly indicated shipper was claiming 
stated amount for loss of carton of 
goods, the contents and value of which 
she itemized, and stated amount for 
damage to other property, statement m 
claim that release valuation of go 
was not to exceed 10 cents per pound 
was ineffective to limit carrier’s liability. 

Acceptance and retention of check tet- 
dered by mail in payment of much 
larger claim against common carrier for 
damage and loss of goods transported 
did not constitute an accord and satis- 
faction, where check was_ retaine 
merely as evidence of carrier’s liability 
without indorsement or presentment for 
payment. oh 

A check until presented and paid 3s 
revocable by drawer, who has legal con: 
trol of money to his credit until a 
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acceptance or payment of chéck. (Sooner 
Se vs. Lester, 185 Pac. Rep. 
2d. ° 








SHIPPING 
DECISIONS 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


(Circuit Court of Appeals, Second Cir- 
cuit.) Where shippers’ claim was based 
on assumption that maritime contract on 
which freight money was paid had been 
rescinded and that defendant ought in 
equity and good conscience to return to 
shippers an equivalent amount with in- 
terest because defendant received freight 
money knowing that freight money was 
paid for a voyage which was abandoned 
by carrier with consent and assistance 
of defendant, claim was in common-law 
action of indebitatus assumpsit over 
which court of admiralty had no juris- 
diction. 

Where jurisdiction of federal District 
Court in common-law action of indeb- 
itatus assumpsit was based on diversity 
of citizenship, the action was governed 
by law of state of New York where ac- 
tion was brought rather than by rules 
of admiralty. 


Bill of lading provision that freight 
prepaid will not be returned, goods lost 
or not lost, did not preclude shipper from 
recovering prepaid freight, where frus- 
tration of voyage was due to inability of 
carrier to obtain sufficient cargo and 
freights to render voyage profitable and 
carrier and creditor financing voyage 
elected to send ship on a different voy- 
age. 

Where carrier’s creditor controlled 
sailings vessel and creditor received pre- 
paid freight money knowing that money 
was paid for a voyage which had been 
abandoned by carrier with consent and 
assistance of creditor, the creditor was 
liable to shipper for prepaid freight 
money, under New York Law. (Silva vs. 
Bankers Commercial Corporation, 163 
Fed. Rep. 2d 602). 


(Supreme Court, Special Term, New 
York County.) Evidence established that 
defendant banking corporation did not 
receive money paid by plaintiff to ship- 
ping company as premium for insurance 
on cargo to be carried by shipping com- 
pany to Africa, and that shipping com- 
pany did not receive the money as agent 
for banking corporation, so that banking 
corporation was not liable for return of 
the money on boat intending to carry the 
Shipment failing to make the voyage. 


In weighing credibility of a witness, 
trier of facts should consider possible 
motives which might prompt witness to 
testify upon trial of a cause, especially 
Where testimony affects issues, determi- 
nation of which may involve not only 
Property of the witness but his liberty 
and good name as well. 


Prepaid freight moneys are to be paid 
back to shipper by carrier in event that 
boat, which was intended to carry the 


ctual | Shipment, does not make the voyage. 








NOW AVAILABLE! 
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Industrial. Sites 
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YOU’RE IN 
GOOD COMPANY 
WHEN YOU PICK A 
PORT OF BOSTON IN- 
DUSTRIAL SITE! 
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If- you. require deep-water berths 
with direct shipside rail and truck facili- 
ties...if you would benefit by rapid 
handling of freight cars and frequent 
sailings to all World Ports, we suggest 
you investigate the many specific advan- 
tages offered by an industrial site at the 
uncongested Port of Boston, the Eastern 
Port nearest Europe and South America. 


Save time... money... and headaches! Write today 
to: Director, Port of Boston Authority, Boston. You 
will receive regular, up-to-date information on indus- 
trial sites, sailings and other news about the Port. 


os 





BOSTON 


PORT OF BOSTON 


COMMONWEALTH PIER NO. 5, BOSTON 10, MASS. 


Branch Offices: 7 Seuth Dearbern St., Chicage 3, Ill. Tel: ANDOVER 5536 
1129 Vermont Ave., N.W., Washington 5, D.C. Tel: REPUBLIC 5369 
17 Battery Place (Reom 2627) New York 4, N.Y. Tel: BOWLING GREEN 9-8362 
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Evidence established that defendant 
banking corporation, which pursuant to 
rights accorded it in loan contracts with 
shipping company had taken control of 
freight moneys which had been prepaid 
to shipping company on cargoes intended 
to be shipped to Africa, had thereafter 
released the freight moneys to shipping 
company, so that banking corporation 
could not be held liable to shipper for 


a return of the freight charges upon boat 
failing to make the voyage. 

In action in equity, upon granting mo- 
tion of defendant banking corporation 
for dismissal of cause of action as to it, 


. trial court in exercise of its discretion 


awarded costs to banking corporation. 
(Republic Chemical Corp. vs. Bankers 
Sat & I. S. S. Lines, 73 N. Y. S. 2d. 





QUESTIONS and ANSWERS 


In this column will be published answers to 
questions rela‘ to traffic, of general reader 


interest. A t in interstate transporta- 
tion, who is a member of our service 
department, will furnish references to regu- 


tions of application of tariff schedules and 
practical traffic problems. 
We do not desire to take the place of the 


traffic man, but to help him in his work, nor 
do we undertake to render legal opinions. 

The right is reserved to refuse to answer 
any question that does not seem to be of 
general interest or that may appear to us un- 
wise to answer or too complex for the kind 
of investigation herein contemplated. 

No attention will be paid to anonymous com- 
munications or questions from nonsubscribers. 


Address Questions and Answers Department, Traffic Service Corp.., 
Warner Building, Washington, D. C. 





Tariff Interpretation — Procurement of* 
Delivery Receipt—Motor Carrier 


Michigan. — Question: We call your 
attention to Central States Tariff No. 
220-A, MF-ICC 117, Supplement 64, 
Item 330-G. 

Under a subheading you will find 
“Procurement of Delivery Receipt” and 
we would appreciate your advice regard- 
ing paragraph (e), (f) and (g). 

In (f) it states that the carrier will 


retain possession of the property and de- ° 


livery is not deemed to have been ac- 
complished until receipt is obtained. Yet, 
in the next sentence, it. states that if 
any of the property was unloaded and 
subsequently loaded because of failure 
to obtain a delivery receipt as specified 
it is subject to additional charges. 

Please explain how it can still be in 
possession of the carrier or his agent 
when it is on the floor of the receiver 
of the goods. 

Answer: Item 300-G of Supplement 
No. 64 to Central States Motor Freight 
Bureau, Inc., Agent MF-I. C. C. No. 117, 
a No. 220-A, reads in part as fol- 
ows: 


Procurement of Delivery Receipt: (e) Ex- 
cept as otherwise provided in paragraph (h) 
below, on delivery of tender of delivery of 
property at destination consignee, or party 
authorized to receive it, shall issue to de- 
livering carrier or carrier’s agent a clear re- 
ceipt for the property delivered or tendered 
for delivery and except further, that a nota- 
tion may be inscribed upon such receipt 
setting forth in detail any overage or any 
apparent or discernible loss or damage to 
the property. 


(f) Until such receipt is obtained, carrier 
or carrier’s agent shall retain possession and 
custody of the property and delivery will not 
be deemed to have been accomplished. Should 
the property, or any portion thereof, be un- 
loaded and subsequently reloaded into or on 
the vehicle of carrier or carrier’s agent be- 
cause of failure to obtain delivery receipt 
of the kind and in the manner described 
above, a loading charge of three (3c) cents 
per 100 pounds, subject to a minimum charge 
of 100 cents, shall be assessed against the 
shipment, which charge shall be in addition 
to the transportation, storage, redelivery and 
other accrued lawful charges applicable to 
the shipment. 


(g) Nothing in this item shall be construed 
as abrogating or limiting the right of lawful 
recovery of monies due owners of property 
lost or damaged while in possession of car- 
rier or carrier’s agent, where such loss or 
damage is not apparent or discernible at 


time of delivery or at the time of issuance 
of a clear delivery receipt. 

Delivery to Construction Sites: (h) De- 
livery of a shipment to a construction site 
will be made when there is no representative 
of the consignee present to receipt for the 
shipment under the following conditions... 


In our opinion, the purpose of para- 
graph (f) is to permit the unloading of 
a shipment before the carrier’s agent ac- 
tually receives a delivery receipt, and 
in doing so retains legal possession of 
the property until a proper receipt is 
obtained. The item provides that even 
though the shipment may be unloaded or 
partially unloaded on the floor or un- 
loading platform of the consignee, de- 
livery will not be considered as having 
been accomplished until receipt of de- 
livery is obtained by the carrier’s agent. 

Even though physical possession of the 
shipment would be in the consignee, 
legal possession remains in the hands of 
the carrier’s agent until the carrier or its 
agent procures a delivery receipt. 


Perishable Goods — Liability of Carrier 
for Freezing 


Nebraska—Question: Numerous com- 
munications have been written and dis- 
cussions had on the question of carriers 
liability on claims filed for loss of cer- 
tain commodities by reason of “freezing” 
while in transit. Our observation seems 
to bear out the fact that most such 
claims are ordinarily settled by carriers 


‘ on a “policy adjustment” basis and not 


on a strict adherence to rules and regu- 
lations. 


It has often been contended that if the 
carrier does not offer regular protective 
service to the shipping public and does 
not advertise such fact in regular pub- 
lished tariffs that he would have no li- 
ability for claims filed on account of 
freezing damage, even though a nota- 
tion “Protect from freezing” or similar 
notation may appear on shipper’s bill of 
lading or similar labels be attached to 
the carton, box, or drum in which such 
commodity is shipped. 

We would appreciate your opinion on 
this matter, and, if possible, definite 
references to court decisions on this 
matter as they may specifically effect 
motor carriers. 


We would also appreciate an opinion 
as to whether or not there is a differ- 


' entiation as between truck load and less 
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truck load shipments in this regard. 
Answer: A carrier is not. an insurer 
of the arrival of perishable freight jp 
good condition, but is liable only for 
failure to use reasonable care, since 
such freight deteriorates from causes 
not within the carrier’s control. Penp, 
R. Co. vs. Walker, 128 Atl. 45; Fean 
vs. Alabama Great Southern Ry. Co, 
159 N. E. 487; Tri-State Fruit Growers’ 
Association vs. St. Louis-S. F. Ry. Co, 
264 S..W. 445. 
_ A shipper, suing for damages to per. 
ishable freight, has the burden of prov. 
ing the railroad’s negligence, but estab- 
lishes a prima facie case thereof by evi- 
dence tending to show delivery by the 
railroad to the consignee in bad condi- 
tion. A. Rouw & Co. vs. St. Louis-S. F. 
Ry. Co., 290 S. W. 939; American Rail- 
way Express Co. vs. A. Rouw & Co, 
294 S. W. 461; Fean vs. Alabama Great 
Southern Ry. Co., 159 N. E. 487. 
Ordinarily, when a shipper shows 
that goods were delivered in good con- 
dition, and when they arrived at desti- 
nation they were in a deteriorated or 
damaged condition, the burden is shifted 
to the carrier to explain or account for 
the damaged condition of the shipment 
or to respond in damages. Wentworth 
Fruit Growers’ Association vs. Amer- 
ican Railway Express’ Co., 1 S. W. 2d 
1028; C. & O. Ry. Co. vs. W. C. Cren- 
shaw & Co., Inc., 138 S. E. 467. 
However, the following cases hold 
that a railroad by its contract to carry 
safely does not insure perishable freight 
against the effect of temperature en- 
countered by it during the period ordi- 
narily required by it for transportation, 
under the circumstances under which 
the contract of carriage is made are 
such as to imply an undertaking to that 
effect on the part of the carrier or 
there are tariff provisions which spe- 
cifically authorize such a contract of 
carriage. W. H. Blodget Co. vs. New 
York C, R. Co., 159 N. E. 45; Jackson 
& Perkins vs. Mushroom Transportation 
Co., 41 Atl. 2d 635; Brennison vs. P. R. 
R. Co., 110 N. W. 362; Pacific Fruit & 
Produce Co. vs. Northern Pacific, 186 
Pac. 852. 
In the second case immediately cited 
above, the court said: 


Defendants operated no heated trucks and 
had no heated terminal stations; the freight 
tariffs provided for transportation in ur 
heated trucks and contained no provision that 
shipments at rest in their terminals would be 
protected by artificial heat. The consignor 
and the consignee were bound by the tariffs. 
‘ . Defendants omitted nothing, provided 
for by their tariffs, that would prevent sub- 
jecting the plants ‘‘to extreme heat or cold” 
while in transit or at rest... . 

The evidence supports the conclusion that 
the damage resulted from the shipment of 
property liable to freeze during the low tem- 
perature stated above, in unheated transpor- 
tation facilities and that defendants per- 
formed their contract of carriage without 
negligence. 


In Northern Wisconsin Produce Co. 
vs. Chicago & N. W. Ry..Co., 234 N. W. 
726, the court held that the carrier was 
not liable for the freezing of a less than 
carload shipment of eggs, accepted on 4 
bill of lading calling for “carriers pro- 
tective service,” where there was no 
tariff provision for such service. 


Tariff Interpretation—Application of 
Area Arbitraries 


New York. — Question: A truckload 
shipment is moving in Middle Atlantic 
Class Tariff 4-B, MF- I. C. C. A-218 ter- 
ritory. The commodity is sixth class by 
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classification, and the carrier has no 
class rate stops in Middle Atlantic 11E, 
so that it is a class 6 shipment by route 
of movement. An area arbitrary applies, 
according to Middle Atlantic Master 
Tariff 5, MF-I. C. C. No. A-220. 

When it happens that the class 5 and 
class 6 rates for the rate scale are pub- 
lished and shown as being identical in 
class tariff 4-B, will you please advise 
if the area arbitrary to be applied 
should be for class 5 or class 6. 

Answer: The fact that the applicable 
6 Class rating on an article shipped un- 
der Middle Atlantic States Motor Car- 
rier Conference, Inc., Agent, MF-I. C. C. 
No, 218, Class and Commodity Tariff 
No. 4-B, produces the same rate as the 
5th Class rating in the same tariff has 
no bearing on the applicability of the 
“Area Arbitraries,” as provided in Rule 
9 of Master Tariff No. 5. 

As an example, a shipment moving on 
a truckload rate that is subject to Area 
A of Rule 9 that is rated Class 5 is sub- 
ject to an arbitrary of two (2) cents 
per 100 pounds, whereas on a shipment 
moving on a truckload rate what is sub- 
ject to Area A of Rule 9 that is rated 
Class 6 is only subject to an arbitrary 
of one (1) cent per 100 pounds. Should 
a like shipment be subject to Areas B 
or C whether the commodity was rated 
Class 5 or 6 the area arbitrary would 
be the same, i. e. one (1) cent per 100 
pounds. In the latter instance you have 
the same situation that you have in the 
rate tariff. 

It will be noted, however, that Rule 9 
provides that the arbitraries published 
are governed by the Classification and 
Exceptions thereto that govern the rates 


to or from the: points subject to the 
arbitraries. In other words, if a ship- 
ment is rated 6th class the 6th class 
rate and arbitrary must be applied re- 
gardless of the fact that the 5th and 
6th class rates in the rate tariff may be 
the same. 
Damages—Measure Of 


Illinois.—Question: We are writing to 
solicit your advice on the following sub- 
ject. 

We have made a number of shipments 
from our plant here of old unsold mag- 
azines, both in cover and complete book 
form, to our various publishers, located 
in New York City. 

We, as the registered agents of these 
publishers, have the privilege by con- 
tract to return to these respective pub- 
lishers, all unsold copies of their mag- 
azine publications, such as Cosmopolitan, 
McCalls, Red Book, etc., as soon as the 
succeeding issue goes on sale. 


We specify these unsold copy returns 
whether in cover or complete form as 
“Old unsold magazines” on the bill of 
lading. 

A number of such shipments forwarded 
prepaid and collect were lost in transit, 
or were delivered to sources other than 
the designated consignee. 


We have difficulty in having the car- 
rier compensate us for the loss sus- 
tained. The loss in all cases is based on 
the exact billing or cost price to us, as 
established by the publisher. 

Kindly advise the delivering carrier’s 
responsibility in this matter. 

Answer: The actual loss is, under the 
decision of the Supreme Court of the 
United States in Illinois Central R. R. 
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‘ Co. vs. Crail; 281 U. S. 57, 50°S. Ct. 


180, the amount recoverable. 

If, because of the loss of the mag- 
azines, your loss is what you would 
have received for the magazines from the 
publisher, either in the form of a credit 
or a cash payment, ‘you are, in our opin- 
ion, entitled to that amount in settlement 
your claim for damages. 

We assume that, in effect the cost 
price to you of the magazines is, in 
effect, a market price, in that this is the 
price ordinarily received for such re- 
turned magazines by those in this trade. 

If our assumption is not correct, see 
our answer to New York, on page 602 
of the August 24, 1946 Traffic World, 
under the above caption. 


Liability of Carrier—Improper Packing 
or Loading by Carrier 


Massachusetts.—Question: Kindly re- 
fer to your answer on pages 1372 and 
1373 of the November 8, 1947 Traffic 
World, under the above caption. 

We are interested in damage to a ship- 
ment of doors covered by Item 7640 of 
Consolidated Freight Classification’ No. 
17, which were damaged. You will note 
that on LCL shipments the item calls for 
boxes or crates, while these doors were 
in bundles, with steel strapping around 
the bundle, both lengthwise and side- 
wise. 

It is the carrier’s contention that they 
are not liable, as the shipment was not 
in boxes or crates. It is our contention 


* that it was their duty to handle the ship- 


ment in the manner in which it was ten- 
dered and if the packing was insufficient 
to constitute a box or crate, they had 
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AERO MAYFLOWER TRANSIT COMPANY « 


@ That’s bécause Mayflower Service is:available to or from all 
points in all 48 states (to and from Canada, too!) ... Also be- 
cause Mayflower has developed and perfected America’s finest 
long-distance moving service .. . and standardized it to serve 
you and your company’s employees everywhere! No matter where 
you’re making a move, you know you're buying the best, and can 
count on getting the best, when you buy Mayflower! 


Mayflower's organization of selected warehouse 
agents provides on-the-spot representation at the most 
points in the United States and Canada. Your local 
Mayflower agent is listed in the classified section of 
your telephone directory. 
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the right and duty to reject the shipment 
if they did not wish to assume common 
carrier liability. This was an LCL ship- 
ment and the carrier could readily see 
the nature of the commodity when of- 
fered. 

Will you kindly give us your opinion 
as to where, under the circumstances, 


Answer: As the defect in the packing 
of the doors was apparent to the carrier, 
is should have rejected the doors when 
they were tendered for shipment. Hav- 
ing accepted them, it is, under the de- 
cision cited in the answer to which you 
refer, liable for injury to the doors 
which was the result of the defective 
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A Correction 


A line was dropped in the caption to 
the first question in this column last 
week (Traffic World, November 22, p, 
1532). The caption should have read: 
“Limitation of Actions — Recovery by 





the carrier is liable? packing. 


Carrier of Amount Erroneously Re. 
funded as Overcharge.” 
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Wants Higher Trucking Allowances 


Editor the Traffic World: 

It seems to the writer that it behooves the rail carriers to 
consider raising the trucing allowances refunded to customers 
who truck their own less-carload freight to and from freight 
stations. 

Whereas this allowance of five cents per 100 pounds was 
originally approximately 50 per cent of pickup and delivery 
trucking costs, the one factor has remained constant while the 
other has materially increased. 

It would therefore appear that raising allowances to firms 
trucking their own freight, to 50 per cent of present p.u.d. truck- 
ing costs in various section of the country on a sliding scale 
would give customers an incentive to deliver and take delivery 
of their own less-carload shipments, and thereby increase the 
percentage handled in that manner to the benefit of the car- 


WEST AFRICA © BRAZIL 
URUGUAY e ARGENTINA 


GAISSISSIPP SHIPPING COMPARY, IRC, # NEW ORLEANS 
For Sailing Information Consult Our Offices 


NEW ORLEANS, Hibernia Bldg. NEW YORK, 17 Battery Place 
CHICAGO, 140 So. Clark St. ST. LOUIS, 320 N. Fourth St. 





riers’ revenues. This change might also increase the percentage 
of the total 1. c. 1. freight moving by rail, helping the railroads 
in competition with long distance motor trucks. 
Andrew W. Nicholas 
Kingston, Pa. 
October 26, 1947 


Factors Contributing to the 


Current Box Car Shortage 
Editor the Traffic World: 


Attached is copy of our letter dated September 23, 1947, 
to Robert R. Young reflecting the views of the undersigned on 
various articles appearing in the Traffic World on such issues 
as “Box Car Shortages Due to Schedule Agreements” and the 
“Rip Van Winkle” ad appearing in various publications over 
the name of the Chesapeake & Ohio Railroad. 

Since Mr. Young has not refuted the real basic factor con- 
tributing materially to the so-called current box car shortage, 
believe that, as a subscriber to the Traffic World our letter to 
him should be printed in your publication for the information 
of the shipping public at large. 

E.-J. Simeone, Traffic Manager, 
G. R. Kinney Co., Inc. 
Harrisburg, Pa., October 16, 1947. 


Mr. Robert R. Young, Chairman, 
Chesapeake & Ohio Railway, 
Cleveland, Ohio 
Dear Mr. Young: 
The undersigned has reviewed with profound interest your article 


Serving all 48 States and Canada 





FRISCO FASTER 
FREIGHT FACT... 


**Portakold,” mobile refrig- 
erator now in use at all prin- 
cipal Frisco freight terminals 
-..carries up to 2,000 Ibs. 
of less than carload perish- 
ables. 


Notify your Frisco repre- 
sentative in advance of ship- 
ment... Portakold will be 
iced, ready to go. Loads into 
ordinary box car. 


Ship Frisco Faster Freight! 
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“Young Blames Schedule Agreements for Box Car Shortage’ appearing 
in the Traffic World of August 16, 1947, also the ‘‘Rip Van Winkle’’ ad 
and other articles such as ‘‘Young and Farecy Debate Slow Down"’ in 
the Traffic World of August 23, 1947, and comments by Director John- 
son, of the Office of Defense Transportation, in subsequent issues of 
the Traffic World. 

We fail to comprehend why your blasts are directed only against 
the western railroads, with the eastern railroads excluded from the 
picture. Surely you are not attempting to create in the minds of the 
public that the eastern railroads are infallible. 

The public at large, particularly the shipping public, should not be 
noodwinked by glorified misleading advertisements and so-called facts 
that are irrelevant to the issue. The real bugaboo, although all the 
railroads will not openly admit it, contributing in a great degree to 
the box car shortage is congestion and accumulation at transfer points 
and destination stations. 

The service picture on your own railroad, namely the Chesapeake 
and Ohio, is by far complimentary. Do you imply that the absence of 
time schedule agreements as the basic factor contributing to the de- 
plorable intransit service from Huntington, W. Va., ot the following 
destinations ? 

pe nr 7 to 14 days 
PHOTO, WO. woe 460005 0000 ce: 7 to 10 days 


What retort do you advance to the attached data appearing in the 
June, 1947, issue of Package Car Service from Chicago, publication 
issued by the Chicago Association of Commeree, which unquestionably 
shows a definite tie-up of box cars on the Chesapeake and Ohio due to 
late unloading of cars? The elimination of late unloading of cars would 
immediately release many empty cars for reloading and alleviate to 
a great degree the present box car shortage. 

We are not championing the cause of those railroads that are 
members of the Association of American Railroads because their service 
record performance as noted in the Package Car Service publication 
by the Chicago Association of Commerce is comparable to that indi- 
cated in the attached data and they also possess many inherent faults 
unknown to the shipping public at large. 


The real issue Mr. Young, is not time schedule agreements but 
congestion and accumulation at transfers and destination stations and 
unloading delays that tie up innumerable cars. Eliminate those and many 
cars will be made empty and released for reloading. 





SOUTHEAST SHIPPERS ADVISORY BOARD 


The Southeast Shippers Advisory Board will hold a meeting 
December 11 in the Hotel Hillsboro, Tampa, Fla. J. A. Dart, 
president, Florida National Bank, Jacksonville, will speak at 
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the luncheon which will be jointly sponsored by the board and 
the Traffic Club of Tampa. 


The meeting will be opened by the general chairman, A. W. 
Evans, traffic manager of the Savannah Sugar Refining Cor- 
poration, Savannah, Ga. Besides reports from commodity and 
railroad committee chairmen, W. J. Sullivan, president, Grider 
Coal Sales Agency, Inc., will report for the executive committee. 
C. W. Strickland, of Greensboro, N. C., and D. Leer, of St. 
Augustine, Fla., will discuss freight loss and damage. T. M. 
Healy, of Atlanta, Ga., will speak on “Our Railroads’ Position 
in the District’s Economy.” C. R. Megee, vice-chairman, car 
service division, Association of American Railroads, Washington, 
D. C., will give a summary of the national transportation situa- 
tion. Representatives of individual railroads will also be heard 
from. 








PACIFIC PORTS TO PUERTO RICO 


Pacific Coast Ports eastbound ship- 
ments to Puerto Rico move regularly 
to this important U. S. Port—via Pope 
& Talbot Lines. Write for sailing 
schedule. 
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Docket of the COMMISSION 


NOTE: Items in the docket marked with an 
sateetets *) have been added sin 
issue of Bg oi 


ments now the Commission’s docket of 
dates later aus herein shown will not bear 


asterisks when they do appear. Current can- 
cellations and postponements announced too 
late to show the change in this docket will 
be noted elsewhere. 





December 8—Chicago, IIl.—Main P. O.—Ex- 
—Examiner Stiles: 

29737—-Empire Steel Corporation vs. B. & 

Mo.—Hotel Pick- 


O. et al. 
December 8—Kansas City, 
wick—Examiner Kephart: 

MC 109023—Faulkner Motor Co., Kansas 
City, Mo., common carrier application. 
December 8—Kansas City, Mo.—Hotel Pick- 

wick—Jt. Bd. 52: 

MC 38183, Sub. 23—Wheelock Bros., Inc., 
Kansas City, Mo., common carrier’ appli- 
cation. 

December 8—Newark, N. J.—State Comm.— 
Examiner Bernhard: 

Finance 15795—A pplication of trustee of 
N. Y. S. & W. for a certificate of public 
convenience and gag Fg 4 
abandonment (a) by N. its 
owned, leased and - | "lines includ- 
inst N. J. J. of trackage rights over tracks 
of N. Y. S. & W. so-called Northern Ex- 
tension and Southern Extension at Edge- 
water, oo County, N. J., and (b) — 
applicant trackage ~ Over so-called 
Shore Line Section of N. J. J. in Hud- 
son County, N. 

Finance 11681—New York, Susquehanna & 
Western Railroad Co. Reorganization. 


December 8—New York, N. Y.—641 Washing- 
ton St.—Examiner Freidson: 
MC 109181——Christan Trucking Co., Holyoke, 
Mass., contract carrier application. 
December 8—Portiand, Ore.—Hotel Multno- 
mah—Commissioner Mitchell and Exam- 
iner Fuller: 
29765—Allowances for pick-up and delivery 
at Portland. 
December 8—Schenectady, N. Y.—Fed. Bldg. 
~—Examiner Hanson: 
29855—Simmons Machine Tool Corp. vs. 
Delaware and Hudson R. R. Corp. 
wras g ” oe Wash.—Federal Bldg.— 


MC 108958—Vancouyer Auto Towing Serv- 
ice, British Columbia, Can., common car- 
rier application. 

December 8—Washington, D. C.—Division 2: 

Ex Parte 166—Increased Freight Rates, 1947. 

December 8—Washington, D. C.—Division 3 
—Argument: 
Armour and Co. vs. Railway Express 
Agency, Inc. 
December 9—Kansas City, Mo.—Hotel Pick- 
wick—Jt. Bd. 36: 

MC 7341, Sub. 5—Felten Truck Line, Salina, 

Kan., ‘common carrier application. 
December 9—Kansas cy Mo.—Hotel Pick- 


wick—Examiner Kephart: 
MC 26739, Sub. 3—Wagner Freight Lines, 
Maryville, Mo., common carrier applica- 


tion. 


December 9—New York, N. Y.—641 Washing- 
ton St.—Examiner Freidson: 
MC 108468, Sub. 1—H. Falk, Spring Valley, 
te contract orier application, 
MC 108933—T. Santee ng Co., Queens, 
Long Island, ie 





for a Century 


The Port of San Francisco 


Center of Pacific Coast Shippin 
* : pping * 


BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco. Calif. 


December 9—Philadelphia, Pa.—U. S. Ct.— 
Examiner Brennan: 

MC C-905—Edwin E. Clarke, Trading as 

eae Motor Express vs. Riss and Co., 


cen. a 9—Philadelphia, Pa.— U. S. Ct.— 
Director Seal: 
W-896, Sub. 7—Newtex Steamship Corpora- 
tion, extension, Philadelphia. 
December 9—Seattle, Wash.—Federal Bldg. 


MC 89849, Sub. 1—R. B. Longfellow Trans- 
fer, Seattle, Wash., contract carrier ap- 
plication. 

MC 108932—Lange Towing se Seer Seattle, 
Wash., common carrier appli cation. 

December 9—Troy, N. Y. otel Hendrick 
Hudson—Examiner Hanson: 
29813—Trojan Scrap Iron Corp. et al. vs. 
Boston and Maine R. R. 
December 10—Hartford, Conn.—U. S. Ct.— 
Examiner Hanson: 

W-970, Sub. -~aepteneae Co., 

mon carrier app — 
ee ag — 

MC 2880, Sub. 3—Somerset Bus Co., Inc., 
Mountainside, N. J. 

December io Bhiladelphia, Pa.—U. S. Ct.— 
aminer Brennan: 

MC C-912—Modern Transfer Co., Inc., in- 
hence ool of accounting and financial 
practices 

December 10—St. Louis, Mo.—Mark Twain 
Hotel—Examiner Kephart and Jt. Bd. 135: 
MC 108489, Sub. 1—Brown Motor Lines, 


Inc., Alton, Ill. 
veport, ualttateeeecuaal 


Inc., com- 


. J.—State Comm.— 


December 10—Shre 
Youree Hotel—Jt. Bd. 
MC 2130, Sub. 24—Couch Motor Lines, Inc., 


— La., common carrier applica: 

on, 

December 10—Washington, D, C.—Examiner 
Bennett 


Ex Parte MC-29—Regulations, 
Chartered Party Service. 


December 11—Chicago, IIl.—Main. P. O.—Ex- 
aminer Stiles: 
Fourth Section Appl. 21631—Iron and 
Steel Articles to and between Western 
Trunk-Line Territory. 


December 11—New York, N. Y.—641 Washing- 
ton St.—Examiner Harrison: 

1. & S. 5522—Pipe, Moundsville, W. Va., to 
West Palm Beach, Fla. 

December 11—St. Louis, Mo.—Mark Twain 
Hotel—Jt. Bd. 135: 

MC 106196, Sub. 1—Hogan Truck Line, Ken- 
nett, Mo.. common carrier application. 
December 11—Shreveport, La.—Washington- 

Youres Hotel—Jt. Bd. 35: 

MC 108758, Sub. 1—Smith Transportation 
Co., El Borad do, Ark., common carrier ap- 
plication. 

December 11— Spokane, Wash. — Davenport 
Hotel—Jt. Bd. 169: 

MC 109039—R. B. Francis, Spokane, Wash., 

common carrier application. 


Special or 
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MC 108750—W. E. Carver, Newport, Wash, 
common carrier appjlicat ion. 
MC 108998—Robinson Bros., Fairfield, Wash,, 
common carrier application. 
December 12—Louisville, —_ —Kentucky Ho 
tel—Examiner Kephart 
MC 76662, Sub. 2—C. Miller, Salem, Ind, 
contract carrier application. 
December 12—Milwaukee, Wis.—Hotel Schroa 
der—Examiner Stiles: 
& S. 5528—Kenosha Motor Coach Lines, 
peasene 12—Newark, N. J.—State Comm. 
Examiner Freidson: 
MC 3076, Sub. 3—Karn’s Transfer, Inc 
Hazleton, Pa., common carrier applica. 


tion. 

MC 34975, Sub. 3—Tredway’ s Boonton-New 
York Express, Inc., Boonton, N. J., com. 
mon carrier application. 

December 12—New York, N. Y.—641 Wash. 

ington St. —Examiner Bernhard: 

Finance 11484—Duluth, South Shore & At. 
lantic Ry. Co., reorganization. 

December 12—Shreveport, La.—Washington 

Youree Hotel—Jt. . 32: 

05387, Sub. toi A. Corbett Trans. 
port, Lufkin, Tex., common carrier ap 
plication. 

December 12— Spokane, Wash. — Davenport 

Hotel—Jt. Bd. 169 

MC 109000_—Spokane-Priest Lake Moto: 
Coach Line, Spokane, Wash., commo 
carrier application. 

December 12—Spokane, Wash.—Davenport Ho. 

tel—Jt. Bd. 45: 

MC 42487, Sub. 163—Consolidated Freight. 
ways, Inc. ., Portland, Ore., common car 
rier application. 

December 12—Spokane, Wash.—Davenport Ho. 

tel—Jt. Bd. 169: 

MC 107430, Sub. 1—F. Dahm, Spokane, 
Wash., common carrier application. 
December 12—Washington, D. C.—Examiner 

Walsh: 

Finance 12950—Central of Georgia Railway 
Co., reorganization (expenses). 
December 15—New York, N. Y.—641 Washing. 

ton St.—Examiner Freidson: 

MC 52633, Sub. 65—Mathews Trucking Co, 
Rochester, N. Y., common carrier appli. 
catioh. 

December 15—New York, N. Y. —641 Washing. 

ton St.—Examiner Hanson 

29730—The Great Atlantic & Pacific Tea Co. 
vs. see States Maritime Commission 
et al. 

December 15—St. Louis, Mo.—Mark Twain 

Hotel—Examiner Stiles: 
29170—Continental Grain Company vs. In 
land ee Corporation operating 
Federal Barge Lines. 
December fal ge > 
Youree Hotel—Jt. 

MC 30319, Sub. eH Pacific Trans 

port Co., Houston, Tex., common carriet 


























La.—Washington 
32: 


application. 
December a ee rg Wash. — Davenport 
Hotel—SIJt. 169: 


MC N0g14—“Millar and Brown Transfer Co., 
Cranbrook, British Columbia, Canada, 
common. carrier application. 

December 15— Spokane, Wash. — Davenport 
Hotel—Jt. Bd. 49: 

MC 12416—Chapin’s Transportation Service, 
Lewiston, Ida., broker license application. 

MC 104272, Sub. ‘8—Interlake Transportation 
Company, Coeur d’Alene, Ida., common 
carrier application. 

December 15—Washington, D, C.—Examiner 
Cummings: 


No. 28991—Passenger Fares, District of 
Columbia, Nearby Virginia. 
a ratte D. C.—Examiner 


Law 
& 2% "'M-2494—Cereal Food Preparations, 
* Classification Ratings. 
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December 16—Atlanta, Ga.—State Comm.—4Jt. 
je. 101: 


C 23620, Sub. 21—Georgia Motor Express, 
a ne Atlanta, Ga., common carrier ap- 
plication. 


December 16— Spokane, Wash. — Davenport 
Hotel—Examiner Burns: 

MC 471, Sub. 2—D. B. Zirbel, Lewiston, 

Ida., common carrier application. 
December 16 — Spok _ Wash. — Davenport 
Hotel—Jt. Bd. 81: 

MC 68404, Sub. 3—The Marvin Truck Line, 
Lewiston, Ida., common carrier applica- 
tion 

December 16—St. Louis, Mo.—Mark Twain 
Hotel—Examiner Stiles: 

Fourth Section Appls. 22902—Alcohol from 
Illinois, Indiana and Iowa to Texas City, 


Tex 
December 16—Washington, D. C.—Examiner 
Cheseldine: 
Fourth Section 15534—-Roofing and 


Building Materiat ‘it in Florida Ports. 
boo. 16—Washington, D. C.—Examiner 


~ 3595—Thomas S. Lee, purchase, F. 
December, 17-—Newark, N. J.—State Comm.— 


MC 64326, Sub. ae & Shibla Bus Co., 
Inc., Neptune C ity, N. J., common car- 
rier application 

December 17—Washington, D. C.—Examiner 
ee d: 
. & S. 5537—Scrap iron New Orleans-Mo- 
' ile to St. Louis-Chicago. 

Fourth Section Applis. 22911, 22944, and 
22961—Scrap Iron and Steel from Alabama 
and Louisiana. 

December 17—Washing ton, D. C.—Examiner 


Harrison: 

MC 31361, Sub. 1 (formerly MC 109138)— 
Clatterbuck Horse Vans, arrenton, Va., 
common carrier application. 

December 18—Atlanta, Ga.—State Comm.— 
Examiner Yardley 

MC 31389, Sub. 20--McLean Trucking Com- 
pany, Inc., Winston-Salem, N. C., com- 
mon ‘carrier application. 

December 18—Helena, Mont.—State Comm.— 
Examiner Burns: 
MC 107550, Sub. 1—lInter-national Freight 


Lines, Alberta rta, Can. 
December 18—Washington, D. C.—Examiner 
Lawton: 


1. & S&S M- -- ody oo —paeaal Fares, W. M. 
and A. Motor Lines. 
a 4 19—Helena, Mont.—State Comm.— 


MC 108659—B. T. Sanderson, eeiMpaburs. 
Mont., common carrier ap lication. 

Mc 108917—J. S. Watt, Phil psburg, Mont., 
contract carrier applicati on. 

December 19—St. Louis, Mo.—Mark Twain 
Hotel—Examiner Stiles: 

Fourth Section Appl. 22872—Lumber from 
Illinois Territory to the South. 

one — Ga.—State Comm.—Jt. 


Bd. 
: wt “3000, ~n 47—Great Southern Trucking 
3 Jacksonville, Fla., common carrier 
pe my 


January 5—Atlanta, Ga.—State Comm.—ZJt. 
Bd. 157: 


* MC 106776, Sub. 2—C. A. Smith, Carters- 
ville, Ga., contract carrier application. 
Januar 5—Camden, N. J.—U. S. Ct.—Ex- 

aminer Jackson: 

* MC 104340, Sub. 59—Leaman Transportation 
Co., Inc., Downingtown, Pa., common car- 
rier application. 

* MC 107189, Sub. 1—A & B Trucking Co., 
—— N. J., contract carrier applica- 

on. 

* MC 109203—E. F. Madeira, Hamburg, Pa., 
contract carrier application. 


January 5 Calon ae. ill. — Morrison Hotel— 
Examiner Stiles: 
. 5469 and ist gg oe Tlii- 
“nois to Alton and East St. Loui 


siete Coal Rates to Aiton and 
East St. Loui 
January ¢Ghloane, ill._—Main P. O. Bldg.— 


Examiner Proudley: 
* MC 106143, Sub. 9—Premier Motor Trans- 
portation Co., Grand Rapids, Mich. 
January 5—Fort became = ‘Tex.—Hotel Texas— 
Examiner a 
* - 106379, Sub. 4—L, T. Campbell Trucking 
pwr ng Dallas, Tex., common carrier appli- 
cat 
Januar ‘—Knoxville, Tenn.—U. S. Ct.—Ex- 
aminer Gray 
1. & S. 5473-—Intra-terminal Switching at 
Knoxville. 
January 5—New York, N. Y.—641 Washington 
St.—Jt. Bd. 22: 


d. 
MC ‘4883, Sub. 6—The Guyott Construction 
Co., Inc., New Haven, Conn 
Januar 5 Richmond, Va.—Hotel Richmond 


B 
* MC 96559—J. F. Wilkins, peesxyhegen. Va., 
common carrier application. 
meen | on Va.—Hotel Richmond 


* MC 106617, Sub. 4—Venable Motor Carrier, 
no gatas Va., common carrier applica- 


January alan ata D. C.—Examiner 
> ge = 
94, Sub- “2—The Union Sulphur Co., 
Inc., extension, freighting of lumber. 
January | &—Atlanta, a.—State Comm.—Z3Jt. 


* MC 2900, Sub. 46—Great Southern Truck- 
ing Co., Jacksonville, Fla., common car- 
rier application. 

January 6—Camden, N. J.—U. S. Ct.—Exam- 
es ' Jackson: 

35334, Sub. 28—Cooper Jarrett, Inc., 
Kansas City, Mo., common carrier appli- 
cation 

MC 93228, Sub. 1—W. L. Garber, Phila- 
del phia, Pa., common carrier application. 

January 6—Littie Rock, Ark.—State Comm.— 


t 

* MC 29910, Sub. 13—Arkansas Motor Freight 
Lines, Inc., Fort Smith, Ark., common 
carrier application. 

* MC 29910, Sub. 14—Arkansas Motor Freight 
Lines, "Inc., Fort Smith, Ark., common 
carrier application. 

— oa ae Rock, Ark.—State Comm. 


* MC 29910, Sub. 12—Arkansas Motor Freight 
Lines, Inc., Fort Smith, Ark., common 
carrier application. 

somsy 6—New York, N. Y —641 Washington 

—Examiner Saltzman 
me. 31214, Sub. 2—The Motor Haulage Co., 
anc., Brooklyn, N. 
Mc 108621—J. A . C. Trucking Co., Hoboken, 


men 4 Ca emnond, Va.—Hotel Richmond 

* MC 1504, Sub. 92—Atlantic Greyhound 
Corp., Charleston, W. Va., common car- 
rier application. 


January 6—Richmond, Va.—Hotel Richmond 
—Jt. Bd. 7: 


* MC. 30062, Sub. 2—Barricks Motor Lines, 
Petersburg, Va., contract carrier applica- 
on 
January 6—Richmond, Va.—Hotel Richmond 
—Examiner Kobernusz: 
* MC 106617, Sub. 3—Venable Motor Carrier, 
Kilmarnock, Va., common carrier applica- 


tion. sl 
January 6—Washington, D. C.— Examiner 
x ud. 
& S. 5529—Coal to Trunk Line & C. F. A. 
eae 
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Fourth Section Appi. 22895—Bituminous 
Coal in Official Territory. 
January 6—Washington, D. C.—Examiner 


ce: 
29587—-Alabama, Tennessee and Northern 
3 & =. F Aberdeen and Rockfish R. 


29781 Atchison, Topeka and Santa Fe Ry, 
Co. et al. vs. Aberdeen and Rockfish R. 

Co. et al. 

January 7—Atlanta, Ga.—State Comm.—Ex- 
aminer Yardley: 

* MC 95540, Sub. 124—Watkins Motor Lines, 
Inc., Thomasville, Ga. 

January 7—Camden, N. J.—U. S. Ct.—Exam- 
iner Jackson: 

MC 19, Sub. 8—Bingaman Motor Express 
Co., ‘Inc., Reading, Pa., common carrier 
application. 

MC 18869, Sub. 6—Krinvic Bros., Willow 
Grove, Pa. common carrier application. 

January 7—Des Moines, la.—U. S. Ct.—Ex- 
aminer Proudley: 

* MC 729, Sub. 8—Diamond Transportation 
Ss pa Warren, Ill., contract carrier ap- 

cation. 

* Me 729, Sub. 9—Diamond Transportation 
System, Warren, Ill., contract carrier ap- 
plication. 

January 7—Fort Worth, Tex.—Hotel Texas— 

t. Ba: T7: 


* MC 2228, Sub. 24—Merchant’s Fast Motor 
Lines, Inc., San Angelo, Tex., common 
carrier a plication. 

January 7—Fort Worth, Tex.—Hotel Texas— 
Examiner Borroughs: 

* MC 109200—R. E. Young, Arlington, Tex., 
common carrier application. 

Jonnery Z—Lnue Rock, Ark.—State Comm.— 


* MC 58336, Sub. 3--Bollinger Motor Lines, 
— Okla., common carrier applica- 


tio 
yanuary, 7—Little Rock, Ark.—State Comm.— 


‘ - 215: 
* MC 96025, Sub. 12—Hoskins’ Truck Service, 
Malvern, Ark., common carrier applica- 


on. 
January 7—Little Rock, Ark.—State Comm.— 
Jt, Ba. 15: 


* MC 100534, Sub. 2—L. Burden, Waldron, 
Ark., common carrier application. 
oe N. J.—State Comm.—Jt. 


MC 65639, Sub. 3—E. Vanderhoof & Sons, 
West Orange, N. J. 


January 7—New Haven, Conn.—vU. S. Ct.— 
Jt. Bd. 227: 


* MC 108194, Sub. 3—William B. Meyer, Inc., 
Bridgeport, Conn. 
Januar 7—Richmond, Va.—Hotel Richmond 
xaminer Kobernusz: 
* MC 51012, Sub. 7—J. T. Bryant, Petersburg, 
Va., common carrier application. 
Januar ae Va.—Hotel Richmond 


—Jt. Bd. 108: 
* MC 49620, Sub. 5—Bristol-Norton Bus Line, 
Norton, Va., common carrier application. 
danuey 7 Richmond, Va.—Hotel Richmond 


* MC 107544, Sub. 4—Lemmon Transport Co., 
pew Marion, Va., common carrier appli- 


ation 
January 7—Washin ton, D. C.—Jt. Bd, 112: 
MC 10875, Sub. Branch Motor Express 
Co., New York, N. Y., common carrier 
application. 
January 7—Washington, D. C.—Argument: 
Finance 13170—Florida East Coast Railway 
Co. Reorganization. 
Jangery. 7° — Washington, D. C.— Examiner 
r: 
1. & S. 6267—Clothing in bales in official 


territory. 

Traffic Bureau, Lynchburg Chamber 
of Commerce for Quinn-Marshall Co., 
Inc., vs. Southern Ry. et al. 
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Success for You 
—in Traffic Training! 


Slow, painfully-gotten experience going from job to job—while 
the years fly by faster than increases come—is not the best 
way to win the goal you want in the Traffic world! A far bet- . 
ter one is thorough, scientific, low-cost training in Traffic Man- 
agement—training collaborated in by 175 of America’s fore- 
most transportation authorities, whose success-methods come 
to you in ‘“‘Problem”’ form that puts you on the Traffic Man- 
ager’s job during t , and qualifies you for such a job 
afterward. Scores of $3,000-$5,000-$7,500 and even higher- 
salaried traffic executives are today in positions earned through 
LaSalle training. Possibly you can do the same... if you will, 
Get our free 48-page booklet, ‘‘Opportunities in Traffic Man- 
agement”’ as the first step toward success for you. No obliga: 
tion — and it may be right in line with your life’s ambitions 
Write for this book today. 


LaSalle Extension University 4'2,5¢: ier 
A CORRESPONDENCE INSTITUTION Chicago 5, I 
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Fourth Section Appl. 20539—Clothing be- 
> points in official and southern ter- 


—— 8—Atlanta, Ga.—State Comm.—Ex- 

miner Yardley: 

* MC 73464, Sub. 53—Jack Cole Co., Inc., 
Birmingham, Ala., common carrier ap- 
plicat 

January 8—Birmingham, eo Taeunee Jeffer- 
son Hotel—Examiner Gra 

—C, A. Tillman and A. E. Levenson, 
dba Tillman & Levenson vs. Louisville and 
Nashville Railroad Company et al. 

29817—Rheem Manufacturing Co. vs. C. R. 
I. & P. et al. 

January 8&—Camden, N. J.—U. S. Ct.—Ex- 
aminer Jackson: 

MC 101686, Sub. 9—Berwick Transporters, 
Inc., Linden, N. J., contract carrier ap- 
plication. 

C 104347, Sub. 43—Leaman Transportation 
Corp., Downingtown, Pa., common car- 


rier application. 
MC Hunter Atkinson, Phila- 
Gelpnia Pa., contract carrier application. 
* MC 102616, Sub. 376—Coastal Tank Lines, 
inc., York, Pa., common carrier applica- 


tion 

* MC 107403, Sub. 30—E. Brooke Matlack, 
Inc., Philadelphia, Pa., cOmmon carrier 
application. 

January 8—Des Moines, la.—U. S. Ct.—Ex- 
aminer Proudley: 

* MC 96557—Doty Trailer Transport, Des 
Moines, Ia., common carrier application. 


NEW, FASTER 4-ENGINE 


AIR CARGO SERVICE 
COAST-TO-COAST 


Giant United Cargoliners get 

the goods there first, speed 

your sales. Attractive rates. 
* 


UNITED AIR LINES 
Pickup and Delivery 





IN MOVING PERSONNEL... 
the Best Costs No More! 





Our rates are identical with those of more than two 
thousand other companies under the same tariff. Take 
advantage of more than 50 years’ experience in handling 
of all details — anytime, anywhere — call or wire us for 
ames PROMPT SERVICE! 


ave 











VP X{e))\ 


— MOVERS 
Agents United Von Shea, Ine. 


_ MAIN OFFICE: BALTIMORE — BROADWAY 7900 
es oe ae ae 








DEPENDABLE 


* MC 109194—Shrimp Bros., Chariton, Ia., 
contract carrier P pplicati ion. 
es Worth, Tex.—Hotel Texas— 


* MC 104210, Sub. 19—Transport Co., Corpus 
Christi, Tex., common carrier application. 
January &—Little Rock, Ark.—State Comm.— 


Jt. Bd. 91: 

* MC 408993, Sub. 1—Northeast Arkansas 
Transportation Co., Leachville, Ark., con- 
tract carrier applicati on. 

January New Haven, Conn.—U. S. Ct.— 
Examiner Fe ge a 

* MC 107440, Sub. 3—B. & L. Trucking Co., 
Plainfield, Conn, 

Januar — &—Raleigh, N. C.—Sir Walter Hotel 


* MC -106859, Sub. 2—Colonial Bus Lines, 
Rocky Mount, N. C., common carrier ap- 
plication. 

January 8—Raleigh, N. C.—Sir Walter Hotel 
—Examiner Kobernusz: 

* MC 109184—Bayne’s Motor Line, Greens- 
boro, N. C., —— carrier application. 

Januar , Ba, 103") . C.—Sir Walter Hotel 


* Mc_ 325, Sub ie --Caseien Coach Co. of 
Vir inia, Raleigh, N . C., common carrier 
app ication. 

* MC 13300, Sub. a meen Coach. Com- 
pany, Raleigh, N. C., common carrier ap- 
Dlication. 

Januar 8—Washington, D. 
= ag ok 

. 5535—Insurance and Storage, ex-lake 


a 63 
January 8 8—Washington, D. C..— Examiner 


29731—Consolidated Shoe A Inc., vs. Nor 

folk and Western Ry. et al. 

January 8—Washington, D. tt. Bd. 68: 

* MC 105486, Sub. 5—Morris Fox, Washington, 
D. C., common carrier application. 

January 8—Washington, D. C.—Examiner 
Harrison: 

* MC 108742, Sub. 1—W. & M. 
tion Co., Washington, D. C., 
rier application. 

January 9—Atlanta, 
Bd. 64: 


* MC_ 6009, Sub. 
ny, 
January 3._Atianta, 

Bd. 64: 


cC.—Examiner 


Transporta- 
contract car- 


Ga.—State Comm.—ZJt. 
21—Modern Coach Corp., 
Ga.—State Comm.—ZJt. 
* MC 32783, Sub. 61—Southeastern Greyhound 


Lines, sm, Ky., common carrier 
applicati on. 
Januar 9—Camden, N. J.—U. S. Ct.—Ex- 


aminer Jackson 
MC 29934, Sub. 3—LoBiondo Bros. +» Motor 

Express, Inc., Bridgeton, N. J., common 
carrier application. 

January 9—Des Moines, la.—U. S. Ct.—Ex- 
aminer Proudley: 

* - 94714, Sub. 4—Jones Transfer, Spencer, 
Ia., common carrier application. 

* MC 109196—R. Miner, Indianola, Ia., 
contract carrier application. 

mney Ss HY Worth, Tex.—Hotel Texas— 


2 
* MC —e Sub. 5—M & G Contract Service, 
Joplin, Mo., contract carrier application. 
January 9—Fort Worth, Tex.—Hotel Texas— 


* MC 102798, Sub. 2—Nance Bus Lines, Paris, 
Tex., common carrier application. 
sn? 9—Providence, R. I.—Main P. O. 
g.—Jt. Bd. 134: 

* MC 798, Sub. 5—J. N. Gendreau, Fall River, 
Mass., common carrier application. 
donuey 9—Providence, R. |.—Main P. O. 

g.—Examiner Garofalo: 

* MC 59508, Sub. 12—R. H. Worrall, Provi- 
dence, Rk. I., common carrier application. 

9—Providence, R. I.—Main P. O. 

Bldg.—Jt. Bd. 18: 

* MC 108967—Worcester Yellow Cab Co., Inc., 
Worcester, Mass. 

January 9—Raleigh, N. C.—Sir Walter Hotel 
—Examiner Kobernusz: 

* MC 37421, Sub. 6—W. R. Candler Transfer 
Co., Asheville, N N. C., common carrier ap- 
plication. 

January 9 — Washington, D. C. — Examiner 
Hanback: 

* MC 109199—Glen Burnie Coach Lines; Inc., 
— Burnie, Md., common carrier appli- 
cation. 

January 12—Boston, Mass.—New P. O. Bldg. 

Bd. 187: 


* MC 31600, Sub. 118—P. B. Mutrie Motor 
Transportation, Inc., Boston, Mass., com- 
mon carrier application. 


——, i oe Mass.—New P, O. Bidg. 


18 
* MC 47885, Sub. 3—Film Service Co., Ash- 
land, N. H., common carrier application. 
ae + hs ya Mass.—New P. O. Bldg. 


* MC 60432, Sub. 7—Tex Tank Service, Brook- 
line, Mass., common carrier application. 


sontiess 12—Camden, N. J.—U. S. Ct.—Ex- 
miner Jackson 
MC 32453, Sub. —C, Molinelli, Vineland, 
N: J., common carrier applicat ion. 
MC 70494, Sub. 2—Royal ue Line Co. of 
Philadelphia, Philadelphia, Pa., 


common 
carrier application. 





TRAFFIC WORLD 


January 12—Dallas, Tex.— Baker Hotel — 
Commissioner Lee, Examiner Corco 
and cooperating State Commissioners: 

MC-C 550—Investigation of bus fares. 

January 12—Des Moines, la.—U. S. Ct.—Ex. 
aminer Proudley: 

* MC 23021, Sub. 2—Schalow Truck Line, Ox. 
ford, Ta., common carrier application. 

* MC 109077--K. W. Casady, Grimes, Ia., con- 
tract carrier application. 

January a Worth, Tex.—Hotel Texas— 


.. ea. 78: 
* MC 85477, Sub. 1—Sandifer Madison Jonas, 
Ballinger, Tex., common carrier applica- 


tio 
January 12—Meridian, Miss.—Hotel Lamar— 
Examiner Gray 
1 & S. 5614-Cottonseed Products Missis- 
sippi to' W. 
* Fourth avestoss a 22753—Cottonseed 
a from the South to the South- 


January 12—New York, N. Y.—641 Washing. 
an tae 2 St nee Saltzman: 


Sub. ae gg Ball Van Lines, Ja- 

Aa nf Long’ Island  # 
MC 107593—J. N. Hyman » New York, N. Y. 
January 12—Pittsburgh, ’"Pa.—Chamber of 


Commerce—Examiner Weaver: 
at a reenact Incorporated vs. B. & 0. 
et al. 


Januar Se eas N. C.—Sir Walter Hotel 

* MC 61598, Sub. 33—Smoky Mountain Stages, 
Ine., Asheville, N. C., common carrier 
application. 


an 12—Washington, D. C.—Examiner 

* MC 9685, Sub. 16—The Emery Transporta- 
tion Co., Chicago, Ill., contract carrier 
application. 

January 12— Washington, D. C. — Examiner 
McCloud: 

* MC C-922—Petroleum Carrier Corporation 
et al. vs. Superior Trucking Co. 

January 13—Albany, N. Y.—Fed. Bldg.—Ex- 
aminer Hurley 

* MC 64828, Sub. 4—Gartland Motor Lines, 
Poughkeepsie, N. Y., common carrier ap- 
plication, 

* MC 87523, Sub. 3—Frank Cosgrove Trans- 
portation Co., Dorchester, Mass., common 
carrier application. 

January 13—Boston, Mass.—New P. O. Bldg. 

—Sixeminer Garofalo: 

* MC 2667, Sub. 4—R. H. Fewtrell, Malden, 

Mass., common carrier application. 


——z, > .— Mass.—New P. O. Bldg. 
231; 


* MC 12408 We L. Mobley, Springfield, Mass., 
broker license. 

January 13—Camden, N. J.—U. S. Ct.—Ex- 
aminer Jackson: 

MC 52932, Sub. 1—North Penn Transfer, 
Inc., Lansdale, Pa., common carrier ap- 
plication. 

MC 954, Sub. 16—Mid-States Freight Lines, 
Inc., Chicago, Ill., common carrier appli- 
cation. 

January 13—Des Moines, la.—U. S. Ct.—Ex- 
aminer Proudley 

* MC 82757, Sub. 7j—rIlsworth Sales Co., 
Eagle Grove, Ia., common carrier applica- 
tion. 

January 13—Detroit, Mich. .—Fort Shelby Ho- 
tel—Examiner Weaver 

ag 8 Penge ae Cleveland Navigation 
ompany applications. 

Ww- 378. § ub. 4—Detroit and Cleveland Navi- 
gation Company, extension-cruise service. 


January 13—Houston, Tex.—Lamar Hotel— 
dt. ma. Ts: 


* MC 74, Sub. 2—Orange Ball Bus Co., Hl- 
dalgo, Tex., common carrier application. 

* MC 109246—Lone Star Moving & Storage 
Co., Houston, Tex., common carrier ap- 
plication. 

soo 13—New York, N. ¥.—641 Washing- 
ton St.—Examiner "Saltzman: 

MC 92999, Sub. 3—Carl Nunziato Trucking, 
aaeewene, N. J., common carrier appli- 
cation 
MG 105500, Sub. 2—H. Holck, Brooklyn, N. 
Tes contract carrier application. 

MC 108497—C. Turiano, New York, N. Y. 

sanney 13-—Ralelm, N. C.—Sir Walter Hotel 

xaminer Kobernusz: 

* MC 106074, Sub. 4—B. & P. Motor Lines, 
Hazel wood, N. C., common carrier ap- 
plication. 

January 14—Albany, N. Y.—Fed. Bldg. —Ex- 
aminer Hurley: 

MC 70695, Sub. 5—C. Schnepp, Walton, N. 
ae common carrier a eo 

MC 109050—A. MacLeod, Delhi, N. Y., 
common carrier application. 


suey Seen, Mass.—New P. O. Bldg. 
- B 


& 
* MC eine.” Sub. 9—Peter Pan Bus Lines, 
ane, Mass., common carrier appli- 


«MC. ‘e178, Sub. 7—M. & A. Trucking Co., 
Dosen, Mass., common carrier applica- 
on. 
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December 6, 1947 


january 14—Camden, N. J.—U. S. Ct.—Ex- 
aminer Jackson: 

MC 29919, Sub. 6—Kowalsky’s Express Serv- 
ice, Millville, N. J., common carrier ap- 
plication. 

MC 77414, Sub. 1—Broadway Moving and 
Storage Co., Trenton, N. J., common car- 
rier application. | : 

aaa” oe ls Moines, la.—U. S. Ct.—QJt. 
B . 


* MC 52110, Sub. 44—Brady Transfer and 
Storage Co., Fort Dodge, Ia., common 
carrier application. 

January 14—Des Moines, la.—U. S. Ct.—2Jt. 


Bd. 266: 

* MC 107029, Sub. 2—O. DeCorte, Brooklyn, 
Ia., common carrier application. 

January 14—Hattiesburg, Miss.—Fed. Bldg.— 
Examiner Gray: 
354—Currys, Incorporated vs. Western Pa- 
cific Railroad Company et al. 

January 14—Houston, Tex.—Lamar Hotel— 
Jt. Bd. 211: 

*MC 65221, Sub. 1—J. L. ‘‘Roy’’ Newlin, 
— Tex., common carrier applica- 
tion. 

January 14—Raleigh, N. C.—Sir Walter 
Hotel—Examiner Kobernusz: 

* MC 104349, Sub. 2—Chafin Transfer Co., 
High Point, N. C., common carrier appli- 


on, 
January 15—Albany, N. Y.—Fed. Bldg.—Ex- 
aminer Hurley: 

MC 12421—Sun Ticket & Travel Bureau, 
Binghamton, N. Y., broker license. 

MC » Sub, 39—Curtis Keal Transport 
Co., Cleveland, O., common carrier ap- 
plication. 

January 15—Albany, N. Y.—Fed. Bidg.—%Jt. 
Bd. 191: 


MC 109206—J. P. Jones, Dover Plains, N. 
Y., common carrier application. 
ey | re Mass.—New P. O. Bldg. 


. 231: 
* MC 85179, Sub. 2—Cooper’s Express, Inc., 
Lawrence, Mass. 
January 15—Camden, N. J.—U. S. Ct.—Ex- 
aminer Jackson: 

MC 80289, Sub. 3—Red Line Furniture Car- 
riers, Philadelphia, Pa., common carrier 
application. 

MC 109131—C, Galambos, Morrisville, Pa., 
common carrier application. 

January 15—Columbia, S. C.—Wade Hampton 
Hotel—Jt. Bd. 2: 

* MC 55848, Sub. 25—Huckabee Transport 
Co., Columbia, S. C., common carrier 
application. 


January 15—Columbia, S. C.—Wade Hampton 
Hotel—Jt. Bd. 196: 
,* MC 55870, Sub. 57—F. B. Noerr & Son, 
aca Pa., common carrier applica- 
on, 


January 15—Columbia, S. C.—Wade Hampton 
Hotel—Jt. Bd. 130: 

* MC 108074, Sub. 3—Argoe Trucking Co., 
Orangeburg, S. C., common carrier ap- 
plication. 


January 15—Des Moines, la.—U. S. Ct.—ZJt. 
Bd. 54: 


* MC 102223, Sub. 5—O. Frette, Story City, 
Ia., common carrier application, 


saarne | 15—Des Moines, la.—U. S. Ct.—Ex- 

aminer Proudley: 

* MC 109090—C. T. Hunsicker, Prairie City, 
Ia., common carrier application. 


January 15—Detroit, Mich.—Fort Shelby Ho- 
tel—Examiner Weaver: 

* 29847—Reichhold Chemicals, Inc., vs. Grand 
Trunk Western Railroad Company et al. 

January 15—New Orleans, La.—Jung Hotel— 
Examiner Gray: 

* Fourth Section Application _19044—Canned 
goods from eastern ports to Alabama. 
January 15—Washington, D. C.—Jt. Bd. 108: 
* MC 59238, Sub. 38—Virginia Stage Lines, 

Inc., Charlottsville, Va., common carrier 
application. 
January 16—Albany, N. Y.—Fed. Bldg.—Ex- 
aminer Hurley: 
MC 107789, Sub. 3—G. Lane, Bearsville, N. 
Y., common carrier application. 
MC 108243, Sub. 2—Carroll Movers, Inc., Al- 
bany, N. Y., common carrier application. 
January 16—Camden, N. J.—U. S. Ct.—Ex- 
aminer Jackson: 
C 109098 — Fogg’s Messenger Service, 
pridgeton, N. J., common carrier applica- 
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THE NATION! 


Nor th Amer ICQN Van Lines, Inc. 
General Offices: FORT WAYNE, IND. 



























ROEBUCK AND CO 
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HUCK’S 





TRANSFER 


Ele. 38 HAMPDEN ST. 
SPRINGFIELD, MASS. 


Elbow Room for 
Working 35 
Ocean Liners 

Simultaneously 


V ORI oF LOS ANGELES 





For complete information, write 


M. G. Rouse, Secretary 


Board of Harbor Commissioners 
City Hall, Los Angeles 12, Calif. 
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—S— AIR EXPRESS 
TO THE ORIENT 


Make sure it gets there for the 
Christmas Trade 


figha Wednesdays- Sundays 


9 P. M. 


F1CKUP and DELIVERY 


San Francisco to 


Manila- Hong Kong 
Shanghai 


PHILIPPINE AIR LINES 


SAN FRANCISCO NEW YORK LOS ANGELES 
240 Stockton St 75 West St 354 So Spring St 
Douglas 2:1688 Whitehall 4.5030 Madison 6-4863 





For Expert Counsel on 


Water-Borne Commerce 


Write H. H. Gibson, Foreign Freight 
Traffic Manager, Mobile, Alabama 


Gute, Mobile & € 
tAUitenoule 


ALASKA 















Januar 16—Boston, Mass.—New P. O. Bldg. 
iner Garofalo: 
* MG. 10517, Sub. 8—Wood Express, Arlington, 
S., common Me ge” Ne ag coe 

* MC 107440, Sub. Trucking Co., 
Plainsfield, Sex a ye carrier appli- 
ca 

January 16—Des Moines, la.—U. S. Ct.—QJt. 


Bd. 144: 
* MC 31942, Sub. 1—C. M. Baumgartner, Gar- 
ner, Ia., common carrier a Sa 
January 16—Des Moines, la.— 


d 

* MC 80717, Sub. 3—H. G. Hypes, West Des 
Moines, Ia., contract carrier application. 

January 16—Houston, Tex.—Lamar Hotel— 
Examiner Gray 

* Fourth Section "males 19339, 19341, 19618, 
19619, 21200, 21229, 22208, 22366 and 22526 
—Tin Plate to Texas Ports and New Or- 
leans, La. Iron and Steel Articles to 
Higgins, La, Can Ends to New Orleans, 


January 16—Savannah, Ga.—U. S. Ct.—Jt. 
Bd. 131: 


* MC 108768—Givens Transfer Co., Savannah, 
Ga., contract carrier application. 
January 19—Albany, N. Y.—Fed. Bldg. Ex- 
aminer Hurley: 
MC 109160—Funaro Bros., Norwich, N. Y., 
common carrier application. 


somyney 19—Boston, Mass.—New P. O. Bldg. 

—Examiner Garofalo: 

* MC 17771, Sub. 3—A. Bianchi Motor Trans- 
portation Co., Quincy, Mass., common 
carrier applicatl on. 

* MC 0, Sub. 1—Hashem Bros., Worcester, 

Ss. 

Januar 19—Brownsville, Tex.—U. S. Ct.—Ex- 

aminer Gray 

29754 Brownsville Navigation District of 
Cameron County, Tex., et al. vs. St. Louis, 
ee and Mexico Railway Com- 


20754,” Sub. 1—Brownsville Navigation Dis- 
trict of Cameron County, Tex., vs. St. 
Louis, Brownsville and Mexico Railway 
Company. 

29754, Sub. 2—Brownsville Navigation Dis- 
trict of Cameron County, Tex., vs. St. 
Louis, Brownsville and Mexico Railway 
Company. 

January 19—Chicago, I!1.—Morrison Hotel— 
Examiner Weaver: 

x and Company vs. A. T. & S. F. 


January 19—Jacksonville, Fla. — Mayflower 
+.) ee Kobernusz 
* MC 75651, Sub. 16—R. C. Motor Lines, Inc., 
Jacksonville, fia. -» common carrier appli- 
cation. 
bere = 19—Kansas City, Mo.—Hotel Pick- 
wick—Commissioner Lee, Examiner Cor- 
coran, and cooperating State Commis- 
sioners: 
MC-C 550—Investigation of bus fares. 
January 19—Newark, N. J.—State Comm.— 
Examiner Jackson: 
MC 4262, Sub. 1—J. ‘C. Trucking Company, 
Nixon, N. J., contract carrier application. 
me <" ¢ 19—New York, N. Y.—641 Washing- 
St.—Examiner Saltzman: 
me "08935-—A. Fiore, “— York, N. Y. 
January 20—Buffalo, © N. Y.—Hotel Buffalo— 
mc ane bs Hurley 
C 29654, Sub. 15--Furniture Express, Inc., 
aoe. N. Y., common carrier ap- 


“oo 
MC 109 C. L. Owens, Dansville, N. Y., 
contract carrier application. 
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F. C. HOGUE 
Vice President—Traffic 
Denver & Rio Grande Western Railrosd Unio 
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MERCHANDISE 


WAREHOUSE 


IN THE FIRST WEEK'S 


PUBLISHED 


This Section has been designed to provide 
@ traffic and sales managers with con- 

veniently organized information about the 
merchandise-and cold storage warehouses in 
the principal distribution centers of the 
country. 


Admission of an advertiser to this Section 
Indicates: 


1, That the company operates a warehouse 
that specializes in serving the needs of 
large industrial shippers. 


2. That information is kept up-to-date— 
provision has been made for the correc. 
tion of data each month. 


$. That the advertisers have been carefully 
investigated. 


While every reasonable precaution has 
been taken—including the checking of bank 
and other references—to restrict the adver- 





A N D 


tisers in this Section to companies known for 
their integrity, TRAFFIC WORLD assumes no 
responsibility for dealings or service. It 
requests, owever, that any misrepre- 
sentation -or unsatisfactory experiences, 
should they arise, be reported. The tact 
that certain warehouses are not listed here is 
no indication that they are not responsible. 

Symbols and Abbreviations: Copy has 
been kept free from any except standard 
abbreviations. Four symbols are used to 
provide a ready reference to the types of 
services offered. 


ke Merchandise warehouse 
O Cold Storage warehouse 


o Both a cold storage and merchandise 
warehouse 


[ID Water dock facilities 
Hi Household goods 


Cc OULD 


SECTION 


ISSUE EACH MONTH 





$T OR AG E 


If no address is shown under the heading 
“Facilities,” the location of the warehouse is 
the same as that shown for the office. In case 
the facilities consist of several units, the loca- 
tion of each unit is usually shown. 


Insurance rates: The rate shown is the 
lowest charge per $100 per year—100% cov- 
erage unless otherwise specified. 


Floor Load: Indicates range or maximum 
weight capacity in pounds per square foot. 


Use this Guide as an Index to Your 
Warehouse Files: Since this Guide is re- 
stricted to warehouses that specialize in serv- 
ing major shippers, it becomes an automatic 
index to your warehouse reference files. The 
inclusion of basic data in every listing makes 
possible effective preliminary selections. 


















CALIFORNIA 


LOS ANGELES—Page 2 
California Warehouse Co. 
\Overland Terminal Whse. Co. 
Star Truck & Warehouse Co. 
Westland Warehouses, Inc. 
OAKLAND—Page 2 
Howard Terminal 

SAN FRANCISCO—Page 2 
San Francisco Warehouse Co. 


COLORADO 
DENVER—Page 2 
The Weicker Tfr. & Stge. Co. 


DISTRICT OF COLUMBIA 


WASHINGTON—Page 2 
Terminal Stge. Co. of Wash. 


ILLINOIS 


CHICAGO—Pages 2-3 
ipahe Terminal Warehouses 
urrier-Lee Warehouses, Inc. 
oon & Bateman _— Co. 
Midland Warehouses, Inc 
North Pier Terminal Co. _ 
Soo Terminal Warehouse 
Wehom & McLaughlin, Inc. 
Western War Co. 
a 3 
Federal Warehouse Co 


INDIANA 
EVANSVILLE—Page 3 
Mead Johnson Terminal Corp. 
FORT WAYNE—Page 3 
Pettit’s Storage Warehouse Co. 
HAMMOND—Page 3 
Great Lakes Warehouse Corp. 
INDIANAPOLIS—Page 3 
Coburn Stge. & Whse. Co. 
Indiana Terminal & ting Co. 


cE— 


O. 


L611 


IOWA 
_ CEDAR RAPIDS—Page 3 
veriean Trfr. & Stge. Co. 
sen acne ina 3 


lowa Warehouse Co. 
a KENTUCKY 
ifFfic LEXINGTON—Page 3 
n Reilrosd Union Transfer & Storage Co. 
LOUISVILLE—P 4 
oe Louisville Public Wasthouss Co. 
LOUISIANA 
ae co, NEW ORLEANS—Page 4 
©mmercial Terminal Warehouse Co 
Security Storage & Van Co. 


MARYLAND 
BALTIMORE—Page 4 


Camden Warehouses 
Terminal Whee. Co. of Baltimore 


MASSACHUSETTS 


BOSTON—Page 4 


@¢Boston Tidewater Terminal, Inc. 
Hoosac Storage & Warehouse Co. 
@Merchants Warehouse Co. 


MINNESOTA 
MINNEAPOLIS—Page 4 


Minneapolis Terminal Warehouse Co. 


ST. PAUL—Page 4 
Midway Terminal Warehouse Co. 
St. Paul Terminal Warehouse Co. 


MISSISSIPPI 
Gulfport—Page 0 
Mississippi-Gulfport Compress 
ecensiamnet, boa 
MISSOURI 
KANSAS CITY—Page 4 


Adams Transfer & Storage Co. 
éCrooks Terminal Warehouses 


Kansas City Terminal Warehouse Co. 


Mid-West Terminal Warehouse Co. 


ST. LOUIS—Page 5 
S..N. Long Warehouse 
Rutger St. Warehouse, Inc. 
St. Louis Terminal Warehouse Co. 


NEW JERSEY 
ELIZABETH 
¢Bavway Terminal Corp. 


JERSEY CITY—Page 5 
Harborside Warehouse Co., Inc. 


NEWARK 
SNewark Tidewater Termina 





NEW YORK 


BROOKLYN—Page 5 
Beach Warehouse Corp. 


BUFFALO—Page 5 : 
The Lederer Term. Whee. Co., Inc. 


NEW YORK—Page 5 
Baltimore & Ohio Stores, Inc. 
¢Lincoln Tidewater Terminals 


ROCHESTER—Page 5 
B. R. & P. Warehouse. Inc. 


OHIO 
‘ AKRON—Page 5 
Cotter City View Storage Co. 
CINCINNATI—Page 5 
The Baltimore & Ohio Whse. Co. 
Cincinnati Merchandise Whees., Inc 
Cincinnati Terminal Warehouses, Inc. 
CLEVELAND—Pages 5-6 
The Lederer Term. Whse. Co. 
National Terminals Corp. 
The Otis Terminal Warehouse Co. 
COLUMBUS—Page 6 
The Columbus Terminal Whee. Co. 
TOLEDO—Page 6 
Great Lakes Terminal Warehouse Co 


PENNSYLVANIA 
PHILADELPHIA—Page 6 
@Merchants Warehouse Co. 
Pennsylvania Wheg. & Safe Dep. Co. 
Philadelphia Piers, Inc. . 
Terminal Warehouse Co. 
PITTSBURGH—Page 6 
Kirby Transfer & Storage Co. 
SCRANTON—Page 6 
Quackenbush Warehouse Co. 


SOUTH DAKOTA 
SIOUX FALLS—Page 6 
Wilson Storage and Transfer Co. 


DISPLAY ADVERTISERS 


6 See listing in this section—also display advertising in this and other issues 
See display advertising in other isseues—no listing in thie Section. 


Geographical Index of Merchandise and Cold Storage Warehouses Serving Key Distribution Areas 


TENNESSEE 
MEMPHIS—Page 6 
Mid-West Terminal Warehouse Co. 
Poston Warehouses 
United Warehouse & Terminal Corp. 


TEXAS 
-DALLAS—Page 6 


The Dallas Trans. & Term. Whse. Co. 
Interstate-Trinity Warehouse Co. 
Koon-McNatt Storage Co. 


HOUSTON—Page 6-7 
Federal Warehouse Co. 


Houston Term. Whse. & C. S. Co. 
Patrick Transfer & Storage Co. 


UTAH . 
OGDEN—Page 7 
Western Gateway Storage Co. 
SALT LAKE CITY—Page 7 
Security Storage & Commission Co. 


VIRGINIA 
NORFOLK 
@Nortelk Tidewater Terminals 
RICHMOND—Page 7 
Brooks Transter & Storage Co., Inc. 


ROANOKE—Page 7 
Roanoke Public Warehouse 


WASHINGTON 


TACOMA—Page 7 
Pacific Stge. Whse. & Dist. Co. 


WISCONSIN 


MILWAUKEE—Page 7 
Hansen Storage Co. 
National Terminals Corp. 
National Warehouse Corp. 
Terminal! Storage Co. 


CANADIAN SECTION 


QUEBEC 
MONTREAL—Page 7 
St. Lawrence Warehouses, Inc. 




















































WAREHOUSE 


Serial Page 1698 California - 


LOS ANGELES, CALIF. 
California ia Warehouse Co. 









= E. iin” 7 1248 Wholesale Ane 
id — 
g ner an on aK rinity 








LOS ANGELES 21, CALIF. 
Overland Terminal Warehouse Co. 


Established 1931 


Gordon Ross 


incorporated 
3 1807 E. Olympic Bivd. 
Vice Pres.-Mgr. 


Tel.— Trinity 1146 


. ‘ehenserek Tate Plat., truck d 
VICE FEATURES—Bonded: 


SER 
Pool car dist. Motor oe oy service. Cool 
Rooms—cheese, dates, nuts (32-40°); other com- 
modities at 41° up. Candy storage. Display 
rooms and offices—convenient to business district. 
with ks Terminal Warehouses 
Inc., Chicago, Kansas City and New York. 
Watch Seeley Advertisements on 
feside Front Covers! 


——- LOS ANGELES, CALIF.—— 


Stor Truck & Warehouse Co. 


Established 1892 


E. S. Stenley ye 1855 Industrial St. 
Owner Tel.—Mutual 9141 
PACILITIES—250,000 aq. ft.; Fire ey ae ant 
crete sonet.s Floor load, 250-600 

A. D. T.; Watchmen. Ins. rate, Nar 

on A. T. 4 S. F.; free switch. 

SERVICE Se ee Calif. R. R. Com. 
Very cool basement mtg yy 3, in 
drugs, toiletries, canned g liances. 
Poo car, dist.; 108 oe oor tor term. 
REPRESENTED BY—Distribution Service, Inc. 


Distribute Products 
in 32 States 


TRAFFIC WORLD shipper 
subscribers distribute their 
products, on the average, in 
32 states—44.1%, distribute 
in all 48 states. It is because 
of this widespread distribu- 
tion that 69% of these sub- 
scribers use an average of 
23 warehouses. 


Colorado - 












AKLAND, CALIF. 
Howard Terminal 


incorporated 
95 Market St. 
_*D GLencourt 4722 


AN FRANCISCO, CALIF.—— 
San Francisco Warehouse Co. 


Established 1899 Incorporated 
Henry F. Hiller +d 605 Third St. 
President Tel.—Sutter 3461 


Specializing in the storage of general merchandise 
and nT —drayage and pool car ution. 
FACI ES: Operating Continental Warehouses, 
625 Third arehouses, Spear . Folsom 
Sts., Note ‘branok arehouses, Beach & Hyde 
Sts.,—all on railroad sidings 

MEMBER: American Warehousemen's Assn. Rep- 
resented by Distribution Service, Inc. 


(DENVER, COLO. 
The Weicker Transfer & Storage Company 


Established 1899 Incorporated 
R. V. Weicker * 1700 Fifteenth St. 
President Tel.—-MA 3221 
FACILITIES—250,000 sq. ft and mill 
construction, sprinkler system. ce rate 
9.3c. Free switchin all a 
SERVICE FEA’ Merchandise and house- 
hold goods stored. Pool car distribution. Motor 
freight term. Statewide motor frt. service daily. 
a tion Service, Inc.; 


ASSNS.—A. W. A.; Colo. Tfr. & Whsemen’s Assn. 





















WASHINGTON, D. C. 






The Terminal Storage Company of Washington 


Established 1903 * Incorporated 
W. E. Edgar yy First & K Sts., N. E. 


Manager Tel.—Metropolitan 4685 


PACILITIES—10 buildings, 243,000 sq. ft. of which 
130,000 sq. ft. is of fireproof construction. — —— 
watchmen. Floor load 250-600 lbs. Sidings, B. 

O. R. R.; capacity 20 cars. Motor Ba nl 
paci 30 trucks. 

SERVICE FEATURES—Pool car distributors. Local 


cartage. § for lease. 
ASSOCIATION —A. W. A. (Mdse.). 


CHICAGO, ILL. 


Currier-Lee Warehouses, Inc. 
Established 1913 
Ward Castle x 427-473 W. Erie St. 
oF tie eso 9066 
FACILIS 250,00 i. ft.; heavy joist const. 


watchmen. 
oe see gg yy ae 
free or 8 trucks. 
oe weet. — 









A Factual Warehouse Section 


THE TRAFFIC WORLD Warehouse Section 
was designed in co-operation with represent- 
ative shippers to provide concisely and briefly 
the facts most frequently wanted by those 
whose responsibility it is to select ware- 
housing services. 


























TREE 


District of Columbia 


- Illinois Warehouse Section Page 9 | Wareho 
——————=C HICAGO 7, ILL. 


Crooks Terminal Warehouses 


Established 1913 * D 



































Incorporated 


433 W. Harrison St. Tel.—Wabash 4070 


Harry D. Crooks, President 


New York Office 
George G. Roddy 271 Madison Ave, 
Murray Hill 5-8397 


ey" “se 


South Side Warehouses—On the Beit Ry. of Chicago 
adjacent to Great Clearing Interchange Freight Yard. 


Facilities 


pM tage b sane ape ped ce) 100,000 Sao ft 

directly opposite main post office 

Brick and reinforced concrete 

300 Ibs. Ko myn Ag y ye 

Tunnel connection. 50 truck 
ia duis Wistar mae Oe 


sq. ft.; Brick and reinforced concrete const.; Floor 
load, 300 Ibs. Siding on C. B. & Q. R. R. 


@ 35th &. Warehouse, 2704-44 W. 35th St. (Cen- 

pong R, m, near Chicago Stock Yards), 150,000 

y ag = = load, 

300 lbs.; pH +a Santa Fe— 
a Se ape °R. I. andl a R. Rs. 


@ South Side Warehouses, 5817-5967 W. 65th St. 
(especially adapted to in-transit storage): 350,000 
hae ee and concrete const.; Floor | 

00 Ibs.; eg sys.; Siding on Belt Ry. of 
5s to capacity, 60 cars; direct rail with own 
South Chicago dock. 


@ South Chicago Waterfront Wesshousee: 103rd 
St. and Calumet River—West Bank: 60,000 sq. ft.; 
Steel pass Floor load, =o Siding on Belt 
Ry. of Chicago; capacity, cars. er Dock: 
lane, 1500 ft.; draft, 20 ft. 


Service Features 


Bonded: U. S. Customs; State. Pool car distribu- 
tors. Motor transport service available. Equip 
ment for hand! any of vessel or barge, 
plus storage f ties. L.C.L. trap car service. 


~~ ——s const.; Floor | 


: Associations 
A.W.A. (Mdse.); Ill. Assn. Mdse. Warehousemen. 


Watch Cheeioy, Advertisements on 
inside Front Covers! 


























HICAGO, ILL. 
Griswold & Bateman Warehouse Co. 


Incorporated 1525 Newberry Ave. 
F. D. Bateman, Pres. * Tel.—CANal 2770 
FA owned. (1) 1530S.SangamonSt.; 
120,000 sq.ft.mdse.& 30,000 cu.ft. cold stge. 2) 1524 
S.Peoria whe | 000 et nee Both whse 
See nenaniet oll mn eetwel ; 
A.D.T.; ins. 10c; cadon C.6N. pa e+ Shy. ,B.&0., 
C.T.Ry.,8 cars; free switch.; cov. docks, 12 trucks. 
SERVICE FEATURES—Lic. ‘ander U.S. Whee. Act; 
bonded; U.S.Int.Rev. U.S.Customs; State; pool cat 
distr.; Co. . 6 trucks; Stge. and office space. 
REP. BY— Allied tion, Inc. 
MEMBER—A.W.A.; Ill. Assn. of Mdse. ‘Whsemen. 


oo CHICAGO, Lik" 


Midland Warehouses, Inc. 


1500 S. Western Ave. ptisted io 


FACILITIES—1500 S. Western Ave. hy = aq. ft. 
conc, steel eats 1534 S. Western Ave ri 
mst. Ins. rN Sinks as low as he 4. 

with: “ADT. Watch. Serv. red. D Diet 
con. Chicago R: ” 
40 car capacity. = tne on, Chicago Jt By 
SERVICE oy ee a Cust., State, Lay 
Bond. Pool car distr. & Whse. spa 
lease. L.C.L. freight I ay on laa 


MEMBER—Amer.Chain of Whses., A.W.A.(Mdse-)- 
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— HICAGO, ILL. HICAGO, ILL. 

puses|}| North Pier Terminal Western Warehousing 

-porated| | | Executive Offices—444 Lake Shore Drive Company 
Telephone—SUPerior 5606 

ish 4070 Established 1880 lacorporated 






W. W. Huggett *D . T. Heffner 


Pres. and Gen. Mgr. lanager of Sales 



















E. H. Hagel * 323 W. Polk St. 
Superintendent Tel.—Wabash 6507 








DISTINCTIVE LOCATION — Frontage on Outer 
Drive, address 444 and 445 Lake Shore Drive. 
Buildings, 365-589 East Illinois Street. Three 
































FACILITIES—600,000 sq. ft. Fireproof, steel- 


















ison St. blocks to Michigan Avenue, five blocks to Wack- brick-concrete construction. Floor load, 250- 
0 sq. ft.; er Drive. Combine office with your warehouse. 300 Ibs. Dry Sprinkler system; alarm system; 
29 load, ee ites cet eee ond See private. watchmen. Insurance rate, 17.7c 
cars, constructed buildings. Sprinklered, Ins. rate é 2 3 aia 
ors. cents. Floor load up to 335 pounds. 33 elevators, Siding on Pennsylvania Railroad; capacity 40 
29-49 W C.& N- Ww. R. R. siding capacity 120 core, Piss cars; free switching all’Chicago lines. Motor 
. 4 switching. Vehicle loading platforms an coors, red 
Py capacity 100 trucks. Direct tunnel connection to platform, capacity 100 trucks, all shelte 
Bt; re all railroads for LCL freight. Parking space. LOCATION—Adjacent to “Loop”—one block 
? SERVICE FEATURES—Car unloading, tunnel load- from new Chicago Post Office; in the heart 
oe ing, —— operation and maintenance, watch- of the railway terminal and wholesale districts 
F A men, heating. . 
oor load, # | OTHER SERVICES—Each in separate buildings SERVICE FEATURES—Bonded, Illincis Com- 
Rs and locations. General storage for spot stocks. merce Commission Pool car distributors. 
oe qe 4 in —_, cto red ape gt Superior office and storage space for lease. 
andling of barges from New Orleans and inter- 
eS mediate points. Docks for unloading and load- Storage restricted to clean merchandise free 
sor load, ing lake and foreign ships. from fire hazard. 
alt Ry. of MEMBERS—A. W. A., Ill. Assn. Mdse. Whsemen. ASSOCIATIONS—lIllincis Warehouse Assn.; II. 
with own NEW YORK OFFICE—122 E. 42nd St., New York Chamber of Commerce; Chicago Assn. of Com- 
17, Phone Murray Hill 5-5960. merce; Chicago Traffic Club. 
pS, - . 
5 on. Beit HICAGO, ILL. PEORIA, ILL. 
. — 
ter Dock Soo Terminal Warehouse onhederal Warehouse Co. | 
Established 1914 rence A. Uliman, ne’ 
L.B.Darovic yy 519 W. Roosevelt Rd. oe i, rer. tablished i Tis 
distribu- Facitvees 600.000 ft; Peg 5740 PACHITIES: (1) 800-818 S. Adams, Peoria. (2) 
. Equi Se, et ee ee llth & Margaret, Pekin, Ill., 225,000 total sq. ft. 
x barge, die: Bon — ch, ome] rate. Sprinkler sys. Ins. 10.2c. Peoria sidings on C. B. 
cliaie: Truck deck, igen Soe wut lines; 50 cars. Q., Peoria; N. Y. Central, Pekin. Fireproof. 
ERVICE CE FEA tru under roof. and pvt. watchmen. Free switch. Sheltered 
motor platforms. 
SERVICE FEATURES: U. S. Int. Rev., U. S. Cus- 
>usemen. toms & State bonded. Pool car dist. Cartage 


—company operated. Storage & a space. 
REPRESENTED BY: Amer. Chain of Warehouses. 
ASSNS.: A.W.A.; C.W.A.L; NF.W.A.; LA.M.W. 








HICAGO, ILL. 
Wakem & McLaughlin, Inc. 





VANSVILLE, IND. 
Mead Johnson Terminal Corp. 























Established “WHERE WATERWAY — RAILWAY — HIGHWAY MEET” 
F. E. Berg 225 E. Illinois S#. Established 1930 lacorporated 
oy & Trea el.—Superior 6828 J. D. Beeler *D 1830 W. Ohio St. 
— i oa mee ha Deeper Gi | | FACHITIR-Premente swned; 90,050 ee ny re 
ie) store. i 
fee North Water 8 z t & (8) 352-4 02 B. North root, brick-slee 9 const Flooe load, no 


t; Sprink. aye A. D. T. Insurance rate, 14.7c. 
Sidings on C. & E. I. and L. & N.; free switch., 
all lines. Water Dock: Length, 800 ft.; draft, 9 ft. 


Sty 00,000 we 
ft. Mill const. ‘Sprinkler bow D. T.; ‘Watch: 
SERVICE FEATURES — Bonded: U. 8. Custome; 


men. Ins. rate c. Sidings on C.& N. W 
SERVICE FEATURMS Licensed, US. Wise. Act; 
State. Bonded: U. S. Int'l Rev.; ‘Customs. 


plant for all Pool car 


distributio eee 
AW.A; | Ii. W. A.; Chi. C. of C. 

















REP’ BY—Allied Distribution, Inc. 
ASSOCIATIONS—Am: W. A. (Mdse.); Ind. W. A. 





RT WAYNE; IND. 


Pettit’s Storage Warehouse Co. 
Established 1910 


J..N. Pettit Sof} 414 E. Columbia St. 
i (Tel.—A-1108) 
FAC Mdse a goods 

Reinforced te $ 





A Wonderful Service 


"You have been and are providing a won- 
derful service. We therefore use Merchan- 
dise Warehouses. for the convenienct of cus- 
fomers for storing excess stocks or bulk 
Goods, and for distribution purposes.”—Traf- 
fic Manager, Owensboro, Ky. 











ASSOCIA iy ayflower W 
State, County and City taxes for 1945, *. 50 



























lowa Serial Page 1699 
HAMMOND, IND. 
Great Lakes Warehouse Corp. 


General Merchandise — Storage and Distribution 
Established 1922 Tel.—Ham'd—Sheffield 3780 
L. S. Faure €]y Plummer Ave. & State Line St. 
froudent a0 Lae oy mie 4411-12 
steel-brick cuneienstions ” gid onl, i. B, R. R.; 
located within Chicago swii 3 capa- 
city, 50 cars set. Transit privileges. 

‘VICE agri © tthe dy ee] on eopatens 
A. CG. 5. eRe t na Wa Wane. 











NDIANAPOLIS, IND. 
Indiana Terminal & Refrigerating Co 


Established 1910 


Wm. E. Ready, Sec. Sec.-Tr. G9 ergy 


CILITIES—{1) Prope leased; 260,000 sq. ft 
mee, teint, cone, min. 250 Ibe: 9 . ft. fl. load; 
rate 10.4c; cars; Prope owned; 
1,337,000 => ft. cold stgs.; brick and _ oe 



















EDAR RAPIDS, IOWA 
American Transfer & Storage Co. 
Incorporated 


Established 1908 a t 
A. G. Keyes 401 First St., 
ee & Con'l. Ay o Tel.—2114 

. leased; 80,000 sq. ft. aaa ; 


10,000 ea. Ty ine. 2 —- ioe: on Ps P.& ‘pear, = * i 


ch.; truck shelter, cap. 6 
Min. ry = temp. range 35° above bg 
SERVICE FEATURES 


H 


— Pool car distr.; cartage 
service, 8 trucks; stge. and office space for lease; 


—Iowa W. A. 








WATERLOO, IOWA 


lowa Warehouse Company 
Established 1916 Incorporated 
R. B. Cass * 821 eo 
Vice-President ed. (1) 621 M aa Co 


FA 

t block t. adn Ss Chi. G. West., 
oats 3 on 1.55. i) 558 Center Es 
Pireproot, Brick const Siding on W. C. F. & N 


= a 4 cars. Ins. eng 56c. Both: 7 ,000 
yee service. 

D.. agg A os — jlete merchandise 

asln’ einai ution. Motor 


ight terminal. 
MEMBER N ational Furniture Whsemen’s Assn. 












EXINGTON, KY. 


Union Transfer & Storage Co. 
Established 1919 acorporated 


Oo. B. Mu Spring pA Vine Sts. 
Per Biccon rg . * é Tel.—PBX-7030 


he ao a ge 1 bingy & Sts., 
Serine ee rin > 


Louisville, Cincinnati, 
and Blue Grass region of Ken 


—— KY. 


Louisville Public Warehouse Co., Inc. 


W. N. Cox * E. H. Bacon 
President Vice-President 


Established 
PACILITIES—944,138 sq. ft. for of Mer- 
» Household Goods, Tobacco, Spirits 
—24 Warehouses— 
mill—Sprink.—Conts, Ins. 4.4c to 19.3c per $100, 
SPECIAL FEATURES—Customs and Internal Rev- 


enue Bonded— Pool Car Distribution — 
Switching All Lines—Satisfying Customers with 
Superior Service. 

American Chain of Warehouses—Dis- 
tribution Service, Inc—Am. Whse. Assn. 







































WAREHOUSE 
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NEW ORLEANS, LA." 
Commercial Terminal Warehiouse Co. Co. 


Established 1925 


E. B. Fontaine 
President 


ene 20000 aq. it.: Slow 
const.: load, 
Sprink. 78s Weide Ins. rate, 37c; oy “a 


* «404 N. Peters St. 
Tel.—Magnolla 4877 






pocket FEATURES—Bonded: 
State. Pool car dist. Bean grading. 
Reconditioning. Billing. Financing. e. 
REPRESENTED BY—Associaied Warehouses, Inc. 











EW ORLEANS, LA. 
Security Storage & Van Co. 


Cable Address: SECVAN 


Moving — Packing — Shipping — Storage 
Sexes FEATURES—Merchandise. 


Camden Warehouses - 
Established 1900 


Milton K. Hill 









Incorporated 
Rm. 301, Camden Station 
Tel. Lexington 0400 Ext. 747 





ALTIMORE, MD: 
Terminal Warehouse Co. of Baltimore 








REP. BY. Whses. 
Webster Vanderbilt A: 
Phelps $49 W W. Randolph St. 


house Co. 


-* Incorporated |, 
Ave. N. 201 Fifth Ave. N. 
Leta 3568) Whse. No. 2 


se somes cen 

Q trucks. tan, trom 1 lines. Cartage Service, 

50 trucks. Ins. 6c (90%). Pool car distr. 

SERVICE—State, U. Cust. bond. Office space. 
Bag Hom Inc., 52 Van- 


REPRESENTED BY— 
derbilt Av., N. Y.; 549 W. Randolph St., Chicago. 
ASSNS.—A. W. A., Minn.N. W. W. A., Minn. 








Md. - Mass. - Minn. - 


T. PAUL, MINN. 
Midway Terminal Ware 
Established 1933 * Minnesota ALS 
Tel.—Nestor i 2295 2 Savon Ave. 











space. car 
REPRESENTED BY— Assoc. Whses., sine “52 Van- 

ve., . 3 549 o. 
ASSNS.—U. 8. C W. 


C. of C., A. W. , Minn-N. 
W. A., Minn. Truck Owners Assn. 





T. PAUL, MINN. 


St. Paul Terminal Warehouse Co. 
Established 1916 oe lacorporated 


Sth & Locust a. -: real Carteld 7551 
PACILITIES—307 
: eq. ft.; proof, and 


and display 
Famous for "'SERVICE'—from Coc Coast to Coast 
REPRESENTED BY—Assoc. Whses., Inc., 52 Van- 
derbilt Av., oe eee St., t., Chicago. 
ASSNS.—U. S. C. of C., A. W. , Minn ‘ 
W. A.,.Minn. Truck Owners Assn 









GULFPORT, MISS. 


Mississippi-Guifport Compress & Whses., Ine. 


L. D. Estes, V.P.-G.M. J = Established 1931 
FACILITIES: 240,000 aq. ft., 9 sections, separated 
firewalls 


ncrete 
‘ification 









by brick 4 
Sprinkler sys. Ins. clas “BBY. Pvt. 
watchman. Licensed under U. S. Warehouse 


SERVICE FEATURES: Specialize in handling 
sugar, bagged flour, rice, case goods and gen- 
eral merchandise. I, C. R. R. siding. Overnight 
— to New Orleans and other southern 
po 


KANSAS CITY, MO. 
Adams Transfer & Storage Co. 


Established 1900 





rated 
D.S. Adams ye 228 W. ath St. 
President Tel.— Victor 0225 
PACILITIES—100,000 sq. ft , Teinf. con- 
crete. Sprinkler, M. D. T. alarm, pvt. n. 
Ins. rate 24c. . Cap. 8 cars. 
Free switch. Truck covered, cap. 30 trucks. 
SERVICE FEATURES—| " Int. Rev., 
State; » U. S. Whse. Act. Pool car . Stg. 
& office for lease. Mot. Transp. ser. & fat. 
term. ly overnight serv. to approx. 4,000 








Information in This Section 
Is Right Up-to-the-Minute 


Changes are made from month to month on 
the information in this section. This gives 
you up-to-the-minute data on the ware- 
houses you use and propose to use. Ship- 
pers say that such a service is invaluable 
to them. 














KANSAS CITY, MO. 
Mid-West Terminal Warehouse Co. 


2030 Walnut St. Tel. Victor 8292 
. Pres. Established 1939 
FAI ACILITIES—80, 550 sq. ft., two adjoining build- 
ings. (1) conc. & steel const., ins, rat .09c. (2) 
brick mill const., ins. rate .171c. Spr. — 
ADT alarm; siding K. C. Terminal RR, ca - 
cars, free switching other RR; truck plat., ne 
tered cap. 8 trucks. 
SERVICE FEATURES—Pool car distr., office space, 
wecoees food products. 

BY—Allied Sen Inc. 
ASSOCIATIONS —A. W. A., Mo. W. A., 


* ° 










K. C. W. 
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KANSAS CITY 7, MO. 


| Crooks Terminal Warehouses 
1104 Union Avenue 


Telephone—Victor 2404 
Established 1913 













Incorporated 


R. F. Wallace 


A. J. Crooks 
Vice-Pres. & Gen. Mgr. 


New York Office 
George G. Roddy 
Murray Hill 5-839 


aie Madison Ave. 





Terminal Warehouse—1!201-09 Union Ave. (U. P.) 


eR PE PELLETS I LP A 


Brokers Warehouse 
aes Union Ave. (Frisco) 
ACILITIES—3 






Watch iDionley Adv iemout on 


» MO. 
Kansas City Terminal Warehouse Co. 


Established 1902 933 Mulberry St. 





FACILITIES —400,000 sq ft., reinforced concrete 
and heavy mill construction; = 3 Maou 
Mo, Pac., Un. Pac., Wabash & Burlington; T: 
capacity: 20 cars; Watchman service and not 
protection; Ins. Rate from 9c. Cosasgs Saeke a 
tracks. lay room. ool, Boome, Office s 
SERVICE led by ae ©. 
posit Co. of Md. Pool car —y 4 Reciprocal swi 
ing. Free drayage on L. C. L. shipments. =< 
ing. Employes bonded. Stge-in-transit service. 
Fork Trucks to 2 tons. 

oe AWI.; Missouri Ware- 
housemen’s 


 omeell 








ST. LOUIS, MO. 
S..N. Long Warehouse 


9th & Gratiot Sts. oe Tel. Main 2910 
W. F. . &. M. Established 1903 
FA’ 214,000 oa. ft. Heavy mill and! brick; 
o 1939 S. Vandeventer, Mo. Pac. siding, 22 cars; 
(2) 9th & G "Term. R. R. siding, 24 cars; res. 
tch, all lines. rate, 20c. Sprinkler, A.D 
protection. Two cov. motor docks age of bidg 


FEATURES—Longest established 
St Loule, Licensed. State Bonded; poo ae 
e . vorul app 
Rod Lat 1 prods. Motorized power equip. 


woreze Eee ate 


ASSOCIATIONS—. 
Mdse. W. A.; St. L. C. of C. 





